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PASSENGER TRAFFIC DECLINE 

Secretary Hoover, of the Department of Commerce, in 
a recent address urging the St. Lawrence waterway project, 
said he believed the railroads would be benefited by the 
construction of. the waterway. In support of this belief, 
he said that the invention of the gas engine multiplied the 
traffic on the highways ten thousand fold and that the auto- 
mobiles carried as many passenger miles annually as the 
railroads, “yet the total volume of passengers and goods on 
the railways has never been so great as now.” 


If “passengers and goods” are lumped together, it is 
true, of course, that the total volume of business has never 
before been so great as now. There has, however, been a 
substantial decline in railroad passenger business. The in- 
crease in the total volume of business of the railroads has 
been due to the increase in the volume of freight trans- 
ported by them and not to any increase in passenger busi- 
ness. 

Official statistics published by the Commission show 
that, in 1926, the passenger revenue of 172 Class I roads 
amounted to $1,041,822,049, as compared with $1,055,097,- 
597 in 1925, and that the number of revenue passengers 
carried by those roads declined from 885,727,000 in 1925 to 
860,343,000 in 1926, a decrease of 25,384,000. This decline 
in passenger business has been going on for several years. 
In his review of railway operations in 1926, Dr. Julius H. 
Parmelee, director of the Bureau of Railway Economics, 
says that passenger traffic in 1926 fell 1.5 per cent below 
1925 and that the passenger business in 1926 was less than 
in any year since 1916. In fact, he says, the almost con- 
stant recession in passenger business since 1920 has resulted 
in a cumulative decline of 25 per cent in the last five years. 
As to the causes for this decline, he says: 


The reduction for 1926 was 1.5 per cent under 1925, and 25 per 
cent below 1920. Yet the past year has been one of general prosper- 
ity in the United States, when everybody who wished to travel 
had or could get the necessary funds. The answer to this continued 
decline in an important branch of the railway service, which still 
brings in an annual revenue exceeding a billion dollars, is found in 
the marvelous growth of the number of private passenger motor 
cars, motor buses, and miles of improved highways. A collateral 
explanation lies in the development of foreign travel, which broke 
all records in 1926, and contributed to the revenues of steamship lines 
and foreign railways, instead of to rail revenues at home. This com- 
ment is intended as a statement of fact, and not by way of complaint. 
Some of our passenger traffic by rail seems to have disappeared per- 
manently. What is left must be held, and built up, by reason of 
superior service, speed and comfort. 


Mr. Hoover, though an able man in many ways, is 
much like other advocates. He is prone to translate his 
hopes and expectations into facts, without sufficient investi- 
gation. The gas engine has not only not caused an increase 
in railroad traffic but has brought about a decrease in that 
traffic. Everybody who has studied the matter knows that. 
Those who believe the St. Lawrence waterway or the Lakes 
to the Gulf deep waterway would contribute to the pros- 
perity of the railroads are whistling against the wind. They 
would undoubtedly, on the whole, operate to reduce railroad 
traffic by substituting other agencies than the rails for the 
transportation of freight. Does anyone whose opinion is 
worth while argue that the Mississippi-Warrior Barge Line 
service makes more business for the railroads? 

That automobiles and inland waterways cut into the 
business and the revenues of the rail carriers is not, in 
itself, an argument against them, to be sure. But the facts 
ought never to be obscured, and the facts in this situation 
should be taken into full consideration in making plans for 
waterway development or applying regulatory measures to 
motor vehicle common carriers. Men like Herbert Hoover 
do a great harm with their misleading utterances, for they 
are likely to be accepted as correct, not only by those who 
already favor the things that are thus advocated, but by 
those who might otherwise oppose them. 


RAILROAD CONSOLIDATION 

We think Senator Fess, of Ohio, is one of the safest 
and sanest men in the United States Senate, we agree with 
him that railroad consolidation ought to be encouraged by 
permissive legislation, and we approve of the purpose of his 
bill to bring about that result; but we think the importance 
of consolidation is being exaggerated by Senator Fess when 
he says that, if it is not accomplished, government owner- 
ship will follow. Why must it follow? It is so easy to 
conjure up disastrous consequences of refusing to adopt a 
policy that seems to its advocates wise. It probably is true 
that failure to adopt a policy that will make judicious con- 
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solidation possible and failure of the railroads, under such 
legislation, to take advantage of the opportunity, might be a 
contributory cause to sentiment that would finally result in 
government ownership, but, at most, it could be only one of 
many factors bringing about a situation that would cause 
such a thing. We have always thought that the benefits to 
be obtained from consolidation were overestimated, but, 
even admitting that they may be greater than we think, we 
still fail to see that, without them, we must have government 
ownership. Moreover, we think it bad strategy on the part 
of those who oppose government ownership to sponsor the 
idea that it is the logical result of failure to do this, that, or 
the other thing, because, if we fail to bring about this, that, 
or the other thing, the government ownership advocates may 
say with logic that now we must not oppose their scheme, 
since we have recognized it as the necessary consequence of 
the failure of own own. 


GEORGE WASHINGTON, WITNESS 


It is one of the favorite devices of those who wish to 
prove their pet theories to call as witness some long dead 
statesman, quoting something he said when he was active in 
affairs to attest the excellence of some present-day idea. 
Thus, Herbert Hoover, advocating the building of the St. 
Lawrence shipway and inland waterway development gen- 
erally, invokes the shade of George Washington, who, in 
recounting a journey to the midwest country, said: 

Prompted by these actual observations, I could not help taking a 
more contemplative and extensive view of the vast inland navigation 
of these United States, and could not but be struck with the immense 
diffusion and importance of it, and with the goodness of that Provi- 
dence, which has dealt her favors to us with so profuse a hand. 
Would to God we may have wisdom enough to improve them. 

We do not question the wisdom of what the father of 
his country said at that time. But it must be remembered 
that, at the time when he said it, there were many things 
not known that are now known and there have been many 
developments since George Washington that were not 
dreamed of when he lived. For instance, there were no 
railroads and no railroad transportation in his time. Water- 
ways were the only means of transportation, except horse 
drawn vehicles on unimproved highways. Of course he 
advocated waterway development. He would not have been 
a statesman if he had not. But it would be more to the 
point if men like Mr. Hoover would cultivate the same 
clear-sighted and patriotic vision that characterized the man 
whom he quotes and try to apply it to present-day prob- 
lems. What George Washington thought about inland 
waterway transportation and development in his day has 
nothing to do with what we ought to think about it in 
our day. 


REVENUE FREIGHT LOADING 


The first million-car week this year was reported for the 
week ended March 12, according to the car service division of the 
American Railway Association. Loading of revenue freight for 
that week amounted to 1,005,715 cars. 

_ “This is the first time in the history of the railroads that 
freight loadings for any one week have been in excess of one 
million cars at this season of the year,” the division said. “In 
1926, the first million-car week was reached in May while in 
1925 it was not until July. The total for the week of March 12 
was an increase of 10,784 cars over the preceding week, the in- 
crease being due principally to the heavier loading of coal, mer- 
chandise and less than carload lot freight and miscellaneous 
freight. Compared with the same week last year, the total for 
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the week of March 12 was an increase of 38,290 cars while it 
also was an increase of 79,596 cars over the same week in 1925.” 

Revenue freight loading by districts the week ended March 
12 and for the corresponding period of 1926 was reported 
as follows: 


Eastern district: Grain and grain products, 8,567 and 9,170; live 
stock. 2,256 and 2,442; coal, 54,597 and 48,824; coke, 3,278 and 4,423; 
forest products, 5,438 and 6,140; ore, 1,985 and 1,576; merchandise, 
L. C. L., 75,512 and 74,161; miscellaneous, 89,826 and 89,704; total, 
1927, 241,459; 1926, 236,440; 1925, 219,597. 

Allegheny district: Grain and grain products, 3,073 and 2,886; 
live stock, 1,961 and 2,046; coal, 58,789 and 49,090; coke, 5,379 and 
6,030; forest products, 3,667 and 4,264; ore, 2,956 and 2,517; mer- 
chandise, L. C. L., 56,014 and 55,250; miscellaneous, 77,086 and 76,473; 
total, 1927, 208,925; 1926, 198,556; 1925, 193,131. 

Pocahontas district: Grain and grain products, 242 and 238; live 
stock, 50 and 61; coal, 44,267 and 37,186; coke, 561 and 565; forest 
products, 1,700 and 1,530; ore, 211 and 102; merchandise, L. C. L., 7,720 
om i eceeaaeaieee 6,164 and 4,333; total, 1927, 60,915; 1926, 51,597; 

“0, ’ ° 

Southern district: Grain and grain products, 3,803 and 4,523; live 
stock, 2,055 and 1,826; coal, 29,414 and 25,799; coke, 866 and 1,008; 
forest products, 20,590 and 22,243; ore, 1,195 and 1,442; merchandise, 
L. C. L., 42,962 and 41,889; miscellaneous, 60,780 and 62,962; total, 
1927, 161,665; 1926, 161,692; 1925, 156,763. 

Northwestern district: Grain and grain products, 8,977 and 9,297; 
live stock, 8,920 and 8,914; coal, 5,895 and 7,019; coke, 1,477 and 1,646; 
forest products, 21,906 and 21,944; ore, 678 and 609; merchandise, 
L. C. L., 33,688 and 32,633; miscellaneous, 35,309 and 32,737; total, 1927, 
116,850; 1926, 114,799; 1925, 112,821. 

Central western district: Grain and grain products, 10,609 and 
9,574; live stock, 9,740 and 10,084; coal, 20,201 and 15,989; coke, 380 
and 343; forest products, 8,838 and 10,113; ore, 3,384 and 3,741; mer- 
chandise, L. C. L., 35,572 and 35,403; miscellaneous, 50,208 and 46,936; 
total, 1927, 138,932; 1926, 132,183; 1925, 135,371. 

Southwestern district: Grain and grain products, 4,805 and 4,557; 
live stock, 2,316 and 1,929; coal, 7,016 and 4,927; coke, 139 and 148; 
forest products, 8,358 and 9,096; ore, 431 and 437; merchandise, L. C. 
L., 17,320 and 17,413; miscellaneous, 36,584 and 33,651; total, 1927, 76,969; 
1926, 72,158; 1925, 65,566. 

Total, all roads: Grain and grain products, 40,076 and 40,245; live 
stock, 27,298 and 27,302; coal, 220,179 and 188,834; coke, 12,080 and 
14,163; forest products, 70,497 and 75,330; ore, 10,840 and 10,424; mer- 
chandise, L. C. L., 268,788 and 264,331; miscellaneous, 355,957 and 
346,796; total, 1927, 1,005,715; 1926, 967,425; 1925, 926,119. 


Loading of revenue freight this year compared with the two 
previous years follows: 





‘ 1927 1926 1925 
Five weeks, in JaNUALY... ....ccvcseccces 4,428,256 4,456,949 
Four weeks in February 3,677,332 3,623,047 
Week ended March 65..... 965,009 932,044 
Week ended March 12.............e00. 967,425 926,119 
ONE 6 ice hoeeccns ee cpa meee 10,349,326 10,038,022 9,938,159 





RATES ON LUMBER 


A. G. T. Moore, traffic manager of the Southern Pine Asso- 
ciation, at the annual convention of that association at New Or- 
leans, March 23, said: 


We have passed the stage when we may rejoice that the rates 
of one or a group of our own members are increased. Should we 
feel any such joy it is shortlived, for not long thereafter our own 
rates are increased ‘‘to restore the proper relationships,’ as the 
carriers explain. 

Nor is our self interest served should we object to part of our 
number having their rates first reduced to pave the way for similar 
reductions in our own rates in order as the carriers say to later 
“restore proper relationships.”’ 

f we have enjoyed some local advantage in past years which 
is palpably unjust to others of our number, let us not protest its 
correction by reductions in the latter’s rates. The other alternative 
is to remove such advantage by increases in our own rates and 
surely in this day and time such is to be avoided. 

In other words, we must be unselfish among ourselves in traf- 
fic matters and all work together for the common good. We are 
on the threshold of a new constructive policy which will permit us 
to serve you even more effectively than we have in the past. 

Aside and apart from the competition which exists between the 
various lumber producing sections of the country, I apprehend that 
substitutes will keep us all on our toes. Accordingly, no future 
period of relaxation in traffic matters by any producing section will, 
in my humble opinion, ever manifest itself. 

While it is true that this industry in the hey-day of its opera- 
tions was willing to generously divide its profits with the carriers 
by remaining quiescent during a long period of constant rate in- 
creases, we now find it difficult to convince the carriers that we 
need help and that they should voluntarily accord such help. True, 
our negotiations are sometimes successful, but we have frequently 
been compelled to seek the intervention of regulatory agencies. 

We have explained to the carriers on many occasions that such 
activities do not reflect a change in our constructive sentiments 
towards them—that we are still highly desirous that they prosper 
and look upon them with as friendly eyes as ever—but rather do 
our activities indicate the extent of our need for help to enable 
us to meet competition and furnish them tonnage to haul. 

Surely they must grant us this right in all friendliness, for, on 
the other hand, when buying our product they utilize purchasing 
agencies who know the markets, and as far as I can learn have never 
given a manufacturer business at a premium over but rather below 
prevailing market prices. There has been no objection to this course 
from us to my knowledge. 

Our railroad friends have developed a school of thought with 
which we find it very difficult to cope. Unlike most business enter- 
prises, our raw material is on their rails and they say it will some 
day move. If not this year next and so on ad. lib. That being 
the case, they are desirous of stringing out our tonnage for a long 
period of years at abnormally high rates rather than permit us to 
liquidate our timber holdings within a more reasonable time. It 
may be but human for them to take this position, but it is also 
only human that we should: desire to liquidate our timber holdings 
within the span of our own lives and provide for prosperity in, some 
way other than stretching out our period of depletion for an undue 
period of years merely that the carriers might earn abnormally high 
freight rates, I respectfully urge all of you in your conversations 
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with the carriers to help us to change their attitude in this re- 
spect. 

” I would also like to point out to you the erroneous construction 
which they sometimes put on the statement you make to them. 
When you tell them that there is too much production of lumber 
they do not understand your language. They believe that you are 
confirming their viewpoint. A circumscribed marketing territory, by 
reason of high freight rates, will not solve the problem of this 
overproduction. A greater marketing area, however, will be help- 
ful to the industry and furnish tonnage to the carriers. Our trans- 
portation committee and this department will greatly appreciate your 
efforts in your individual conversations with carriers’ representatives 
to have them understand our marketing and competitive problems and 
to urge that they voluntarily reciprocate in this day of our need, the 
broadminded policy we pursued towards their revenues when condi- 
tions permitted. You have never hesitated to petition the regulatory 
agencies to grant them more revenues when they needed it, and now 
that their earnings are so satisfactory—and you are in need of 
help to maintain and expand your present markets—they should 
voluntarily evince a greater degree of concern for your welfare than 
they have up to this point shown. 

In fairness, I must say that the southwestern lines are more 
prone to accord us consideration than are the southeast and Missis- 
sippi valley carriers, but many conferences and much time is neces- 
sary to secure the effectuation of voluntary rate decreases, as our 
committee and its sub-committees well know. With a full apprecia- 
tion of our needs, fewer conferences and less time should be in- 
volved in these voluntary adjustments. So much for our traffic 
problems. 

I am glad to say that in a broad sense we have no more trans- 
portation problems. About four years ago the cry was_ abroad 
that the transportation machine had broken down. Many in Congress 
and out of Congress were assailing the carriers and government 
ownership loomed up on the horizon. The carriers adopted the ele- 
mentary business principle of a maximum utilization of their plant 
and quick turn-over of their product (transportation). This has re- 
sulted in what we might term “hand-to-mouth buying,” and we, 
perhaps, must carry a little more stock in our yards. While there 
may be some objections to the present state of affairs, in so far 
as rapid transportation*is concerned, I do not believe it will be 
gainsaid that the principle of adequate and rapid transportation is 
economically sound. , 

Certain it is that the rapid and ample transportation now avail- 
able to the industry has, in a large measure, solved one of our 
previous great difficulties growing out of the abuse of transportation 
facilities by transit car operators. From my conversations with many 
of you I have acquired the opinion that whatever objections we may 
have to the changed order of things touching transportation, have 
— more than offset by the relief we have secured from transit car 
abuses. 


INTERMEDIATE RULE QUESTIONS 


Questions as to the use of the intermediate rule to find the 
rate applicable on shipments to unnamed points became un- 
usually prominent in the work of the Commission on March 24 
and 25. On the first named day the Commission reopened for 
oral argument, No. 15895, E. E. Forbes & Sons Piano Company 
vs. Alabama Great Southern et al.; No. 17937, E. E. Forbes, 
doing business as E. E. Forbes & Sons Piano Company, et al. vs. 
Louisville & Nashville et al., and No. 17147, National Biscuit 
Company vs. Same. On March 25 the Commission’s docket 
called for an all-day argument on No. 15993, Pacific Shippers’ 
Association vs. Akron, Canton & Youngstown et al.; No. 17130, 
Russell Grain Company vs. Alabama Great Southern et al.; Nos. 
15877 and 15878, Standard Oil Company vs. Atchison, Topeka & 
Santa Fe et al.; No. 16532, American Petroleum Products Com- 
pany vs. Big Four, and No. 16534, National Refining Company 
vs. Same. 


No time has been set for arguments in what are known as 
the Forbes piano cases. Men interested in the two groups were 
surprised that they were not set down for argument at the same 
time; also, they were surprised that the petroleum cases were 
set for argument in connection with the Pacific Coast Shippers 
and Russell Grain cases. While the application of the inter- 
mediate rule is the crux in each of the cases mentioned, those 
interested profess to be able to see such distinctions between 
the cases that setting them down for argument, except as dis- 
tinct groups, did not commend itself as a satisfactory way of 
handling them. 


The reason for setting down the piano cases, to the attor- 
neys interested in the intermediate rule questions, seemed ob- 
vious. They were dismissed, after appeal from division 4, by a 
six to five decision, one of the six being Commissioner Cox, who 
went out of office at the end of last year. The five dissenters 
were Eastman, Hall, Aitchison, Esch and Campbell. The latter 
was not present when final action was taken but after the vote 
was taken he expressed concurrence with the dissent written 
by the then chairman, Commissioner Eastman. The decision of 
the majority, in the view of attorneys who have taken part in 
the case, 118 I. C. C. 185, was weakened by a concurrence writ- 
ten by Commissioner Meyer in which he said he agreed with the 
majority in the result but on different grounds. He went so far 
as to say he agreed with Chairman Eastman’s dissent on a 
point which attorneys are inclined to view as of great impor- 
tance, namely, that the intermediate rule was not limited in its 
application to points in the Mississippi Valley territory, which, 
Mr. Meyer said, was nowhere defined in the tariffs. 

In the piano cases the question was as to the application of 
the rate to Mobile on traffic to Birmingham, from points in 
Indiana and Illinois near Chicago. The complainant contended 
that the intermediate rule made the lower rate to Mobile ap- 
Plicable to Birmingham. In the discussions as to whether cer- 
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tain routes were “open” and therefore traffic to points on them 
was subject to the intermediate rule, it has been pointed out 
that the routes of the Louisville & Nashville and Southern in- 
volved in the cases were natural ones and, in fact, the main 
routes, so there was no question in those cases as to whether 
the rule was being strained as alleged was the fact in the petro- 
leum cases. In those cases, it was claimed that routes between 
the East St. Louis district to Chicago, for illustration, were 
“open” via junctions as far east as Cleveland, Shelby and 
Toledo, O. 


In the Pacific Shippers’ Association case the contention was 
made that inasmuch as there were no routes specified east of 
the eastern termini of the transcontinental lines, all routes were 
open. In the petroleum cases it was contended, among other 
things, that there were specific rates to all points because of a 
tariff provision that the basis of rates should be 90 per cent of 
fifth class, thereby making inapplicable commodity rates to 
points not named. 


SUGAR SCALE ARGUMENTS 
The Traffic World Washington Bureau 


The government’s barge line on the Mississippi and War- 
rior Rivers was put before the Commission, by Edgar E. Clark, 
former chairman of the regulating body, in the arguments on 
No. 13569, Rates on Sugar to the Southeast (see Traffic World, 
March 19) as the disturbing element in the sugar rate situation 
in its part of the country. Mr. Clark, speaking for the National 
Sugar Refining Co., insisted that because that carrier paid no 
taxes and was not required to earn interest on the money 
invested in it was no reason for the Commission treating it 
in any manner differing from the treatment given other car- 
riers. The law, he said, gave the Commission the power and 
duty of regulating it the same as other carriers. Answering 
a question by Commissioner Eastman, Mr. Clark said he was not 
sure that the Commission had prescribed all its rates but he 
had particularly in mind the position taken by the New Orleans 
interest, namely, that the Commission, in this case, should 
leave the barge line free to adjust rates to meet the situation 
created by what the Commission might do. The New Orleans 
position was that the record, in this case, did not warrant the 
Commission dealing with the barge line rates. 


Mr. Clark said that if there was a disturbing agency in the 
past and one that would continue in the future, it was the barge 
line owned and operated by the government. The fact that it 
paid no taxes and was under no obligation to pay interest, he 
suggested, was no reason for its having a preferred status in 
this matter and allowed to take tonnage from carriers subject 
to the act that did have to pay interest and taxes. Figures 
recited by him showed that the barge line, in 1926, carried 
305,000 tons of sugar and the Warrior, a tonnage equal to 1,083,- 
000 bags, an increase over the preceding year of 41 per cent. 
His suggestion was that unless something was done about the 
matter there would be no need of other carriers fighting about 
the adjustment of rates on sugar because there would be no 
sugar for them to carry in competition with the government 
supported and operated line. 

The barge line was not represented at the arguments. The 
New Orleans Joint Traffic Bureau made the point, in its excep- 
tions to the report of the examiner, that the proceeding insti- 
tuted by the Commission did not take in the barge line rates. 
It said that inasmuch as the report of the examiner provided 
for the use of the scale in connection with rail-and-water rates 
and because barge line rates were the only rail-and-water rates 
from Louisiana points, the report did cover the barge line rates. 
It contended the record did not, however, warrant their 
inclusion. 

Eastern lines, the absence of which caused comment on the 
first of the two-day argument, were represented on the second 
day by C. R. Webber. He said the eastern lines protested 
against the proposal which, if adopted by the Commission, 
would have the effect of cutting their rates to the Ohio River 
crossings, and as suggested by Elmer A. Smith of the Illinois 
Central, force the reduction of all the rates from Atlantic 
ports to points in Central Freight Association and [Illinois 
Freight Association territories. 


Cc. & O. MERGER CASE 


The Chesapeake & Ohio, by Herbert Fitzpatrick, G. H. Gard- 
ner, Frank H. Ginn and C. C. McChord, has filed “demurrer, 
objection and motion” opposing intervention of C. & O. minority 
stockholders in the proceedings in which the C. & O. asks 
authority to acquire control of the Erie and Pere Marquette 
and to issue stock. Counsel for the C. & O. said the intervening 
petitions did not set forth any facts sufficient to warrant the 
petitioners intervening in or becoming parties to the proceed- 
ings. They asked that the petitions for leave to intervene be 
denied and stricken from the record. The Commission recently 
authorized the minority group to intervene in the proceedings. 
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Unhealthy Air in Valuation Work.—Recent court decisions 
in valuation cases have caused a manifestation of interest in the 
valuation work of the Commission on the part of men in touch 
with the Commission activities other than valuation. One of 
the first things these encounter is a spirit or air wholly unlike 
that in the rate work. There are bitter fights over rate situa- 
tions, but seldom is there a charge of bad faith or sharp prac- 
tice or the use of language not proper in proceedings before 
a judicial or a quasi-judicial body. That is not so in valuation 
cases. The difference may be due to the fact that rate cases, 
broadly speaking, are between carriers and their patrons, while, 
in valuation cases, the contest is between representatives of the 
carriers and representatives of the Commission. The theory 
of the law is that the Commission represents the public, which 
is supposed to desire only what is fair and proper. A few 
months ago the Commission had to strike language from briefs 
in the Wheeling and Lake Erie valuation case because it was 
improper. Seldom do men in rate cases get to the point where 
they accuse each other of disregard for truth or fairness. An 
outsider might wonder, soon after he began inquiring whether 
some of the air is not due to the existence of preconceived no- 
tions as to what value the valuation work should show as being 
possessed by the property of the carriers devoted to public 
service. It is fairly certain, even without going back to speeches 
in Congress for confirmation, that the late Senator La Follette, 
who took up the Commission’s recommendations that provision 
be made for valuing the property of the railroads, had an idea 
that the valuing would show that the property of the railroads, 
at the outside, was not worth more, in a rate sense, than $15,- 
000,000,000. Perhaps, it has been suggested, some of the work 
of the Commission’s valuation men has been done on the theory 
that the Commission ought to be able to show that the value 
of the property was so small, in comparison with what the 
railroads thought their property was worth, that there should 
be a reduction in freight rates—in other words, that some of 
the work has been done by men holding the idea that it would 
not be good policy to have a result that would show that the 
idea of the boss, Congress, that the railroads were worth so 
relatively little, was ridiculous. On the other hand, men work- 
ing for the railroads many times have seemed to be obsessed 
with the idea that their property has a value of at least double 
that of the assumed La Follette maximum. All estimates as 


‘to the relatively small cost of making the valuation have been 


exceeded. They are as quaint, in many ways, as the ideas of 
the ancients as to the form of the earth and how it was held 
in place. If there has been such an idea as suggested, on the 
part of any of the Commission force, the attitude of the ex- 
tremists on the other side is a reaction in kind and degree. 
However, the fact is that there is an entirely different air about 
the matter than about the rate work of the Commission. On 
account of the relatively near approach of the time when the 
Commission will begin making use of its valuation work, the 
thing is interesting. An illustration of the air in the valuation 
work is to be found in briefs in valuation docket No. 754, Pull- 
man Railroad Company. In the brief of the Bureau of Valuation 
the charge is made that the attorney for the carrier misquoted 
the Commission’s decision in San Pedro, Los Angeles and Salt 
Lake Railroad Co., 75 I. C. C. 463, as to the freight rates to be 
charged on ballast in pricing that material. Harleigh H. Hart- 
man, attorney for the railroad, retorts that the carrier’s citation 
is reported correctly from the opinion and order as served 
on the parties in pamphlet form and incorporated in the Com- 
mission’s official docket. He adds that the changed quotation 
made by the bureau attorneys is from the bound volume—in 
other words, that the Commission put out one rule in the pam- 
phlet copy and another in the decision in the bound volume. 
As quoted in the briefs, the rule laid down in the pamphlet is 
that the rates in effect on June 30, 1914, will be used, while in 
the bound volume it is that the June 30, 1914, rates will be used, 
“excepting from this rule instances where the public rate is 
deemed to be unreasonably high, due to the absence of com- 
modity rates or other reasons. In such cases we adopt what 
may be termed reasonable rates to be applied for reproduction 
purposes. The charges allowed for transporting materials over 
the company or system lines are computed at the estimated 
average cost of one-half cent per ton-mile. Nothing in the proof 
warrants any modification in this regard.” 





Free Diagnostical Service for Farmer.—Now that a presi- 
dential campaign is peering over the hill, faintly, it is true, but 
nevertheless, peering, the farmer will find himself in receipt 
hearly every day of free diagnoses of what ails him. Secretary 
Hoover, in an address at New Haven, speaking about the pro- 
posed St. Lawrence ocean shipway project, suggested that “the 
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values (of a shipway) to be secured to mid-west agriculture are 
not alone the cheapening cost of transportation on the export 
portion of (farm) production only, but it means a substantial 
lift in price of their entire production.” He further said that 
“this opening of the Great Lakes to the sea has become of 
doubly urgent importance today because of the severe economic 
penalties imposed upon the mid-west by the distortions of war. 
With the increase of cost of material and labor, our railway 
rates to the seaboard have of necessity greatly increased. It 
is as if we had erected a series of toll gates around the heart 
of the continent where we make a new levy for the entry and 
exit of all goods. And some part of the distress of our mid-west 
agriculture lies at root in this very cause, for changes in trans- 
portation rates deeply affect the competitive relations of great 
masses of people. It is not as if every freight rate in the world 
had been equally advanced. Those countries with which our 
mid-west farmers must compete in the world’s markets, such 
as the Argentine and Australia, whose grain fields are close 
to seaboard and whose access to world markets is by ships, have 
not been handicapped with increasing transportation rates as 
have our mid-west farmers.” The part of the address quoted 
has been taken to the bosom of the bureau of publicity of the 
Democratic National Committee. That bureau rises to remark 
that the customs tariff also adds to the woes of the farmers. 
To illustrate its point, it observes that President Coolidge a few 
days ago raised the duty on pig iron 50 per cent, which promptly 
caused a rise of 50 cents a ton in the price of domestic pig iron. 
It observes that that cost will be added to the farm implements 
the farmer has to buy and to the cost of the steel rails over 
which the farmer’s grain passes on its way to the competitive 
world markets. 





Mergers of Other Days.—It takes a long time to get rid of 
all the things that grow out of attempts at railroad mergers. 
Twenty-odd years ago George J, Gould and his associates strode 
large figures across Ohio, West Virginia, and Pennsylvania, 
making up a transcontinental raliroad. In addition they bought 
coal lands. An application for a writ of certiorari in No. 895, 
Baltimore & Ohio and Gauley Company vs. Cary C. Hines, ad- 
ministrator, etc., denied by the Supreme Court of the United 
States this week, serves as a reminder of the doings of Gould 
and his associates when they put the Wabash passenger service 
into Pittsburgh, on stilts, as someone remarked when the pas- 
senger station was built. Hines is the administrator of the 
personal estate of William Crennell, Jr., who claimed he was 
entitled to fees out of lands sold by another man to the Gould 
Little Kanawha Syndicate. The Baltimore and Ohio bought 
some of the lands, which are now in the hands of the Gauley 
Company. They are resisting efforts on the part of Hines to 
subject the lands to the Crennell claims. The litigation was 
begun in 1908 and was one of the outcomes of things done be- 
tween 1901 and 1906. The original administrator of the Crennell 
estate has disappeared from the litigation. Twenty years from 
now, therefore, it is not inconceivable that the court will be 
asked to look into controversies arising out of the mergers the 
Commission is making impossible. It is conceivable, too, that 
there may be litigation over controversies arising out of plans 
put awry by the acts of rival railroads. Gould was under no 
obligation to deal with the Commission. Rival railroads and 
the “hog combine” fn the Pittsburgh city councils are supposed 
to have caused his undoing. No city council organization of 
bandits appears as a factor in the supposed dishing of plans 
supposed to have been made by L. F. Loree. The kaleidoscope 
turners in Wall Street and in newspaper offices are still busy 
with his supposed plans, telling what they are or are about to 
be. He is accustomed to that. Having been a big figure in 
the Pennsylvania-Baltimore and Ohio organization and a larger 
one in the Indiana tin mill control of the Rock Island, he has 
always been in position to be invited to disclose plans so that 
those who might disagree with him could devise checks for him, 
Recently, while in Washington, he told some of those who had 
been speculating that, if they kept on, they might hit on some- 
thing that was so. The law of mathematics is such that, if one 
keeps at the work long enough, he will hit the combination that 
has been made or proposed. 





Young Man Afraid of Gasoline—Army officers, having an 
education in which figures overshadow letters, are supposed to 
have a good sense of proportion. Beverly W. Dunn, a retired 
army officer, heads the Bureau of Explosives of the American 
Railway Association. That bureau has just made its annual 
report, showing that, in 1926, the railroads of the country handled 
more than 2,000,000 cars of high explosives, acids, inflammable 
liquids, and other dangerous materials, with the loss of three 
lives, the injury of 38 persons, and a property loss of $1,114,067. 
Of that property loss, 56 per cent, the report remarks, was 
caused “by gasoline alone.” Oil trade men, it is suspected, will 
note the report, particularly on account of its seeming lack of ap- 
preciation of proportion. Gasoline, it says, still holds a firm 
grip on the leadership as the most dangerous of inflammable 
liquids carried. Of all dangerous articles, it is shipped in by 
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far the largest tonnage and in the greatest average bulk per 
container, as most of it is handled in tank cars, continues the 
report. Oil men are likely to observe that that is just about 
as important as saying that the Dutch have taken Holland or 
that the Democrats of north Louisiana hold most of the offices, 
Dunn being a north Louisiana man. All dangerous articles other 
than gasoline totaled 5,002,500 tons. Gasoline shipped was 
twelve billion gallons, or, at the estimated weight of 6.6 pounds 
to the gallon, 39,600,000 tons. In other words, the dangerous 
article that weighed seven and a half times as much as all the 
other dangerous articles, put together caused a little more than 
half the property damage and all the loss.of life. Eighty per 
cent of the property loss was caused by inflammable liquids. 
Of the 5,002,500 tons of other dangerous articles, 5,000,000 tons 
were acids. According to the figures in the report, those five 
million tons of acids caused property damage amounting to 
$371,595, or more than half as much as the 39,600,000 tons of 
gasoline. The fact, it is believed, is that the railroads, to keep 
the industries of the country going, handled something less than 
45,000,000 tons of dangerous articles at an extremely low cost 
of life and property, the loss of life being negligible in comparison 
with the loss in ordinary industrial operations. Engineers, in 
making their plans, cold-blooded as it may seem, have to make 
allowance for the damage resulting from the loss of life in every 
operation, from the construction of a small building to the dig- 
ging of a Panama Canal. 


Landscape Clearing in Prospect.—The scrap iron rule to be 
considered at the conference in the Transportation Building, 
Washington, April 4, Holds out hope to those who have thought 
enough about the matter to be able, at least, to make jests, that 
something will be accomplished. If the hope is realized, it will 
be possible for the scrap dealers to gather up old boilers, auto- 
mobile bodies, and pieces of pipe and hustle them to the steel 
mills where they are needed. At present, they merely decorate 
the landscape. Articles made of steel plate have been the hard- 
est to describe so that the rule could not be readily evaded by 
dishonest shippers. Cast iron or steel articles, as a rule, can 
be broken by a husky boy armed with a small sledge hammer, 
but articles made of steel plate can be broken up and used in 
steel mills only by the use of special apparatus. Large steam 
boilers, the things that are most prominent on the landscape, 
may still be fixtures where they are on account of the trouble 
they would cause in handling at points of origin and of destina- 
tion, as well.—A. E. H. 


UNCONTESTED FINANCE CASES 


The Seaboard Air Line has been authorized to issue $5,000,000 
of first and consolidated mortgage 6 per cent gold bonds, series A, 
and to sell them at not less than 96% and accrued interest; and 
to sell $2,000,000 of Seaboard-All Florida first mortgage 6 per cent 
gold bonds, series B, at not less than 95% and accrued interest. 

The Cadiz Railroad Company has been authorized to extend 
for a period of one year from February 1, 1927, the maturity date 
of a promissory note in the face amount of $40,000, showing unpaid 
balance of $10,000; and to extend for the same period the maturity 
of a first mortgage 5 per cent gold bond for $40,000 pledged as 
security for the note. 

The Gulf, Colorado & Santa Fe has been authorized to acquire 
control, by lease, of the Gulf, Beaumont & Great Northern. 

The Panhandle & Santa Fe has been authorized to acquire 
control, by lease, of the Pecos River. 

The application of the Lewistown & Youngstown Frontier 
Railway Company for authority to abandon a part of its line in 
Niagara County, N. Y., has been dismissed. 

Acquisition by the United Telephone Company of the exchange 
at Smith Center, Kan., of the Central Kansas Telephone Company 
has been approved. 

Acquisition by the Mountain States Telephone & Telegraph 
Company of the properties of the Gallup Telephone Company 
has been approved. 

The Hillsboro & North-Eastern Railway Company has been au- 
thorized to issue $60,000 of first mortgage 6 per cent gold bonds and 
$25,415 of short term promissory notes. The bonds are to be negotiated 
at not less than par and accrued interest, and a commission of not 
exceeding 5 end cent paid in connection therewith. 

The Seaboard Air Line has been authorized to issue refunding 
mortgage bonds which, when taken at their fair market value 
at the time of pledge, will not exceed $3,202,146.12, the bonds to be 
pledged under the Seaboard’s first and consolidated mortgage. 
The Seaboard also has been authorized to issue not exceeding 
$3,378,500 of first and consolidated mortgage gold bonds, series A, 
and to pledge them as collateral security for short term notes. 

The Chicago, Burlington & Quincy has been authorized to 
issue for pledge $18,294,000 of general mortgage 4 per cent bonds, 
and to issue 30,000,000 of 4% per cent first and refunding mort- 
gage bonds, including $1,706,000 of such bonds heretofore author- 
ized to be authenticated and delivered, and to sell the bonds 
at not less than 94 per cent of par and accrued interest. 

The Baltimore & Ohio has been authorized to issue and sell $9,750,- 
000 of equipment trust certificdtes at 98.69 per cent of par and accrued 
dividends in connection with the procurement of equipment. 

The Pacific Telephone & Telegraph Company has been authorized 
to acquire properties of the Turlock Home Telephone & Telegraph 
Company. 

The Seaboard Air Line has been authorized to issue $1,491,000 
of first and consolidated mortgage gold bonds and to pledge them as 
collateral for short term notes. 





FINANCE APPLICATONS 


The Western Pacific Railroad Comenty has applied for authority 
to build a branch line 7.5 miles long in San Joaquin county, Calif., 
extending from a = near Kingdom Station to and through Termi- 
nus. The line will serve a rich delta section, all of which is under 
cultivation. 
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The Mississippi Export Railroad Company has applied for au- 
thority to issue 740 shares of common stock, par value $100 a share; 
to issue and pledge $100,000 of first mortgage 6 per cent bonds, and 
to issue and reissue $75,000 of 6 per cent notes to be secured by 
pledge of the bonds. 

The Texas & Pacific has applied for authority to obtain authen- 
tication and delivery of $30,000,000 of general and refunding mortgage 
5 per cent gold bonds, to sell $16,000,000 of the bonds to Kuhn, Loeb 
& Co., at 97 per cent of par, and to pledge $14,000,000 of the bonds 
as collateral for short term notes. The applicant proposes to use 
the proceeds of the sale of the $16,000,000 of bonds to reimburse the 
company’s treasury for expenditures amounting to $6,679,417 and to 
redeem at par two issues of secured gold notes. 

The Texas & Pacific has applied for authority to issue and sell 
$1,425,000 of equipment trust certificates to Freeman & Company at 
98.544 per cent of par and accrued dividends in connection with the 
acquisition of equipment at an estimated cost of $1,907,604. 

The New Orleans, Texas & Mexico has applied for authority to 
issue and sell $930,000 of equipment trust certificates to Freeman & 
Company at 98.666 per cent of par and accrued dividends in connec- 
$Oo43 800, the acquisition of equipment at an estimated cost of 

The International-Great Northern has applied for authority to 
issue and sell $1,755,000 of equipment trust certificates to Freeman & 
Company at 98.533 per cent of par and accrued dividends in connec- 
See 000. the acquisition of equipment at an estimated cost of 

The Detroit & Ironton has asked for authority to extend its line 
a distance of approximately 14 miles. It said the project really 
amounted to a relocation of the existing line of the Toledo-Detroit 
from Petersburg Junction to Toledo. 

The Gulf, Mobile & Northern Railroad Company has applied for 
authority to acquire control of the Birmingham Northwestern 
Railway Company, by purchase of 2,090 shares, out of a total issue 
of 3,000 shares, of the capital stock of the B. & N., and by a con- 
tract providing for the exclusive operation by the applicant of the 
B. & N. The main line of the B. & N. is approximately 48 miles 
long. The principal termini are Jackson, Tenn., and Dyersburg, Tenn. 
The point of interchange with the applicant’s line is at Jackson. The 
applicant said the consideration in money and otherwise agreed upon 
for the stock was $5,000. The B. & N. has outstanding $350,000 of 
6 per cent first mortgage gold bonds and $400,000 of 41% per cent 
income mortgage bonds. Control of the B. & N. by the G. M. & N., 
the application said, would enable the latter to form a dircet connec- 
tion with the L. & N. at Bells, Tenn., and with the double track main 
line of the Illinois Central at Dyersburg, Tenn. Under the proposed 
operating contract, the G. M. & N. would pay an annual rental of 
$40,000 a year. 

The Duluth, South Shore and Atlantic Railway Company has ap- 
plied for authority to abandon its branch track known as the Bes- 
semer branch extending from Bessemer Junction to the village of 
Bessemer, Mich., a distance of a trifle over two miles. 


I. C. C. MUST DO MORE WORK 


Attorneys for the Chicago, Burlington & Quincy, Bruce 
Scott, E. M. Shelton, and Kenneth F. Burgess, in a reply brief 
in Valuation Docket No. 715 and the valuation dockets joined 
with it, take notice of the decision of the Supreme Court of the 
United States in United States vs. Los Angeles & Salt Lake, 
announced, February 21, to the effect that what the Commission 
does in valuation cases, prior to the use of a valuation decision 
in an actual case, amounts to an “administrative investigation” 
and not to an adversary proceeding. They call attention to the 
fact that in courts the attorneys for the Commission have 
asserted that proceedings like the one in this case are “admin- 
istrative proceedings.” The Burlington attorneys continuing 
along that line, say: 





They have further contended that the holding of hearings does 
not have “the effect of converting that investigation into a law 
suit.” That this is so has been recognized by the Supreme Court 
in its decision in respect to the Los Angeles & Salt Lake Railroad 
Company Valuation, above referred to. 

In the present proceeding we believe that counsel for the 
Bureau of Valuation have proceeded upon the entirely erroneous 
assumption that the present proceeding is some sort of a contest 
in which the only function of the Commission is to sit back as 
an umpire and, if the Bureau of Valuation can eliminate some 
facts because the proof may fail to conform to some technical 
rule of evidence, then the Commission has no further responsi- 
bility other than to approve the tentative valuation, even though 
it will thereby distort the result which Congress has directed the 
Commission to report. 

We submit that the evidence submitted at the hearing should 
not be disposed of in this manner. This proceeding cannot be 
“a law suit” for some purposes, but not for others. If it is an 
administrative investigation and the evidence which has been 
submitted shows the existence, or even the probability, of error 
and the need of further investigation, the duty, we submit, 
thereupon devolves upon the Commission to ascertain the true 
facts instead of applying technical rules of evidence as suggested 
by counsel for the Bureau, in which the presumption and intend- 
ment shall be against the carrier. 





FINAL VALUATION REPORTS 


Valuation Docket No. 668, Wyandotte Terminal Railroad Com- 
pany, opinion No. B502, 121 I. C. C. 495-506, final value for rate- 
maces. _——— < et tid ae ge and used for common carrier 

urposes foun oO be % , and o ropert 

$31,800, 4. of June $0" 1818. property used but not owned, 
: Jaluation Docket No. 525, Bauxite & Northern Rail ’ in- 
ion No. B-501, 121 I. C. C. 474-94, final value, for eee baink ber. 
poses, of the property owned and used for common carrier purposes, 
found to be $100,000, and of property used but not owned $11,300, 
as of June 30, 1918. : 





TENTATIVE VALUATION REPORTS 


gi27 bho Tylerdale Connecting Railroad Company, as of June 30, 1918, 
Trans-Mississippi Terminal Railroad Company, as of June 30, 
1916, total owned property, $2,055,000; total used property, $5,621,835. 
Chicago and Calumet River Railroad Company, as of June 30, 
1919, owned and used property, $183,000. 
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GUARANTY PERIOD REPARATION 


The Commission, in a report written by Commissioner 
Campbell, in Ex Parte No. 88, In the Matter of the Authority of 
the Commission to Approve after August 31, 1920, a Reduction 
in Rate or an Award of Reparation by State Authority on Intra- 
state Traffic which Moved During the Period March 1 to August 
31, 1920, opinion No. 12075, 122 I. C. C. 4438-50, has held that it 
has jurisdiction to approve, after August 31, 1920, an award of 
reparation made by state authority on intrastate traffic which 
moved in the period mentioned. The conference ruling of March 
13, 1922, the report says, will be modified accordingly. The Com- 
mission: adheres to that part of the conference ruling, and 
previous decisions to the extent that they hold that section 
208(a) of the transportation act, 1920, does not authorize it to 
award reparation on intrastate shipments which moved in the 
guaranty period. 

In respect of the part of the section which authorizes the 
Commission to approve a reduction in a rate or change in classi- 
fication, regulation or practice by state authority the report of 
the Commission said: “We are of the opinion that the power to 
approve necessarily implies the power to approve in whole or 
in part, or to disapprove, but does not include the power to en- 
large the award.” 

Commissioner Hall dissented and was joined in his separate 
views by Commissioner Taylor. Commissioners Meyer and 
Woodlock also dissented but did not give their reasons for dis- 
agreeing. 

The decision of the Supreme Court of the United States in 
New York Central R. R. Co. vs. New York & Penna. Co., 271 
U. S. 124, decided April 26, 1926 (See Traffic World, May 1, 
1926, p. 1195), caused this proceeding to be initiated. In that 
case the Pennsylvania commission awarded reparation to the 
New York & Pennsylvania Company but the award was not 
approved by the federal commission. In stating the law on the 
subject Justice Holmes said “the rates charged were those that 
were in effect on February 29, 1920. By section 208(a) of the 
transportation act, . . . prior to September 1, 1920, no such rate 
could be reduced unless the reduction was approved by the 
Interstate Commerce Commission, the six months concerned be- 
ing the period during which the United States guaranteed cer- 
tain income to the railroads by section 209. The Interstate Com- 
merce Commission has not approved any reduction and there- 
fore it is plain that the state commission had no authority to 
intermeddle with the rates it undertook to cut down.” 

The order instituting this proceeding, Commissioner Camp- 
bell said, invited a discussion of the question of the Commis- 
sion’s jurisdiction to approve, after August 31, 1920, the end of 
the guaranty period, a reduction in rates or an award of rep- 
aration by state authority on intrastate traffic which moved be- 
tween March 1 and August 31, which was the guaranty period, a 
term used by the Commission in its report. 


The question as to power was passed upon by the Commis- 
sion in its conference ruling of March 13, 1922. The Commis- 
sion held that section 208(a) did “not authorize the Commission 
to award reparation, or consent to an award of reparation made 
by a state commission, on intrastate shipments which moved 
during the guaranty period, March 1 to September 1, 1920.” 


In a number of cases, beginning with Cannelton Sewer Pipe 
Company vs. Director-General, 73 I. C. C. 27, and ending with 
Pittsburgh Steel Company vs. Director-General, 95 I. C. C. 637, 
the Commission held against the complainants because no show- 
ing had been made that the rates had been found unreasonable 
by state authorities or that an order, judgment, or other require- 
ment that reparation be paid had been made by the state au- 
thorities. 


In Armour & Co. vs. Great Northern, 104 I. C. C. 34, decided 
October 28, 1925, the Commission declined to approve the find- 
ings and order of reparation of the Minnesota commission that 
rates, which the defendant conceded to be unreasonable, were 
unreasonable. The federal body declined, for lack of jurisdic- 
tion, to issue an order awarding reparation to the basis found 
reasonable by the state commission. 

Then came the decision in the Supreme Court of the United 
States which caused this proceeding to be instituted. 

Representatives of the shippers urged, said the report, that, 
assuming an unreasonable intrastate rate was charged, the ship- 
per was wronged as a matter of law, and that a forum must 
exist in which that wrong could be redressed. They contended 
that the proper forum was the state regulating body or the state 
court, subject only to the limitation prescribed by section 208(a) 
that the action of the state authority had to be approved by the 
federal commission. It was further urged on behalf of the ship- 
Pers that in many instances the Commission had found inter- 
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Decisions of Interstate Commerce Commission 





state rates unreasonable and awarded reparation on shipments 
which moved in the guaranty period, and that such awards were 
made subsequently to September 1, 1920. It was pointed out 
that in Standard Oil Co. vs. A. E. R. R. Co., 78 I. C. C. 705, the 
award was made notwithstanding that the carriers challenged 
the jurisdiction of the Commission to award reparation on ship- 
ments moving in the guaranty period. 

Answering that the Commission said that “without discuss- 
ing the jurisdiction conferred upon this commission, it is suffi- 
cient to state that this section 208(a), imposes no limitation 
upon our power to authorize reparation on interstate shipments 
moving during that period after a showing that a particular rate 
was unreasonable.” 

Shippers contended that the refusal to consider awards of 
reparation on intrastate shipments, while at the same time mak- 
ing awards on interstate shipments in the same period, resulted 
in unjust discrimination against intrastate shippers and undue 
preference of interstate shippers. 

Carriers contended that the Commission’s jurisdiction to ap- 
prove a reduction in rates or an award of reparation on ship- 
ments which moved in the guaranty period was limited to expire 
September 1, 1920. 

The shippers argued that since an award of reparation, on 
shipments which moved in the guaranty period, was a reduction 
within the meaning of the section, Congress must have intended 
that the award might be made by the state authorities and ap- 
proved by the Commission subsequently to September 1, 1920; 
that that intention should he inferred from the nature of a rep- 
aration claim which had to be duly filed and served upon de- 
fendants, set for hearing and disposed of by an order. Shippers 
urged that when those facts were considered, Congress could 
not have intended to limit reductions by way of reparation to 
decisions actually made by state authorities and approved by 
the Commission prior to September 1, 1920. 


After the conference ruling of March 13, 1922, the report 
said, several of the state commissions assumed jurisdiction over 
such reparation claims on the ground that since the federal 
body had denied jurisdiction to grant such reparation, shippers 
would be without remedy in the courts if the state commissions 
did not assert their jurisdiction, and that shippers were entitled 
to present their claims to some forum where reparation might 
be awarded promptly and without unnecessary court expense. 

In summing up and disposing of the matter, the Commission 
said: 


Whatever doubt may have existed before, as to whether an award 
of reparation was a reduction of a rate within the meaning of sec- 
tion 208 (a) of the transportation act, must be taken to have been 
settled by the Supreme Court in the latter case; and it seems clear 
from the opinion in that case that the Supreme Court regarded an 
award of reparation on intrastate traffic which moved during the 
guaranty period as being, in effect, a reduction of a rate prior to 
——— 1, 1920, regardless of the date on which the decision was 
rendered. 

As stated in Missouri Pac. R. R. vs. Boone, 270 U. S. 466, the 
primary purpose of the second clause of section 208 (a) was to 
protect the United States from liability on its guaranty to the car- 
riers of the standard return, and this it re to do by prohibiting 
any reduction of rates, fares, or charges without the consent of this 
commission. When it comes to awards of reparation after the 
expiration of the guaranty period upon intrastate traffic which 
moved during that period, there is equal necessity for review by 
this Commission to the end that the revenues of the carriers may 
not be unduly reduced and at the same time that awards of repara- 
tion in meritorious cases may be granted. 

Upon further consideration, we conclude that our authority to 
approve awards of reparation on intrastate shipments which moved 
during the guaranty period did not expire on August 31, 1920, but 
that we were given authority to approve such awards upon traffic 
which moved during the guaranty period whether such authority 
was actually exercised during the guaranty period or thereafter. 
the phrase “prior to September 1, 1920,’ as used in section 208 (a) 
of the transportation act, 1920, apparently is not to be construed as 
prescribing a time limitation within which we were authorized to 
act, but as fixing the period as to which our approval was necessary 
to a reduction in rates whether made during the guaranty period by 
the naming of lower rates for the future, or accomplished after the 
expiration of the period by way of reparation on shipments which 
moved during the period. 

Subject to certain exceptions not here pertinent, our jurisdiction 
over intrastate rates terminated on February 29, 1920, with the ter- 
mination of Federal control. On that date jurisdiction over such 
rates passed to the state authorities, subject to the sole limitation that 
no rates should be reduced prior to September 1, 1920, unless the 
reductions were aproved by us. It appears, therefore, that we were, 
and are, without power to require reductions in rates or to award 
reparation on intrastate shipments during the guaranty period and 
that the only order we can lawfully make as to such shipments is 
one of a permissive character. 

The decision in Missouri Pacific R. R. vs. Boone, supra, makes it 
clear that state laws relating to transportation matters, suspended 
during the period of Federal control, were revived without re-enact- 
ment upon the termination of Federal control. ag | action which 
we may e in reférence to reparation awards on intrastate ship- 
ments during the guaranty period will not exempt the carriers from 
peo a of any state law, rule, or regulation relating to such 
shipmen 

We adhere to our conference ruling of March 13, 1922, and previ- 
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ous decisions to the extent that they hold that section 208 (a) of the 
transportation act, 1920, does not authorize us to award reparation 
on intrastate shipments which moved during the guaranty period. 
We now hold, however, that we have authority under that section 
to approve after August 31, 1920, awards of reparation by state 
authority on intrastate traffic which moved during the guaranty 
period, and the conference ruling will be modified accordingly. We 
are of the opinion that the power to approve necessarily implies the 
power to approve in whole or in part, or to disapprove, but does not 
include the power to enlarge the award. 


Commissioner Hall, in his dissent, said that if Congress had 
given the Commission continuing and present jurisdiction to pass 
on intrastate rates, and to participate, directly or indirectly, in 
awarding reparation if they were found to have been unreason- 
able, surely the grant of that jurisdiction had to clearly appear 
in some act of that body. He said the majority found that 
grant in section 208(a). He said the commerce act and the in- 
terstate commerce act provisions had never been extended to 
cover intrastate traffic except by the federal control act, in the 
federal control period, and by section 208(a) of the transporta- 
tion act, 1920, “as the Supreme Court seems to construe that 
section, during the guaranty period, March 1 to August 31, 1920.” 
He said that as he read the section “our power to approve, or to 
withhold approval, for all purposes contemplated by that section, 
was conferred only for exercise ‘prior to September 1, 1920.’” 


LINSEED OIL ADJUSTMENT 


The Commission, by division 3, in No. 18038, Fredonia Lin- 
seed Oil Works Company vs. Atchison, Topeka & Santa Fe et 
al., mimeographed, has ordered the carriers to revise, not later 
than May 6, their rates on linseed oil, carloads, from Fredonia, 
Kan., to destinations in Missouri, Illinois and the northern pen- 
insula of Michigan. It found the rates to the territory men- 
tioned unreasonable and awarded reparation. The rates are to 
be made in accordance with the mileage scale prescribed on 
vegetable oils in Oklahoma Corporation Commission vs. A. & S., 
98 I. C. C. 183. That scale is reproduced in the report in this 
case, in an appendix. 

A further finding is that the rates on linseed oil from Fre- 
donia to points in Indiana, Kentucky, Michigan (except the 
northern peninsula), Ohio, Pennsylvania and New York, were, 
are and for the future will be unreasonable to the extent they 
exceeded, exceed or may exceed combinations made up of rates 
to points in the territory west of the Illinois-Indiana state line, 
constructed under the scale prescribed in this case, plus the 
existing applicable rates beyond. 


The complaint assailed the rates, from Fredonia, to destina- 
tions in Illinois, Indiana, Missouri, Michigan, Kentucky, Ohio, 
Pennsylvania and New York, as unreasonable. Violation of the 
aggregates of intermediates part of the fourth section was also 
alleged. An allegation of undue prejudice was also made but 
the Commission said it was withdrawn at the hearing. The com- 
plainant asked for rates for the future and reparation. 


Complainant asked, the report said, that the carriers be re- 
quired to publish rates for the future based on the vegetable oil 
scale published in the Oklahoma Commission case and pointed 
out that some of the rates from other shipping points were 
lower than rates constructed under that scale. The Missouri 
Pacific, the Commission said, was willing to publish rates to 
points on its lines on the vegetable oil scale, but other carriers 
contended the scale was too low to be applied from Fredonia to 
the Mississippi River Crossings and to points in Official Classi- 
fication territory. They argued that the complainant’s difficulty 
lay in the unduly low rates from Minneapolis to points west of 
the Indiana-Illinois line. The low rates from Minneapolis to 
Chicago and certain other consuming points resulted from water 
competition on the great lakes. In disposing of the case, the 
Commission said: 


Upon the record it seems clear that the rates on linseed oil 
from Fredonia to points in Missouri, Illinois, and the northern pen- 
insula of Michigan are unreasonable; and that the vegetable oil 
scale, which was prescribed to that territory from origin territory 
contiguous to Fredonia, affords a reasonable basis of rates on lin- 
seed oil, although it will not give complainant rates as low as those 
from Minneapolis, which are not before us in this proceeding. Some 
evidence was offered as to rates from Fredonia to Milwaukee, Wis., 
but the complaint does not assail the rates to points in Wisconsin.* * * 

The scale of distance rates which complainant seeks to have 
applied from. Fredonia was prescribed by us on vegetable oils be- 
tween certain points and territories, after an exhaustive investi- 
gation. We did not prescribe that scale on vegetable oils to des- 
tinations east of the Illinois-Indiana State line. By ordering the 
same scale on linseed oil to points west of the Illinois-Indiana 
State line we are placing linseed oil on a parity with other vege- 
table oils as to that territory. Complainant would have us go still 
further by st the scale published to eastern points in terri- 
tory where its application on vegetable oils has not been prescribed. 
The record in this case does not warrant us in doing so. 

We find that the rates on linseed oil, in carloads, from Fre- 
donia to points in Missouri, Illinois, and the northern peninsula 
of Michigan were, are, and for the future will be unreasonable to 
the extent that they exceeded, exceed, or may exceed rates con- 
structed under the scale of maximum rates prescribed by us in 
Oklahoma Corporation Commission vs. A. & S, Ry. Co., supra, shown 
in the appendix hereto. 

We further find that the rates on linseed oil, in carloads, from 
Fredonia to points in Indiana, Kentucky, Michigan (except northern 
peninsula), Ohio, Pennsylvania, and New York were, are, and for 
the future will be unreasonable to the extent that they exceeded, 
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exceed, or may exceed combinations made up of rates to points in 
the territory west of the Illinois-Indiana State line, constructed 
— scale herein prescribed, plus the existing applicable rates 
eyond. 

We further find that complainant made carload shipments of 
linseed oil from Fredonia to points to which the rates are herein 
found unreasonable, and paid and bore the charges thereon; that it 
was damaged in the amount of the difference between the charges 
paid and those which would have accrued at the rates herein found 
reasonable; and that it is entitled to repardtion with interest. Com- 
plainant should comply with Rule V of our Rules of Practice. 

In computing distances under the scale herein prescribed the 
shortest routes via existing connections for the interchange of car- 
load traffic should be used, embracing as a maximum the lines of 
not more than three line-haul carriers for distances not exceed- 
ing 500 miles, not more than four line-haul carriers for distances 
exceeding 500 but not exceeding 800 miles, and not more than five 
line-haul carriers for distances exceeding 800 miles. Lines under 
common ownership or control should be considered as a single line, 
and where a portion of the same railroad is used more than once 
in computing a distance it should be counted as a separate line each 
time it is used. 

Defendants should revise their rates on linseed oil, in carloads, 
from Fredonia to points intermediate to the northern peninsula of 
Michigan in such manner as to eliminate any fourth section viola- 
tions which may result from the publication of the rates herein 
found reasonable. 


COAL FROM THOMPSON, UTAH 


The Commission, in No. 13509, American Fuel Company of 
Utah et al. vs. Santa Fe et al., mimeographed, upon a complaint 
assailing rates on coal, found that the rates from Thompson, 
Utah, to destinations in Utah, Nevada, and California, west of 
Castle Gate, Utah, in the period of federal control, were not un- 
reasonable except to certain destinations on the Western Pacific, 
Los Angeles & Salt Lake and Nevada Northern. It said the 
complainant had not proved damage by reason of any undue 
preference of Rock Springs, Wyo., which might have existed in 
rates to interior Utah destinations, or on the Los Angeles & 
Salt Lake. It denied reparation. It held further that the pres- 
ent rates from Thompson to destinations in Nevada and Cali- 
fornia were not unreasonable or unduly prejudicial. 

A further holding is that the defendants’ failure to apply 
the same rates from Sego, Utah, as applied from Thompson, 
did not and does not result in unreasonable charges but was and 
is unduly prejudicial to complanant and unduly preferential of 
complainant’s competitors in the Castle Gate district which are 
accorded junction-point rates on traffic to destinations west of 
Castle Gate, where the gathering service is performed without 
charge. It found that no damage had been shown to have re- 
sulted from any undue prejudice found to exist. 

Another finding was that the refusal to pay interest on the 
complainant’s investment in its plant-facility tracks was not 
and is not in violation of the interstate commerce act but that 
the Denver & Rio Grande Western should publish appropriate 
tariff provision therefor so long as it performed the service over 
complainant’s plant-facility tracks. 

The complainants, says the report, are the American Fuel 
Co. of Utah, owning and operating a coal mine at Sego, for- 
merly Neslen, Utah, called the complainant in the report, and 
the Ballard & Thompson Railroad Co., owning a single track 
of railroad connecting with the Denver & Rio Grande Western, 
at Thompson, a distance of five miles. 

The Ballard & Thompson was also named as a defendant, 
but the Commission, later in the report, showed, it said, that 
the railroad complainant and defendant was a plant facility 
of the fuel company. 

The complaint alleged that the rates from Thompson on 
coal originating at Sego destined to points in western Colorado 
and Utah east of Castle Gate were and are unreasonable; that 
the rates to Grand Junction, Colo., were and are unduly preju- 
dicial when compared with rates to the same destinations from 
mines at Somerset, Colo.; that the rates from Thompson to 
points in California, Nevada and Utah west of Castle Gate were 
and are unreasonable and, when compared with rates to the 
same destinations from mines in the Rock Springs district, un- 
duly prejudicial; that the practice of the defendants in publish- 
ing district rates from mines located on branch and independent 
lines in the Castle Gate district and not publishing rates from 
Sego was and is unjust, unreasonable and unduly prejudicial 
to complainant; and that the failure of the defendants to main- 
tain the track of the Ballard & Thompson, perform the train 
service from Sego to Thompson, and grant an allowance sufii- 
cient to repay the interest on the capital invested in the Ballard 
& Thompson, damaged the complainant. 

The Commission was asked to award reparation amounting 
to $46,747.71 on all coal shipped from Sego in the federal control 
period and to require the establishment of reasonable and non- 
prejudicial rates from Sego to destinations in western Colorado, 
Nevada and California and to require the Denver & Rio Grande 
Western to pay an allowance for the use of the Ballard & 
Thompson’s tracks, and, in addition, to perform all maintenance 
and repair service necessary in connection therewith. The 
report said the complainant sought reparation because of the 
alleged unreasonable and unduly prejudicial rates on coal 
shipped in the control period from Thompson to destinations in 
western Colorado, Nevada and California; because of the de- 
fendants’ failure to establish rates from Sego, while publishing 
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rates from mines on independent and branch lines in the Castle 
Gate district and for interest at the rate of 7 per cent on the 
investment of the complainant in the Ballard & Thompson. 


The complainant asked for reparation at the rate of 10 cents 
per ton on coal shipped to California and Nevada and points 
in Utah west of Castle Gate because it had to deduct that 
amount from its prices “to equalize Castle Gate.” This was to 
be in addition to reparation sought because of the failure of the 
defendants to publish the rates from Sego instead of only from 
Thompson, the junction point. 


The Commission considered the issues presented in the light 
of its decisions in Western Coal Rates, 80 I. C. C. 383, and other 
decisions involving coal rates in that part of the country. The 
Holmes & Hallowell case, 60 I, C. C. 687, and 69 I. C. C. 11, was 
also brought in for purposes of comparison. The Commission 
found the rates unreasonable to destinations on the Nevada North- 
ern, the Western Pacific, from Salduro to Winnemucca, inclu- 
sive, and on the Los Angeles & Salt Lake from Leamington to 
Los Angeles, inclusive. The Commission said the 10-cent differ- 
ential of Thompson over Castle Gate was not unreasonable. The 
unreasonableness existed, it said, in the base rates from Castle 
Gate, which were borne and paid by consignees. It said the 
complainants had not proved any damage by reason of any undue 
preference of the Rock Springs district and denied reparation. 

Commissioner Hall, concurring in part, said he found noth- 
ing in the act requiring or authorizing the Commission to re- 
quire a common carrier subject to the act to publish and file 
tariffs covering its service as a private carrier, or even as a 
common carrier in intrastate commerce. He said that in hauling 
coal under contract from Sego to Thompson over the plant 
facility the service was one of private carriage, not prohibited 
by the act. Moreover, he said, he was not convinced that undue 
prejudice resulted from differences in the treatment accorded 
by the Denver & Rio Grande Western to Sego and to Kenilworth, 
Utah, where different treatment was accorded to the Kenilworth 
& Helper, another proprietory but common carrier short line 
serving mines, the difference being that the trunk line assumed 
full responsibility for the operation and maintenance of the 
Kenilworth & Helper. 


Commissioner Campbell, dissenting in part, said he agreed 
that in federal control the assailed rates from Thompson were 
unreasonable to destinations on the Northern Nevada, the West- 
ern Pacific from Salduro to Winnemucca, inclusive, and on the 
Los Angeles & Salt Lake from Leamington to Los Angeles, in- 
clusive. He said he thought they were also unreasonable to 
destinations on the Southern Pacific, Tacoma to Winnemucca, 
inclusive. He did not agree with the denial of reparation. He 
said the majority found that the unreasonableness which existed 
was in the base rates from Castle Gate, which were paid and 
borne by the consignees. He said the facts were that the rates 
from Thompson were unreasonable, that complainant paid and 
bore 10 cents of these unreasonable rates and that this 10 cents 
was less than the amount of the unreasonableness in all of 
these rates. Beyond that, he said, the Commission needed not, 
and indeed should not, inquire. So far as the defendants were 
concerned, he said, complainant was entitled to take from them 
10 cents in all of these rates and that in the absence of the 
consignees, as parties in interest in this proceeding, the Com- 
mission was not concerned about the contractual relations be- 
tween the complainant and its consignees, 


Moreover, he said, that in view of the policy of the Denver 
& Rio Grande Western in applying the main-line rates on coal 
from independent and branch-line points, he favored a finding 
that, so long as it continued to perform service over the Ballard 
& Thompson, the rates to destinations both east and west of 
Thompson, which it was required under the law to publish from 
Sego, would be unreasonable for the future to the extent they 
might exceed the contemporaneous rates from Thompson to the 
same destinations. 


PROPOSED BANANA REVISION 


The Commission, by division 1, in I. and S. No. 2761, 
Bananas from Gulf Ports to Points in Southern Territory and to 
Ohio River Crossings, mimeographed, has found not justified 
the proposed revision of rates on bananas from and to the points 
of origin and destination mentioned, without prejudice, however, 
to the filing of new schedules, rates in which will be made in 
accordance with a mileage scale set forth in the report. In 
its summary of the carrier proposals the Commission said the 
respondents proposed to revise their rates on bananas, in car- 
loads, from New Orleans and Port Chalmette, La., Gulfport, Miss., 
Mobile, Ala., and Pensacola, Fla., to destinations in southeastern, 
Carolina, and Mississippi Valley territories; also to Ohio River 
crossings, and certain other points in Arkansas, Kentucky, Loui- 
Siana, Virginia and West Virginia. Upon protest of various 
origin and destination interests, the schedules were suspended, 
and when the suspension period ran out, they were postponed, 
by the carriers, to April 17. 
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In so far as the suspended schedules contained revised rates 
from the gulf ports to destinations in southeastern and Carolina 
territories, the report said the schedules purported to be in 
compliance with the findings in Bananas from Gulf Ports, 109 
I. C. C. 211, hereinafter called the Banana case. Rates on 
bananas from the gulf ports to the crossings, Mississippi Valley 
points and certain other southern destinations were not in issue 
in that case, but were voluntarily published in the suspended 
schedules in furtherance of respondents’ plan for a complete 
revision of banana rates throughout the southeast. 


The Commission, in the Banana case, had under considera- 
tion schedules in which the respondents published a general 
revision, in carloads and less-than-carloads, from the gulf ports 
to destinations in southeastern and Carolina territories. In gen- 
eral, in that case the carriers proposed to cancel carload com- 
modity rates to points to which there had been no movement, 
to cancel less-than-carload commodity rates and apply class 
rates from New Orleans and Mobile; to cancel carload and less- 
than-carload commodity rates from Pensacola; to publish in- 
creased carload commodity rates to the larger cities where 
bananas are usually shipped in carloads and to reduce rates to 
cities to which, in most instances, there had been no carload 
movement. They proposed to make rates from Mobile 5 cents 
under New Orleans to such points as had rates differentially 
less from Mobile than from New Orleans, the rates to the inter- 
mediate points to be adjusted with relation to existing rates 
at the crossings and Virginia gateways. 


In its decision the Commission reached the conclusion that 
the revision therein proposed had been justified to the extent 
it involved increases in carload rates; that respondents were 
warranted in proposing increases in their rates, and that, with 
appropriate readjustments, the rates proposed from New Orleans 
were not excessive. The flat 5-cent differential, Mobile under 
New Orleans was not approved. The Commission said it was 
of the opinion that the criticisms to which the proposed rates 
were properly subject would be eliminated if they were revised 
in substantial conformity with a mileage scale set forth and 
which in this report, was referred to as the 2463 scale and that 
if the carriers elected to establish rates based on that scale they 
might do so in the same general manner and subject to the same 
conditions as were prescribed in Southern Class Rate Investiga- 
tion, 100 I. C. C. 513. 


The carriers, in this case, claimed that the rates they pro- 
posed were in conformity with that scale except where fourth 
section considerations or competitive conditions necessitated the 
publication of rates less than the scale. The proposed rates 
were made subject to Rule 77 of Tariff Circular 18-A. They 
proposed to establish the scale rates from Pensacola because 
they said they thought movement would develop. The exceptions 
proposed by the carriers brought objections from points of origin 
and destination on account of the changes in relationships that 
would result. 


According to the report the Illinois Central, which was not 
in the earlier case, reflected its influence in the instant pro- 
posals, especially in the matter of rates to the Ohio River cross- 
ings. It contended that it was necessary to make rates to the 
crossings lower than the scale rates to meet competition from 
the eastern ports through which bananas were imported. There- 
fore, instead of a rate of 87 cents from New Orleans to Cincin- 
nati, which would have resulted from the use of the scale, a rate 
of 79 cents, which was the rate from Baltimore to Cincinnati, 
was proposed. 


In computing the distances for applying the scale in this 
case the Commission said the carriers applied the rule prescribed 
in the supplemental report in the Southern Class Rate case, 109 
I. C. C. 300. The Commission, in this report, called attention 
to the fact that in its second supplemental report in the Southern 
Class Rate case, 113 I. C. C. 200, it described the shortest route 
rule therein put forth as meaning the routes that could be used 
for the interchange of freight without transfer of lading and that 
in prescribing that rule it allowed slight increases in rates for 
distances exceeding 150 miles to compensate carriers for shrink- 
ing their revenue by applying the new computation rule. In 
disposing of this case the Commission said: 


After careful consideration of the record and the various con- 
tentions of the parties in this proceeding we conclude that in 
general the suspended rates to southeastern and Carolina terri- 
tories are not in accordance with our report in the Banana case, 
and that the further rate revision published by respondents to 
and from points not involved in this proceeding, if permitted to 
become effective, would create preferences and inequalities which 
we cannot sanction. 


We are of opinion that a proper revision of rates from the 
gulf ports can be published by respondents based on a mileage 
seale. It is essential, however, that a fixed rule for the computa- 
tion of distances be adopted which will not be subject to varying 
interpretations. The distance formula prescribed in our second 
supplemental report in the Southern Class case is considered suit- 
able for this purpose. The use of that formula in connection with 
the 2463 scale, however, would result in a lower basis of rates than 
that scale was intended to produce. The following scale, which 
carries slight increases over the other scale in the rates after the 
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first 190 miles, is suggested by us for respondents’ use in revising 
banana rates from the gulf ports: 


Distance— Rate Distance—+4 Rate 
GE, sorta bakkie bce tka Hees 32 480 miles and over 460.... 65 
110 miles and over 100..... 33 500 miles and over 480.... 66 
120 miles and over 110..... 34 520 miles and over 500.... 68 
130 miles and over 120..... 36 540 miles and over 620.... 69 
140 miles and over 130..... 37 560 miles and over 540.... 71 
150 miles and over 140..... 38 580 miles and over 560.... 72 
160 miles and over 150..... 39 600 miles and over 580.... 73 
170 miles and over 160..... 40 620 miles and over 600.... 74 
180 miles and over 170..... 41 640 miles and over 620.... 76 
190 miles and over 180..... 42 660 mileS and over 640.... 77 
200 miles and over 190..... 44 680 miles and over 660.... 79 
210 miles and over 200..... 45 700 miles and over 680.... 80 
220 miles and over 210..... 46 720 miles and over 700.... 81 
230 miles and over 220..... 48 740 miles and over 720.... 82 
240 miles and over 230..... 49 760 miles and over 740.... 84 
260 miles and over 240..... 50 780 miles and over 760.... 85 
280 miles and over 260..... 52 800 miles and over 780.... 86 
300 miles and over 280..... 53 825 miles and over 800.... 87 
320 miles and over 300..... 55 850 miles and over 825.... 88 
340 miles and over 320..... 56 875 miles and-over 850.... 90 
360 miles and over 340..... 58 900 miles and over 875.... 91 
380 miles and over 360..... 59 925 miles and over 900.... 92 
400 miles and over 380..... 60 950 miles and over 925.... 93 
420 miles and over 400..... 61 975 miles and over 950.... 95 
440 miles and over 420..... 63 1,000 miles and over 975.... 96 
460 miles and over 440..... 64 


If respondents elect to establish rates based on this sale it 
should be applied in the same general manner and subject to the 
same conditions as prescribed in the Southern Class case. Re- 
spondents may publish rates less than the scale if undue prejudice 
is not thereby created. Mobile should be given the benefit of its 
shorter distance than New Orleans on the basis of the scale rates, 
but respondents may publish rates less than the scale from New 
Orleans to equalize that port with Mobile on traffic to recognized 
competitive points when the short line to destination is from 
Mobile. Conversely, Mobile may be equalized with New Orleans 
when the short line to destination is from the latter point. Rates 
from Pensacola and Gulfport should be on the scale basis except 
where competitive considerations require the publication of rates 
from those points lower than the scale. Lexington, Ky., should 
be accorded rates from the gulf ports no higher than published 
to Louisville. The rates to intermediate Kentucky points should 
be so adjusted as to not unduly prejudice Lexington. The rates 
from the gulf ports to Nashville should not exceed the rates from 
such ports to Cairo. The record does not establish that rates to 
Atlanta and Memphis based on the scale would unduly prejudice 
those points. 

We find that the suspended schedules have not been justified. 
An order will be entered requiring thir cancellation and discon- 
tinuing this proceeding without prejudice to the filing of new 
schedules in conformity herewith. 


CHICAGO COAL RATES 


In another report on No. 11224, Chicago Coal Merchants’ 
Association vs. Director-General, as agent, Atchison, Topeka, & 
Santa Fe et al., mimeographed, written by Chairman Esch, the 
Commission, on further hearing, has modified the findings in the 
report, on reargument, in 89 I. C. C. 137, which were that the 
interstate rates on coal from various producing regions to the 
Chicago switching district, higher to some deliveries therein 
than to Chicago proper, were not unreasonable but were unduly 
prejudicial and preferential to the extent that the rates to the 
higher-rated points exceeded the flat Chicago rate. The original 
report in this case was in 73 I. C. C. 161. 

This report also covers No. 12668, Poehlmann Brothers Com- 
pany et al. vs. Director-General, as agent, Baltimore & Ohio et 
al." As to that case the finding is that the rates on coal from 
mines in central and southern Illinois to Edgebrook and Morton 
Grove, in the federal control period, were unreasonable. Rep- 
aration was awarded. 


This was the third time the case was up for'report. The 
issue presented this time was whether the flat Chicago rates 
should apply from producing points in the eastern states to all 
points in the Chicago switching district as defined in the Low- 
rey tariffs. In the second report, the Commission said, they 
should. The complainant was satisfied with that decision and 
asked for no change. The defendants, however, urged a differ- 
ential basis for the outlying parts of the switching district, 
served by the northwestern lines, such as the Chicago & North 
Western, the Milwaukee and Burlington. They asked for a 
restoration of the differential basis, as reviewed and modified 
by the Commission in its first report. The northwestern lines, 
having only a short haul on the coal from their connection with 
the eastern lines, said the annual losses under the second deci- 
sion were estimated to exceed $70,000 for the Chicago & North 
Western, $40,000 for the Milwaukee at its Buena Vista, Edge- 
water and Rogers Park stations only, and $15,000 for the Bur- 
lington. Complainant contrasted those sums with the $75,- 
000,000 annual revenue on coal derived by the carriers from 
Chicago consumers. It also suggested that an increase of five 
cents per ton in the rate from the Outer Crescent, estimated to 
produce $250,000, was an offsetting item. Chairman Esch, how- 
ever, remarked that that increase had to be divided among 68 
carriers serving Chicago and that evidently it fell short of off- 
setting the losses caused by the abolition of the differential 
basis, as was done by the second report. 

Among the facts brought forward by the carriers to show 
that they needed the revenue was the cost of track elevation 
compelled by the Chicago authorities. They also pointed out 
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that there could be no reciprocal switching on coal because the 
carriers serving the northern part of Chicago switching district 
did not bring coal into that district to be switched by their 
connections in the other parts of the district. Chairman Esch 
recited much of the history of the efforts of the lines serving 
the northern part of the switching district to obtain an adjust- 
ment that would give them something for their services in mak- 
ing deliveries of coal brought into Chicago by their connections 
and on which they could not obtain any road haul, beginning 
soon after the adoption of the Lowrey agreement in 1911 and 
having a high point in 1919, when the Railroad Administration 
divided the northern part of the district into zones and applied 
graded differentials to deliveries in those zones. In disposing 
of the main complaint, the Commission said: 


We are of the opinion that it would be proper for the carriers 
to apply certain differentials on anthracite coal over the flat Chi- 
cago rate to that part of the Chicago switching district lying north 
and west of the so-called loop district to which a differential formerly 
applied and north of the line extending southwestwardly from the 
loop district through Congress Park to which differentials applied 
prior to our second decision. We do not believe, however, that it 
would be advisable to re-establish the three zones with their varying 
differentials which formerly existed, owing to the fourth-section vio- 
lations which would apparently result. The establishment of two 
zones, however, each extending from the lake to the western boundary 
of the Chicago switching district, would, we believe, reduce the ob- 
jection of possible fourth-section violations to a minimum. It is 
our opinion, therefore, that the first or southern zone should com- 
prise all of that part of the former differential area lying south of 
the line of Irving Park Boulevard and that the second or northern 
zone should embrace all points in the district north of the line of 
Irving Park Boulevard with the exception of Weber and Greenwood 
Street. We are further of the opinion that as to bituminous coal a 
zone should be established co-extensive with the second anthracite 
zone. 

The differentials first applied on anthracite in the three former 
zones were 10, 20, and 30 cents, and these subsequently became 13, 
25, and 38 cents. In partial recognition of complainant’s contention 
that the Chicago switching district should be treated as a unit in 
the matter of rates on coal, a contention to which we cannot fully 
subscribe, we believe that a differential of 10 cents would be proper 
to apply for deliveries of anthracite coal in the first or southern zone 
above descirbed, and 20 cents in the second or northern zone. As to 
bituminous coal we believe that the differential of 10 cents which 
first applied would be proper for deliveries in the extreme northern 
part of the Chicago district in lieu of 13 cents which prevailed at 
the time of our first decision. 

Upon further hearing we affirm the findings of our original report 
and that on reargument as to the reasonableness of the rates assailed 
to points within the Chicago switching district under section 1. We 
modify our previous findings under section 3, however, and now 
find that the maintenance of interstate rates on coal from points of 
origin covered in the complaint higher than the flat Chicago rates 
to points in the territory to which differentials over the Chicago 
rates applied prior to July 21, 1924, will not be po, 4 prejudicial to 
such points and preferential of other points in the icago district, 
provided such rates do not exceed the Chicago rates by more than 
the following amounts in cents per ton of 2,000 pounds, applied in 
the zones described: 

Ten cents on anthracite to points in that part of the Chicago 
switching district to which differentials applied on anthracite coal 
prior to July 21, 1924, which lies in the southern part of the former 
differential area and is bounded on the north by the line of Irving 
Park Boulevard. 

Twenty cents on anthracite to points in that part of the former 
differential area which lies between the zone above described and 
the northern boundary of the district with the exception of Greenwood 
Street and Weber in Evanston which should take the Evanston rate 
for reasons set forth in both our prior decisions. 

Ten cents on bituminous to points in the Chicago district north 
of the line of Irving Park Boulevard, with the exception of Green- 
wood Street and Weber in Evanston which should take the Evanston 
rate. 

In both our prior reports in this case we made no finding con- 
cerning coke but expressed the view that the rates on this com- 
ptr should be correspondingly adjusted, and we here affirm that 
opinion. : 
* Our order of May 6, 1924, will be vacated in order to permit 
the establishment of rates in accordance with our findings herein. 


Commissioner McManamy dissented and was joined in his 
separate view by Commissioner Campbell. Commissioner 
Brainerd did not participate in the disposition of the case. Mr. 
McManamy said that the issue presented for the third time in 
this case was whether or not the flat rates to Chicago should 
apply to all points in the district as defined in the Lowrey 
tariffs. The decision reached by the majority, he said, would 
re-establish arbitraries to zones within that district. He said 
the expenses incident to track elevation furnished no justifi- 
cation for the arbitraries and that in fact there were few rail- 
roads entering Chicago which did not have some part of their 
tracks elevated. 

In respect of the claim that additional revenues were needed, 
he said that since the report did not provide that the arbitraries 
would accrue to the delivering lines it was not clear in just 
what way they would augment the revenues of the claimant 
lines. He said the arbitraries would go to the line-haul carriers. 
The revenues of the delivering lines, he said, might be im- 
proved under more favorable divisional arrangements with the 
line-haul carriers but that it could not be assumed that the 
addition of the arbitraries would result in a revision of the ex- 
isting divisional arrangements. As to lack of reciprocity in 
switching coal, Commissioner McManamy said, it probably was 
never true that movement of any commodity was so evenly bal- 
anced that a car-for-car interchange might be made on each 
particular commodity. That, however, he said, did not mean 
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a a reasonably balanced reciprocal arrangement could not be 
made. - 

The record, he said, presented no good grounds for a modi- 
fication of'the report on reargument, 89 I. C. C. 137. 

In No. 12668, the complainants were florists at Morton 
Grove and Edgebrook, Ill. They alleged that the rates on coal, 
on shipments made in the federal control period, from mines in 
central and southern Illinois, were unreasonable and unjustly 
discriminatory. The points of origin, the report said, were not 
specifically designated. Morton Grove and Edgebrook are on 
the Milwaukee. Reparation only was sought. Complainants, 
the report said, were also numbered among the complainants in 
Wilbur Lumber Company vs. Director-General, 73 I. C. C. 152, 
decided July 26, 1922. In that decision the Commission awarded 
reparation to the basis of a single increase in rates made by 
combination, the rates in this case being combinations. The 
Commission, after reviewing the facts in the earlier proceedings 
in the ‘Wilbur case, said that it would appear that the complain- 
ants’ grievance was not directed primarily at the through rate 
but at the plus charge or differential over the flat Chicago rate 
paid by them as compared with similar charges contemporane- 
ously maintained to nearby points. The complainants said that 
as the cost of coal constituted 53 per cent of the cost of pro- 
ducing flowers they were forced to absorb a greater proportion 
of this cost than their nearby competitors. The summing up 
and finding in the case, other than that the complainants are 
entitled to reparation, are as follows: 


As the points of origin and routes of movement are not shown, 
we are unable to determine the applicable rates on complainants 
shipments, but apparently some were overcharged and others under- 
charged, and defendant will be expected to adjust the charges on 
the basis of the applicable rates. 

We find that where joint rates were applicable on complainants’ 
shipments such rates were not unreasonable; but that where com- 
bination rates were applicable from mines in central and southern 
Illinois to Edgebrook and Morton Grove, Ill., during that part of the 
period of Federal control prior to June 25, 1918, such rates were 
unreasonable to the extent that they exceeded the rates in effect 
on June 30, 1917, plus 15 cents per net ton; and on similar shipments 
during the period from June 25, 1918, to the general readjustment 
of July 15, 1919, such combination rates were unreasonable to the 
extent that they exceeded the rates in effect June 30, 1917, plus 15 
cents per net ton, plus the increase authorized under General Order 
No. 28 applied to the aggregate of such combination rates. 


VEGETABLE STEARINE RATES 


The Commission, by division 3, in I. and S. No. 2818, vege- 
table stearine from New York rate points to Virginia cities, 
mimeographed, has found proposed any-quantity commodity 
rates on vegetable stearine, other than cocoanut, from New 
York, Philadelphia and Baltimore rate points to Virginia cities 
and points taking the same rates unduly prejudicial. It found 
that the establishment of the proposed rates on palm-kernel, 
palm, and mixed stearines, while contemporaneously maintain- 
ing higher rates on cocoanut stearine would result in undue 
prejudice to the cocoanut stearine. It condemned the proposal 
without prejudice, however, to the filing of new schedules in 
accordance with that conclusion. 

Upon protest of Best Foods, Inc., which ships cocoanut 
stearine from Bayonne, N. J., a New York rate point, the sched- 
ules were suspended. The proposed rates were the same as 
oleo stearine rates. Oleo stearine, in Southern Classification, 
which governs shipments to Virginia cities, takes the same rat- 
ing as vegetable stearines, other than cocoanut. In Best Foods, 
Inc., vs. C. R. R. of N, J., 98 I. C. C. 331, and 120 I. C. C. 169, the 
Commission described the stearines and their uses. In that 
case, the latest decision being December 24, 1926, the Commis- 
sion said it would be unduly prejudicial to maintain higher rates 
on cocoanut stearine than on palm-kernel, palm, and mixed 
stearines. That decision was made after the present schedules 
were filed. The Pennsylvania, which took the burden of the 
defense, at the hearing, said, in view of the Commission’s deci- 
sion in the Best Foods case, that it could not justify higher rates 
on cocoanut stearine than those on other vegetable stearines. 
The Commission said the new any-quantity rates was a proposal 
to reduce rates, the present rates being carload and less-than- 
carload. There are at present no commodity rates from and to 
the points covered in the schedules. 


WOODEN HANDLE RATES 


The Commission, by division 3, in I. and S. No, 2798, wooden 
handles from Arkansas and Missouri to Louisiana and Texas, 
mimeographed, has found not justified the proposed increased 
rates on wooden handles, in less than carloads, from producing 
points in Arkansas and Missouri to destinations in Louisiana 
and Texas, ordered the schedules canceled and discontinued the 
proceeding. Protests from manufacturers and civic organiza- 
tions in Arkansas, Louisiana and Texas caused the schedules 
to be suspended. The handles under consideration, when shipped 
in crates, take fourth class, and when in bundles, third class. 
The general basis of rates from the points of origin considered, 
in some instances, are Memphis rates and in others the St. Louis 
rates. That is the general basis for both class and commodity 
rates in the affected origin territory. By an exception to the 
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general basis, since about 1911, the report says, wooden handles, 
any quantity, from points in Arkansas, including Jonesboro and 
Paragould, have been accorded Little Rock rates, and from other 
points in Arkansas, including Pocahontas, and points in Mis- 
souri, the Little Rock-Fort Smith territory rates have been ac- 
corded. By the suspended schedules it was proposed to make 
the exception apply only on carload traffic, which would have 
the effect, as to less-than-carload traffic, of placing the points 
of origin in the respective territorial groupings to which they 
are otherwise generally assigned. 

The handles considered in this case, the report said, were 
of extremely low grade, the manufacture of which was inci- 
dental to that of better grades, the sale price, in many instances, 
being only the salvage value, one instance being shown of sales 
at 11 cents per dozen less than the cost of manufacture. Lou- 
isiana and Texas, the report said, constituted the only market. 
The railroads said the schedules reflected an attempt to remove 
inequalities from the tariff. The Commission said that if there 
were any disadvantages by reason of the adjustment the sched- 
ules would do but little more than shift them and create dis- 
parities in the rates from points which for a long time had been 
given substantially the same treatment. 


CHICAGO SAND AND GRAVEL RATES 


A finding of undue prejudice, with a denial of reparation 
because no damage was shown, has been made in No. 17188 
(Sub. No. 3), Chicago Fire Brick Company vs. Chicago & North 
Western, mimeographed, as to rates on sand and gravel, from 
Janesville, Afton and Beloit, Wis., to complainant’s plant in the 
Mayfair district in Chicago, between July 2, 1923, and November 
2, 1928, inclusive, and to complainant’s plant in the Weber dis- 
trict in Chicago, between June 19, 1923, and May 24, 1925. The 
Commission, by division 2, said the rates were not unreasonable 
or unjustly discriminatory. The allegation was that the rates 
were unreasonable, unjustly discriminatory and unduly preju- 
dicial. The Commission said they were unduly prejudicial to 
the extent they exceeded the rates contemporaneously applicable 
on like traffic from the same points of origin to so-called inner 
zone destinations in the Chicago switching district. The Com- 
mission said that as no damage had been shown to have resulted 
from the undue prejudice, it denied reparation. It said no order 
for the future was necessary because the undue prejudice had 
been removed. The Commission was asked to award reparation. 
In its report on the complaint the Commission traced the history 
of the rates as shown in this record and the treatment of the 
rates given in prior cases on the subject. The complaint, as 
drawn, brought in question some rates from points of origin in 
Illinois to the Illinois destinations. The Commission said it was 
without authority, in this proceeding, to pass upon the lawful- 
ness of such rates because they applied only on intrastate move- 
ments. ; 


RATES ON FOUNDRY FLASKS 

The Commission, by division 2, has dismissed No. 16951, 
Manufacturers Association of Chicago Heights on behalf of 
American Manganese Steel Company vs. Pennsylvania et al., 
mimeographed, finding the fifth class rate on foundry flasks from 
New Castle, Del., to Chicago Heights, Ill., is not unreasonable 
as the complaint alleged. The fifth class rate was and is 54.5 
cents. The flasks are rough cast iron, box-shaped containers 
for sand and patterns used in making castings. They have an 
average value, according to the report, of about 3 cents per 
pound, when new. The flasks involved in these shipments, 
seven carloads, had been used in the New Castle plant of the 
complainant. Complainant sought a rate equivalent to a com- 
modity rate of $8.60 per net ton, applicable on ingot molds from 
and to the same points. They are also made of cast iron and, 
the report said, were substantially similar to the foundry flasks. 

The carriers contended that the flasks were properly in- 
cluded in the list of manufactured iron and steel articles rated 
fifth class from Trunk Line to Central territory. They showed 
that that list carried articles such as nails, no more valuable 
than flasks, and some of a value as low as 1.8 cents per pound. 

The Commission said the record did not show why ingot 
molds had been accorded rates lower than fifth class. It said 
that there was no competition between ingot molds and flasks 
and that in American Manganese Steel Company vs. Director- 
General, 68 I. C. C. 149, it found that foundry flasks from Chi- 
cago Heights to Oakland, Calif., should be accorded a rate equal 
to those contemporaneously applicable on link chains, conduits, 
fabricated structural steel and other iron and steel articles. 


THROUGH RATES ON COAL 


The Commission, by division 3, has dismissed No. 17619, 
Chesapeake Western Railway vs. Norfolk & Western et al., 
mimeographed, finding the failure and refusal of the defendants 
to establish through routes and joint rates on coal, from points 
on the Virginian and Kanawha, Glen Jean & Eastern to des- 
tinations on the complainant’s line, is not unreasonable or other- 
wise ulawful. 
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The complaint alleged that the failure and refusal to estab- 
lish such routes and rates, by way of Matoaka, W. Va., and 
Roanoke, over the Norfolk & Western, by way of Elkton, Va., 
to destinations on the Chesapeake Western, resulted in violation 
of the first, third and fifteenth sections. The Commission was 
asked to require the establishment of such routes and rates. 

In the absence of any showing that coal from mines on the 
Virginian or Glen Jean had moved or would move to Harrison- 
burg, Va., the chief point on the complainant’s road, or to other 
destinations on that line, the Commission said it was not justified 
in making such an order as might tend to open up the local 
territory of the Norfolk & Western to coal originating on other 
lines, citing in support of that, Black Mountain Corporation vs. 
L. & N., 39 I. C. C. 153. 

Commissioner Campbell, dissenting, said that comparisons 
of rates mentioned by him were convincing to him that the 
rates complained of were beyond all reason, He said the com- 
plainant’s witness testified that coal would move over the routes 
sought if reasonable rates were established. The present com- 
binations, over these routes, he said, were unreasonable and that 
he favored the prescription of reasonable joint rates. 

The complainant is a short line extending from Elkton, a 
point on the Norfolk & Western, to Stokesville, both termini 
being in Virginia. Harrisonburg, a town of some 6,000 popula- 
tion, is the principal town on it. That place is on a branch of 
the Baltimore & Ohio and the Southern. Coal is received at 
Harrisonburg from mines in southern West Virginia and Vir- 
ginia on the Chesapeake & Ohio, on the Virginian, the Glen Jean 
and the Norfolk &,Western. A joint rate of $2.90 applies to 
Harrisonburg from mines in the New River district on the C. 
& O. by way of Staunton, Va., and the B. & O., an average dis- 
tance of 206 miles; from mines on the N. & W. through Roanoke 
and Elkton and the Chesapeake Western, an average distance 
of 295 miles; and from mines on the Glen Jean and Virginian by 
way of Alta Vista and the Southern through Manasses and 
Strasburg Junction, an average distance of 473 miles. The only 
joint rates on coal to destinations on the Chesapeake Western, 
other than Harrisonburg, are from mines on the N. & W. ap- 
plicable via Roanoke and Elkton. The other rates are combina- 
tions considerably higher than the joint rates. 

Complainant urged that over two-line and three-line routes 
which were no longer than those via Roanoke and Mataoka 
the N. & W. and Virginian maintained a large number of joint 
rates lower than it was seeking via the junction mentioned. It 
submitted many comparisons tending to support the contention. 
It introduced evidence to the effect that two concerns located 
on its tracks and two on the Baltimore & Ohio at Harrisonburg 
which formerly had brought in coal over its line were now 
having it shipped over the B. & O. and attributed the change 
in routing to the fact that New River coal from mines on the 
C. & O. could be bought at a price slightly lower than that on 
Pocahontas coal from mines on the N. & W. The Commission 
said the same witness admitted on cross examination that until 
last year there had been very little coal moved through Staun- 
ton because the B. & O. bridges had been considered unsafe 
until they were rebuilt about a year before. It said that that 
fact might also account, in part, for the attraction to the C, & O. 
and B. & O. of the coal tonnage previously moved over the 
N. & W. 

Defense of the situation was made by the N. & W. Its 
general coal agent said it had refused to establish through routes 
and joint rates with the Virginian because it believed that if it 
did so it would force the establishment of joint rates from mines 
on the Virginian to N. & W. local territory between Elkton and 
Roanoke, and probably also to local territory east of Roanoke, 
and that that, in turn would cause demand on the part of other 
railroads similarly situated for similar access to N. & W. local 
territory. The N. & W., he said, was unwilling then and now to 
open up its local territory to mines on any other road, He made 
the point that no complaint had been made by shippers or re- 
ceivers of coal at points on the complainant’s line and that none 
of them appeared at the hearing. The N. & W. also contended 
that to establish the $2.90 rate from Glen Jean and Virginian 
mines via either of the routes sought by the complainant would 
result in a waste of transportation to the extent of 45 per cent, 
the mileages over the proposed routes exceeding those over 
routes in use by about that amount. 


NEW HAVEN MERGER APPROVED 


The Commission, by division 4, in finance docket No. 5871, 
has conditionally authorized the New York, New Haven & Hart- 
ford to acquire and operate the lines of the Central New England 
and to acquire the line of the Harlem River & Port Chester. 
The New Haven also was authorized to assume obligation and 
liability in respect of certain securities and obligations of the 
Central New England. The properties involved are parts of the 
New Haven system. 

Under paragraph 18 of section 1 of the act, the New Haven 
asked for authority to acquire and operate the lines of the 
Central New England, including the operation of the Central 
New England’s leased line, the Hartford & Connecticut Western, 
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and to acquire the line of the Harlem River & Port Chester. 
Under section 20A of the act, authority was asked to assume 
obligation and liability in respect of certain securities of the 
Central and its leased line. 

The Commission said the merger of the Central and Port 
Chester with the New Haven had been approved by the Public 
Service Commission of New York and that the merger of the 
Central with the New Haven had been approved by the Public 
Utilities Commission of Connecticut. 

The New Haven owns the capital stock of the Central New 
England and of the Harlem River & Port Chester. 

The Commission said the testimony showed that the New 
Haven’s system originally included about 165 companies, 
Through acquisition of properties from time to time, this number 
has been reduced to ten, of which the Central New England 
and the Harlem River & Port Chester are the only subsidiaries 
in which the New Haven owns 100 per cent of the stock. The 
Commission said this simplification of the New Haven’s cor. 
porate structure was clearly in the public interest. 

Commissioner Eastman dissented on the ground that what 
was proposed was a consolidation that could not lawfully be 
accomplished without the Commission’s approval under the pro- 
visions of paragraph 6 of section 5 of the interstate commerce 
act. He said paragraph 18 of section 1 of the act was certainly 
not intended to cover, and in his opinion, did not cover, such 
transactions. 

The authorization of the Commission was conditioned on 
the provision that it should not become effective as to the acqui- 
sition and operation of the Central New England “unless and 
until the said New York, New Haven & Hartford Railroad Com- 
pany shall have secured from us an order under paragraph (2) 
of section 5 of the interstate commerce act authorizing it to 
acquire control, by lease, of the Hartford & Connecticut Western 
Railroad; and provided further, and this certificate is granted 
upon the express condition, that when the Central New England 
Railway shall have been acquired as authorized herein, the said 
New York, New Haven & Hartford Railroad Company shall 
charge out of its investment in road and equipment account 
the sum of $6,840,044.73.” 

The New Haven was authorized to assume obligation and 
liability in respect of $13,144,000 of first mortgage 4 per cent 
bonds of the Central New England Railway Company maturing 
January 1, 1961; $287,000 of first mortgage 41%4 per cent bonds 
of the Dutchess County Railroad Company maturing June 1, 
1940, and as to an agreement of the Central New England in 
respect of acquisition of $700,000 of first mortgage bonds of 
the Hartford & Connecticut Western Railroad Company, as 
authorized in finance docket No. 3213. 


T. P. & W. REORGANIZATION 


In finance docket No. 6012, the Commission, by division 4, 
has authorized the Toledo, Peoria & Western Railroad Cor- 
poration to acquire and operate lines of railroad in Illinois that 
were a part of the lines of the Toledo, Peoria & Western Rail- 
way Company. Memorandum announcement of approval of the 
application was made last week. 

The lines of railroad to be acquired comprise two main lines, 
one extending from Effner to Peoria, Ill., a distance of 111 miles, 
and the other from Hollis to Hamilton, Ill., a distance of 104 
miles; and two branch lines, one from LaHarpe to Iowa Junc- 
tion, 10 miles, and the other from Hamilton to Warsaw, 5 miles. 

The applicant said that the lines were now operated by a 
receiver and that if the service now performed by the receiver 
was to be continued, it was necessary that a new company 
acquire the properties. The applicant proposes to change its 
name to Toledo, Peoria & Western Railroad. 

The applicant asked authority to issue $1,000,000 of first 
mortgage 6 per cent bonds, 5,000 shares of 6 per cent noncumu- 
lative preferred stock and 10,000 shares of common stock, both 
classes of stock to have a par value of $100 a share. 

The Commission said that, while the applicant was acquir- 
ing property that might be worth more than was paid for it, the 
amount. of securities to be issued would be limited to the net 
cost of the property to be acquired, $800,000, plus a reasonable 
amount for organization expenses. It said that, in order that 
the applicant might be in a position to take over the operation 
of the properties, the applicant had asked authority for an imme- 
diate issue of $5,000 of common stock. The Commission granted 
that authority but held the proceeding open for determination 
later of the total amount of securities to be issued. 


FORD UNIFICATION PLAN 


The failure of the Ford interests’ plan for the unification 
of the so-called Ford railroads, as proposed in Finance Docket 
No. 4807, Proposed Consolidation of the D. T. & I. and D. & I. 
Railroad Properties, and related cases, mimeographed, was due 
to the conclusion of the Commission, by division 4, that what 
was proposed could not be done, because, broadly speaking, 
the plan involved consolidation of the properties and was there- 
fore premature. (See Traffic World, March 19.) ; 

According to the report, the expression “Ford interests’ 
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used in the report, was adopted from the record and had 
reference, in the report, as in the record, to Henry Ford, of 
Dearborn, Mich., and the members of his immediate family, 
Clara J. Ford and Edsel B. Ford. The report also embraces 
Finance Docket No. 5149, Proposed Acquisition by Detroit & 
Ironton of Control of Detroit, Toledo & Ironton, and Finance 
Docket No. 5150, Securities Application of Detroit & Ironton. 

The decision by the division was unanimous. The division 
is composed of Commissioners Meyer, Eastman and Woodlock. 
Had the plan been approved, the Detroit, Toledo & Ironton, in 
the report called the Ironton, would have been virtually con- 
solidated with the Detroit & Ironton, the consolidation’ also in- 
cluding the Toledo-Detroit, a subsidiary of the Detroit, Toledo & 
Ironton. 

Barriers to adequate financing, under the Ironton’s first 
mortgage, were put forward as reason for the plan to have 
the Detroit & Ironton take over the Ironton and its subsid- 
iary. The Ironton is the company which operates the railroad 
from Detroit, Mich., to Ironton, O., with branches to points in 
Ohio north of Ironton. Owned mileage, main and branch line, 
aggregates about 416 miles. Under trackage rights the Ironton 
also operates about 45 miles owned by the New York Central 
and the Baltimore & Ohio. The applications, summarized by 
the Commission, were as follows: 


The Detroit & Ironton Railroad Company, a corporation or- 
ganized for the purpose of engaging in transportation by railroad 
subject to the interstate commerce act, hereinafter called the D. 
& 1, and the Detroit, Toledo & Ironton Railroad Company, a com- 
mon carrier by railroad engaged in interstate commerce, hereinafter 
called the Ironton, on April 30, 1925, filed a joint application (a) 
under paragraph (18) of section 1 of the act, for a certificate that 
present and future public convenience and necessity require the 
acquisition and operation by the D. & I. of the lines of railroad 
of the Ironton, including the line of the Toledo-Detroit Railroad 
Company, hereinafter referred to as the Toledo, a subsidiary of the 
Ironton, or, if that part of the application be denied, (b) for au- 
thority under paragraph (6) of section 5 of the act, to consolidate 
the properties of the D. & I. and of the Ironton, including the 
properties of the Toledo, for ownership, management, and operation. 
This application is recorded in Finance Docket No. 4807. On October 
26, 1925, the D. & I. filed an application, recorded in Finance Docket 
No. 5149, for authority under paragraph (2) of section 5 of the act 
to acquire control of the Ironton by purchase of stock and by pur- 
chase of all the properties, franchises, and assets of the Ironton, ex- 
cepting only certain cash. By a third application, recorded in 
Finance Docket No. 5150, the D. & I. asked authority under section 
20a of the act (a) to issue $12,308,800 of common stock, (b) to issue 
$10,985,500 of series C, 5 per cent first mortgage gold bonds, and 
(c) to assume obligation and liability in respect of certain outstanding 
securities of the Ironton. 


The three applications were heard jointly. At the hearings 
the applicants amended applications Nos. 5149 and 5150. As 
amended the application in No. 5150 was for authority to issue 
$23,294,300 of common stock, instead of $12,308,800 of such 
stock and $10,985,500 of bonds, and to assume obligation and 
liability in respect thereto, as originally proposed. The amend- 
ments in No. 5149, the report said, gave effect to the changes 
in the financial plan. 


Leave to intervene and be treated as parties to the pro- 
ceedings was granted at the hearing to stockholders of the 
Ironton. Protest was made, the report said, by another stock- 
holder of the Ironton against the proposed sale of the prop- 
erties of that company to the Detroit & Ironton. 

After reciting facts about the financial structure of the 
Ironton and the Detroit & Ironton, as well as the fact that the 
personnel of the boards of directors of the two companies 
were identical, consisting of Henry Ford and Edsel B. Ford 
and business associates of Henry Ford or employes of the Ford 
Motor Co., or allied Ford industries, the report said the plan 
for the purchase of the properties was “evolved,” apparently in 
the latter part of 1924 or early in 1925. The report outlined 
the steps taken in accordance with the plan, including the 
making of a contract January 30, 1925, between the Ford in- 
terests and the Detroit & Ironton wherein the former agreed 
to transfer to the railroad company securities of the Ironton 
and the issue by the Detroit & Ironton of its securities in ex- 
change, the amounts being 123,088 shares of its common stock 
and $10,985,500 of first mortgage bonds, under terms and con- 
ditions, including approval by public authorities. In disposing 
of the applications, the Commission, in part, said: 


The principal barriers to adequate financing under the Ironton’s 
first mortgage appear to be the limitation on the amount of bonds 
available for issue for additions and betterments and the limitation 
upon the amount of bonds which may be issued in any calendar 
year for other purposes. But, it was testified, the obstacle to a 
refunding operation by means of a new mortgage having more liberal 
Provisions, is the premium of 5 per cent payable upon redemption 
of outstanding first 5’s before maturity. On the basis of the amount 
of first 5’s outstanding on March 31, 1925, such premium would not 
exceed $130,000. Furthermore, it would seem that redemption of 
the bonds might be obviated by provisions in a new mortgage, junior 
in lien to the first mortgage of the Ironton, recognizing outstanding 
first 5’s and providing for refunding them at maturity. The con- 
tentions of the applicants with respect to the financial disabilities 
of the Ironton are not impressive. 

All of the holders of outstanding stock and bonds of the Iron- 
ton were not afforded opportunity to participate in the contract of 
January 30, 1925, between the Ford interests and the D. & I. 

he interveners contend that the provision made for minority 
Stockholders is unfair because they are not accorded the same 
treatment under the plan as the majority, and because in the valua- 
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tion of the stock of the Ironton for the purposes of the plan, no 
consideration was given to the elements of earnings and good will. 
The interveners presented no evidence of their ideas as to the 
value of the stock of the Ironton; neither is there any reference 
to negotiations that may have been had for the purchase by the 
Ford interests, or other interested parties, of the shares of Iron- 
ton stock owned by the interveners or other minority stockholders. 
That there is discrimination against the minority appears from 
the fact that they are given no choice but to accept the cash equiva- 
po of the value placed under their stock in the manner described 
above. ... 

Paragraph (18) of section 1, paragraph (2) of section 5, and 
paragraph (6) of section 5 of the interstate commerce act were 
simultaneously enacted in the transportation act, 1920, and by that 
statute inserted in the interstate commerce act. See transportation 
act, 1920, sections 402 and 407. Paragraph (6) is designed to enable 
the consolidation of railroad properties for common control, manage- 
ment, and operation in conformity to a comprehensive plan to be 
adopted and published by us. While we have agreed upon a tenta- 
tive plan of consolidation as provided in paragraph (5) of section 5, 
the complete plan has not yet been adopted. Pending adoption of 
the complete plan, paragraph (2) enables tnions of railroad properties 
in ways not involving consolidation, subject to prior authorization 
from us. In paragraph (8) of section 5 it is provided that carriers 
affected by any order made by us under paragraph (2), or paragraph 
(6), are thereby relieved from the operation of the “antitrust laws,”’ 
and of all other restraints or prohibitions by law, state or federal, 
in so far as may be necessary to enable them to do anything 
authorized or required by such order. Paragraphs (18) to (22) of 
section 1 contain no reference to relief from the operation of anti- 
trust laws, etc. This fact is sufficient to denote fundamental dif- 
ference in the intent and purposes of the provisions of paragraph 
(18) from the provisions of paragraphs (2) and (6). e are of 
opinion that any proposed union of railroad properties capable of 
accomplishment neither under paragraph (2) of section 5, because 
involving consolidation within the meaning thereof, nor under para- 
graph (6) of section 5, because the requirements of paragraph (5) 
have not yet been fulfilled, can not be accomplished under the 
provisions of paragraph (18) of section 1 of the interstate commerce 
act because those provisions are inapplicable in the premises. 

We suggest that if it is believed that public interest would be 
served by unified operation of the properties here in question, a 
proposal therefor should be submitted for our consideration in an 
application by the Ironton for authority to acquire control, under 
lease, of the properties of the D. & I. 

Upon the facts presented we find: 

1. That the proposed acquisition by the D. & I. of all railroad 
properties, franchises, and assets (except the franchise to be a 
corporation, and certain cash) of the Ironton, including the prop- 
erties of the Toledo, does not fall within the purview of —? 
(18) of section 1 of the interstate commerce act, and can not be 
accomplished thereunder. 

. That the proposed acquisition by the D. & I. of control 
of the Ironton and the Toledo, by purchase of stock and other, se- 
curities and bg purchase of all railroad properties, franchises, ‘and 
assets (except the franchise to be a corporation, and certain cash), 
involves consolidation of such carriers into a single system for 
ownership and operation within the meaning of paragraph (2) of 
section 5 of the interstate commerce act. 

. That the application by the D. & I. and the Ironton for au- 
thority under paragraph (6) of section 5 of the interstate commerce 
act to consolidate their properties, including properties of the Toledo, 
into one corporation for ownership, management, and operation is 
Sey filed. Merger of Subsidiary Companies with Boston & 
Maine, 76 I. C. C. 797. . 

4. The proposed issue of $23,294,300 of capital stock and the 
proposed assumption of obligation and liability in respect of se- 
curities of the Ironton and the Toledo, by the D. & I., are not 
necessary. or appropriate, or compatible with the public interest. 

It follows that the applications recorded in Finance Dockets No. 
4807 and No. 5149 must be dismissed, and that the application re- 
corded in Finance Docket No. 5150 must be denied. 


FRISCO STOCK ISSUE 


The Commission, by division 4, in finance docket No. 6070, 
has authorized the St. Louis-San Francisco Railway Company to 
issue $15,096,240 of common stock and to sell it at not less than 
par and accrued dividends. Commissioner Eastman dissented. 

Proceeds from the sale of the stock are to be used for making 
additions and betterments, for new construction, for rehabilita- 
tion of existing properties, and for reimbursement of the com- 
pany’s treasury for expenditures heretofore made. 


The applicant proposed to issue $15,096,240 of preferred 
stock, series B, and from time to time, a total of $13,586,616 of 
common stock in exchange for the series B stock, or, in lieu 
of such preferred stock, $15,096,240 of common stock. The com- 
pany advised the Commission it had satisfactory assurances 
that the proposed issue of common stock could be underwritten 
and therefore would issue common stock. The Commission said 
the authority granted would be limited to the issue of common 
stock. 


As bases for the proposed issue of preferred or common 
stock, the company submitted a summary of capital expenditures 
made by it between January 1, 1922, and December 31, 1925, 
amounting to $22,055,222.70, against which expenditures the Com- 
mission heretofore authorized issue of $15,506,400 of prior lien 
bonds, leaving a remainder of $6,548,822.70 of expenditures for 
which reimbursement was sought by the issue of stock. Besides 
the foregoing, the report said, the company showed expenditures 
of $3,072,637.86 for additions and betterments made in 1926, for 
which it sought reimbursement for one-third thereof by the issue 
of capital stock. The company also showed, the report said, 
that it proposed to expend in 1927, including certain expenditures 
that would be carried over into 1928, a total of $11,796,491 for 
additions and betterments, construction of a line of railroad 
from Aberdeen, Miss., to Kimbrough, Ala., and rehabilitation of 
the line of the Muscle Shoals, Birmingham & Pensacola Rail- 
road Company. Part of the expenditures for these projects will 











796 THE TRAFFIC WORLD 


be provided for by the issue of capital stock, according to the 
report. 

The company proposes to offer the stock to holders of its 
common stock for subscription at par and accrued dividends in 
the ratio of 3 shares of new stock for each 10 shares of common 
stock. The company proposes to enter into an agreement with 
Speyer & Company and J. & W. Seligman & Company for under- 
writing of the stock at the same price as offered to holders of 
common stock, and to pay a commission of not exceeding 2% 
per cent of the par value of the stock underwritten. Continuing, 
the Commission said: 


The relation existing between the applicant’s capitalizable assets 
and capital liabilities has been considered in a number of the pro- 
ceedings in which we have authorized the applicant to issue securities. 
While it appeared that the ledger value of the assets was greater 
than the liabilities, we expressed the opinion that, pending the final 
valuation of the applicant’s property, too great weight should not, 
for reasons stated in our reports in those proceedings, be given such 
comparison. We also stated that the issue of certain securities, as 
then proposed, and the application of the proceeds thereof for 
capital purposes was not objectionable provided the newly acquired 
capital assets were not made the subject of future capitalization. 
No change has occurred in the applicant’s financial structure that 
would warrant a modification of our views as expressed in the 
reports mentioned. Accordingly, our order herein will provide that 
any capital expenditures made from the applicant’s treasury as re- 
imbursed by the proposed issue of common stock shall not subse- 
quently be capitalized. 


In his dissenting opinion, Mr. Eastman said: 


Railroad financing by the issue of stock rather than bonds is 
greatly to be desired, but there are reasons of compelling force which 
should lead us to disapprove the issue of stock proposed in this case. 

It is of paramount importance in the public regulation of security 
issues to keep faith with investors. As a general principle investors 
have a right to expect, when they purchase shares of stock the 
issue of which we have authorized, that we will not later deny the 
carrier an opportunity to earn reasonable dividends on that stock. 
There may, of course, be exceptional cases to which this rule should 
not apply. For example, in the case of reorganizations where no 
adequate information was available in regard to the value of the 
property for rate-making purposes, we have approved new issues of 
securities merely upon the ground that they would bring about an 
improvement in financial structure, at the same time making it 
clear that no opinion was expressed or implied as to the relation 
of these new issues to the value of the underlying property. But 
no occasion here exists for an exception to the general principle. 

The possibility of marketing this new stock at par has been cre- 
ated by the declaration of dividends upon the outstanding common 
stock at the rate of 8 per cent. Investors will buy the neW stock in the 
expectation that dividends of from 6 to 8 per cent can be and are 
likely to be declared regularly in the future. Clearly no approval 
by is Commission can furnish any guaranty of future earnings, 
but it seems to me equally clear that we ought not to authorize 
the issue if there is substantial reason to believe that the opportunity 
to earn the anticipated dividends may at some future time be 
lawfully denied. 

Such reason exists. The value of applicant’s property for rate- 
making purposes has not been finally determined, but a tentative 
valuation has been served. Applicant has protested against that 
tentative valuation, and I realize that many changes may be made 
before value is finally determined. The disparity between tentative 
value and capitalization, however, is so great as to put us on guard. 
Heavy overcapitalization is indicated by this disparity, and it is 
also indicated by the amount of the capitalization per mile of road. 
Subsequent valuation proceedings may show that no overcapitaliza- 
tion actually exists, but in the meantime the indications point so 
strongly in that direction that they ought not to be disregarded. 

Under the circumstances the chances that investors may be 
misled to their hurt are so great that we ought not, in my judg- 
ment, to authorize the issue of additional common stock. 


EXTENSION OF A. T. & N. 


In its formal report in finance docket No. 5815, the Com- 
mission, by division 4, has issued a supplemental certificate 
authorizing the Alabama, Tennessee & Northern Railroad Cor- 
poration to construct an extension of its line from a point at or 
near Calvert to Mobile, Ala., a distance of about 28 miles, after 
finding that construction of the line was necessary on account 
of refusal of the Southern to grant the applicant certain track- 
age rights. The A. T. & N. was granted authority to construct 
a line from Summit to Mobile in a previous order. The company 
filed an amended application in which it asked authority to 
change the location of the proposed line. It represented that 
the new location was preferred to the old; that the line over 
the new location would cost about $424,000 less to build than 
over the old; that it was important to open the line to Mobile 
at about the same time that the Frisco completed its extension 
from Aberdeen, Miss., to a connection with the applicant’s line 
at Aliceville, Ala., which was expected to be about November 1, 
1927, and that this could be done on the modified route but not 
on the original one. 

The new route, according to the report, will be from one- 
quarter of a mile to one and three-quarters miles west of the 
Southern Railway. The original route paralleled the Southern 
part of the way and its maximum distance from the Southern at 
any point was nine miles. The main purpose of the new line 
om ba form a new through route to Mobile in connection with the 

sco. 

The Commission said it appeared that the topography of 
the region was such that a suitable route for a through line 
could not be found except by paralleling closely the Southern 
Railway. As to the relation of the Southern to the project, the 
Commission said: 


Obviously the proper solution of the applicant’s problem with re- 
spect to securing entrance into Mobile would be for it to acquire 
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trackage rights over the light-traffic line of the Southern Railway 
between Calvert and the port of Mobile. This would avoid the capital 
expenditure necessary for constructing a parallel line between those 
points, and should correspondingly reduce the burden upon the public. 
It appears that the applicant has made diligent but unsuccessful 
efforts to secure such trackage rights, and that it has been advised 
by the Southern that the latter was not interested in the proposition. 
The applicant, therefore, has elected to construct its own line be- 
tween the points named. 

The applicant expects to begin construction within 90 days 
after receiving authority therefor, and to complete it within 18 
months after it is begun. 


While the proposed extension represents a duplication of railroad - 


facilities which ought to be unnecessary, the Southern Railway by 
its refusal to grant trackage rights over its light-traffic line between 
Calvert and Mobile has, in effect, assumed the responsibility for 
such duplication. Under the circumstances, therefore, and in the 
absence of any power in this Commission to require such trackage 
rights to be granted, we find that the present and future public con- 
venience and necessity require the construction by the applicant of 
the extension of its line of railroad in Washington and Mobile coun- 
ties, Ala., described in the amended and supplemental application. 
An appropriate supplemental certificate will be issued. Such supple- 
mental certificate will provide that it shall supersede the certificate 
issued November 2, 1926, in this proceeding. 


PETITIONS FOR REHEARING, ETC. 


The Norfolk Southern, by J. F. Dalton, its general freight 
agent, has asked the Commission for a modification of its find- 
ings and order concerning rates to and from points on the 
Norfolk Southern, in No. 16295, fertilizer and fertilizer materials 
between southern points. 

The defendants in No. 15728, Sioux City Live Stock Ex- 
change vs. Chicago & North Western et al., have asked the 
Commission for postponement of effective date of order, modi- 
fication thereof and/or reargument before and reconsideration 
by the entire Commission. 

The Southern Cotton Oil Co., a New Jersey corporation, and 
a complainant in No. 14451, Procter & Gamble Distributing Co. 
et al. vs. St. Louis-San Francisco et al., has asked the Commis- 
sion for vacation of suspension order in I. and S. 2595, meats 
and packing-house products from, to and between Southwestern 
and Western Trunk Line points, with respect to rates on lard 
substitute and vegetable cooking oils from Mississippi River 
crossings, Memphis, Tenn., and south, to New Orleans, La., both 
inclusive. 

The Missouri Portland Cement Co., intervener in No. 15117, 
Iola Cement Mills Traffic Assn. et al. vs. Santa Fe et al., has 
asked the Commission for reargument before the entire Com- 
mission and postponement of effective date of order pending 
such reargument. 

The complainant in No. 17190, Racine Crushed Stone Co. 
vs. Chicago, Milwaukee & St. Paul et al., has asked the Com- 
mission to grant a rehearing, reconsideration and modification 
of the order in this proceeding. 

The complainant in No. 17337, Racine Crushed Stone Co. 
vs. Chicago, Milwaukee & St. Paul et al., has asked the Com- 
mission to grant a rehearing, reargument and modification of 
the order therein. 

The complainant in No. 17900, Kentucky Lumber Co. vs. 
Louisville & Nashville et al., has asked the Commission to grant 
a rehearing, and reargument therein. 

The complainants in No. 15783, Moore Grocery Co. et al. 
vs. Texas & Pacific et al, and No. 17628, Jacksonville Produce 
Co. et al. vs. Beaumont, Sour Lake & Western et al., have asked 
the Commission for reopening of these proceedings, for the 
consolidation thereof with certain other complaints, and for 
the purpose of taking additional evidence. 


SUSPENDED TARIFFS 


In I. and S. No. 2877, the Commission has suspended from 
March 22 until October 22 schedules as published in supplement 
No. 5 to Chicago and Hastern Illinois, I. C. C. No. 193. The sus- 
pended schedules proposed to cancel joint through rates on 
grain and grain products from stations on the Chicago and East- 
ern Illinois Railway in Illinois and Indiana to destinations in 
northeastern Arkansas on the St. Louis-San Francisco Railway 
which would result in increases in rates. The following is 
illustrative: 

CORN IN CARLOADS 


Rates in cents per 100 pounds 
From Sullivan, Ill., to— Present Proposed 
oe. er eee 26 27% 


HOCH-SMITH COTTON 


The Commission has issued a notice in No. 17000, Rate 
Structure Investigation, Part 3, Cotton, and cases grouped there- 
with, announcing cancellation of all hearings now assinged in 
those proceedings. The hearings were to begin: April 20. The 
notice follows: 


At the request of counsel for the cotton growers’ associations, 
supported by good and sufficient reasons, all hearings now assigned 
in the above-entitled proceedings are hereby canceled. 

In order to avoid conflict with other engagements of the Com- 
mission it will not be possible to reassign these hearings before 
about the middle of September. Notice of specific dates and places 
will be given in due season. - 

This postponement will give all parties several additional months 
to arrange their engagements and complete their preparation and 
it is expected that when the hearings are reassigned they will pro- 
ceed as set, with all reasonable expedition. 
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Proposed Reports in I. C. C. Cases 


RATES ON BURLAP BAGS 


In a proposed report in No. 18327, S. Rothman & Sons vs. 
Pennsylvania et al., Examiner F. D. Binkley has recommended 
that rates collected on burlap bags, carloads, from Cleveland, 
0., and Detroit, Mich., to St. Louis, Mo., between October 6, 
1923, and August 18, 1925, be found unreasonable to the extent 
that they exceeded 39 cents and that reparation be awarded. 
The report also embraces No. 18327, Sub. No. 1, Missouri Bag 
Company vs. Pennsylvania et al., Sub. No. 2, Chase Bag Com- 
pany vs. Michigan Central et al., Sub. No. 3, S. Rothman & Sons 
vs. Pennsylvania et al., Sub. No. 4, Same vs. New York Central 
et al., Sub. No. 5, Same vs. New York, Chicago & St. Louis et 
al. Sub. No. 6, Republic Bag Company vs. New York Central et 
al., ee 18686, Fulton Bag & Cotton Mills vs. C. C. C. & St. 
L. et al. 

The examiner said the complaints covered 21 shipments of 
burlap bags from Cleveland and one shipment from Detroit to 
St. Louis. Charges were collected at the applicable fourth-class 
rates, minimum 30,000 pounds, of 52 cents from Cleveland, and 
50.5 cents from Detroit. 

In the period in which the shipments moved there was in 
effect from Syracuse, N. Y., and points grouped therewith, to 
St. Louis, a commodity rate of 39 cents on burlap bags in Car- 
loads, the examiner said. Effective December 27, 1925, this rate 
was increased to 52.5 cents. The 39-cent rate was applicable 
over routes through Cleveland and Detroit in connection with 
the lines of the defendants, the examiner said. The tariff in 
which the rate was published named rates from points in east- 
ern trunk line territory to western points and contained a provi- 
sion in accordance with Rule 77 of Tariff Circular No. 18-A, the 
examiner said. The New York Central, line Buffalo, N. Y., 
Clearfield, Pa., and west; the Pennsylvania, lines Pittsburgh, 
Oil City, Erie, Pa., and west; and all other defendants were 
listed therein as intermediate and terminal lines and did not 
participate as initial carriers in traffic originating in eastern 
trunk line territory, he continued. 

The examiner said it was not questioned that, prior to 
August 16, 1924, all the rates in the tariff were subject to the 
provision but that the defendants in No. 18327, Sub. No. 5, con- 
tended that the provision, as changed on that date, was not ap- 
plicable to rates in the tariff unless specific reference was made 
thereto. He said no rates in the tariff or its supplements re- 
ferred to the rule 77 provision. The tariff supplement in which 
the changed provision was published, he said, did not republish 
or change the 39-cent rate from Syracuse to St. Louis; and that, 
no doubt, the words “rates made subject to this rule” referred 
to rates made subject to the original rule 77 provision in the 
tariff. He said that that was the interpretation placed upon the 
language by the participating carriers, including the defendants, 
as evidenced by their concurrence in the subsequent establish- 
ment of many rates from or to intermediate points under au- 
thority of the provision. Under these circumstances, the exam- 
iner said, it was obvious that the 39-cent rate was also subject 
to the provision as changed on August 16, 1924. The complain- 
ants sought reparation to the basis of the rate of 39 cents and 
relied on the rule 77 provision to support their contention that 
that rate was the reasonable rate to charge on their shipments. 
The examiner said defendants’ evidence was insufficient to over- 
come the presumption created by the rule 77 provision that the 
39-cent rate was reasonable for application from intermediate 
points. 


BLACKSTRAP CLAIM ALIVE 


In a proposed report in No. 10672, Security Mills & Feed 
Co. vs. Director-General, Southern et al., Attorney-Examiner 
John H. Howell said the Commission should award reparation 
on blackstrap molasses to the basis of the rate found reasonable 
in the original report, 62 I. C. C. 405, on shipments from Mobile, 
Ala., to Knoxville, Tenn., which moved after the date of the 
original hearing. In the original report the Commission found 
the rates on that sort of molasses, of or released to a value of 
8 cents per gallon, in tank car loads, from Savannah, Ga., 
Mobile, Ala., and New Orleans, La., to Knoxville, Tenn., un- 
Teasonable to the extent they exceeded 25 cents prior to August 
26, 1920, and 31.5 cents thereafter. The decision was made 
June 23, 1921. 


_ After appropriate statements were submitted the Commis- 
Sion issued orders of reparation on shipments moving prior to 
the filing of the complaint, between the date of filing, May 29, 
1919, and the date of the hearing, September 23, 1919, and after 
the period of federal control. Upon request of the complainant 
the case was set for further hearing as to the payment of 





charges on shipments which moved between September 23, 1919, 
and the termination of federal control. 

In this case the complainant asked for reparation on ship- 
ments which moved from Mobile to Knoxville between Decem- 
ber 13, 1919, and February 18, 1920. 

Prior to the hearing the Commission denied the motion of 
the Director-General to dismiss the reparation claims on the 
ground that they were not only barred but had to be deemed 
to have been abandoned. Howell said there was no showing 
that the complainant had failed to comply with the Commission’s 
rules of practice. Further, he said, the contention that the 
prayer of a complaint which asked for reparation on shipments 
made within two years prior to the filing of the complaint was 
not a sufficient statement of the claim to toll the statute in 
respect of shipments made after the date of the filing was 
passed upon in Louisville & Nashville vs. Sloss-Sheffield, etc., 
269 U. S. 217. In that case the court said: 


A reading of the prayer as seeking damages for losses suf- 
fered in the past through the exaction of existing rates, but not 
for losses which will result while the proceeding to reduce them 
is pending would deny to the words their natural meaning and 
impute to the complainant a strange eccentricity of desire. 


CORN CHOP RATE COMPLEXITIES * 


Examiner D. C. Dillon, in a proposed report on No. 18539, 
Fowler Commission Co. vs. Chicago, Burlington & Quincy et al., 
deals with a complex tariff situations in respect of rates on corn 
chop, resulting, in part, from the order of the Director-General, 
who, in June, 1918, putting all grain rates on the wheat-rate 
basis, from fourth section order No. 7542, entered in connection 
with the decision in Memphis-Southwestern Investigation, 55 
I. C. C. 515, and disputes as to the meaning of Rule 5 (b) of 
Tariff Circular 18A. 

Dillon said the Commission should find inapplicable and un- 
reasonable rates charged on many carloads of corn chop milled, 
in transit, at Kansas City, from corn originating at various 
points in Kansas, Nebraska and Iowa and forwarded to Shreve- 
port, La., and award reparation. Further, Dillon said, it should 
find unreasonable rates charged, also on many carloads of corn 
chop, milled at St. Joseph, Mo., from corn originating at points 
in Kansas and Nebraska and also forwarded to Shreveport. Still 
further, he said, it should find that the through rate via Omaha 
was applicable to certain shipments originating at stations on 
the Burlington in Nebraska, under Rule 5 (b) of Tariff 
Circular 18-A. 

The case was presented under the shortened procedure, as 
in essence the case was one merely raising a question as to the 
proper application of tariffs. The complaint alleged that the 
rates charged on corn chop milled at Kansas City and/or St. 
Joseph, from corn moving from points in Kansas and Nebraska, 
between March 8, 1921, and November 29, 1922, and forwarded 
to Shreveport, were inapplicable, unreasonable and unduly preju- 
dicial. Dillon said the Commission should find: 


That the rate charged on the shipment from Everest, Kan., 
moving June 3, 1922, was inapplicable to the extent that it 
exceeded a joint rate of 40 cents; that the applicable rates as 
shown herein on the shipments originating at stations on the 
Chicago, Burlington & Quincy, and transited at Kansas City, 
Mo., were unreasonable to the extent they exceeded the lowest 
combination of corn rates contemporaneously in effect via Omaha 
or Kansas City; that the rates charged on all shipments transited 
at St. Joseph, Mo., were unreasonable to the extent that they 
exceeded the corresponding rates on corn, but were not otherwise 
unlawful; that the rates charged on those shipments moving from 
points in Iowa via Omaha and Council Bluffs, were unreasonable 
to the extent that they exceeded the contemporaneous through 
rates on corn from the points of origin to Shreveport, via Omaha 
or Council Bluffs; that the charges on all shipments moving under 
corn chop rates which were higher than the corresponding corn 
rates were unreasonable to the extent that the rates charged 
exceeded the through corn rates; that complainant made the 
shipments as described, paid and bore the charges thereon, has 
been damaged thereby to the extent that the charges paid exceeded 
those accruing at the rates herein found applicable and reason- 
able, and is entitled to reparation. 
Rule V of the Rules of Practice. 


LUMBER RATES PRESCRIBED 


Examiner Harry C. Barron, in No. 17666, T. H. Wright vs. 
Trona Railway Co. et al., said the Commission, following Sligo 
Iron Store Co. vs. W. M., 62 I. C. C. 511, should find rates charged 
on lumber and timbers, in carloads, from points in Oregon and 
Washington to Magnesium, Calif., in some instances, were inap- 
plicable. He said the applicable rates should be found unrea- 
sonable, that reparation should be awarded and rates prescribed 
for the future. The complaint alleged the rates on shipments of 
rough fir lumber and timbers from points in Oregon and Wash- 
ington, later specified, to Magnesium, Calif., were and are unrea- 
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sonable and that the rates charged between January 16 to and 
including November 10, 1923, were inapplicable, in violation of 
section 6, 

Points of origin were Cottage Grove, Crabtree, Crisp, Flynn, 
Forest Grove, Gaston, Hillsboro, Jefferson, Liberal, Noti, Phil- 
math, Silverton, Summit, Vaughn, Roseburg and Yamhill, Ore., 
Covington, Wash., Rockton, Wrens and Lebanon, Ore., and Littell, 
Wash., the stations being named in the various groups on account 
of the different routes over which the lumber moved. 

Magnesium, Calif., the destination point, is on the Trona 
Railway, 23.8 miles south of Searles, Calif., the junction point 
of the Trona and the Owneyo branch of the Southern Pacific. 
The lumber and timbers, the examiner said, were used in the 
construction of a monorail railroad, for the American Magnesium 
Co., of which the complainant is president. It extends easterly 
from Magnesium for nearly 30 miles. No shipments, Barron said, 
had been made since November 10, 1923. 


There being no joint rates, full combinations were charged, 
without any deductions. Complainant contended the rates were 
subject to deductions provided in Jones I. C, C. No. U. S. 1. The 
tariff carrying the factor from Searles did not refer to the Jones 
rule. Defendants contended that a restriction carried in their 
tariffs made it impossible to apply the rule except when each 
factor used in the combination was taken from a tariff mention- 
ing the rule. Barron said the reference to the Jones rule shown 
in connection with the rate factor from Covington, Wash., to 
Portland, Ore., contained no restriction and that there was, in 
connection with that factor, a holding out by the carrier pub- 
a the rule that # would protect the resulting through rate 
thereby making the Sligo case rule applicable. He said that 
charges in excess of the rate subject to the combination rule were 
straight overcharges and should be promptly refunded. He 
said that as the rule in connection with the factor from South 
Bend, Wash., to Searles contained a prohibition, there was no 
holding out, under the Sligo rule, as the factor from Searles to 
destination was not subject to the rule. He said the amount 
to be added to the Portland rate was specifically indicated as 
being subject to the rule and that therefore shipments from 
the points hereinbefore enumerated as origin points, came within 
the Sligo rule. 


As to the reasonableness of the applicable rates, Barron 
said the complainant’s contentfon was directed specifically to 
the factor or factors used in constructing the rate to Searles, 
also the factor applying from Searles to Magnesium. Com- 
plainant sought, the examiner said, a through rate of 51 cents, or 
lower, from each of the points of origin to destination, using 
as the basis the rate from Pacific coast points to Colorado 
common points, designated as group J, which includes Denver, 
in the transcontinental tariffs. The earnings for an average 
haul of 1,056 miles on an average load of 75,745 pounds, Barron 
said, were $655.50 per car, 62.1 cents per car-mile and 16.39 mills 
per ton-mile. Under the rate sought, he said, the earnings 
would be $386.30 per car, 36.6 cents per car-mile and 9.6 mills 
per ton-mile. 


In addition to the ordinary rate comparisons, Barron had to 
deal with conditions on the Trona Railway, over which a factor 
of 18 cents applied for the haul from Searles to Magnesium. 
That road was built into the desert and was a real desert line, 
Barron said, to serve the American Trona Corporation now the 
American Potash & Chemical Corporation, which he termed the 
Trona corporation. It owns all the stock of the railway which 
was built in 1913. Barron said the success of the railway de- 
pended wholly on the success of the proprietary corporation. 
He said the earnings under the 18 cent rate were materially 
higher than the lumber over other short lines in the surrounding 
territory. But he said the fact that the earnings of the Trona 
on lumber were higher than those on other short lines was not 
indicative that the rate was unreasonable. He recommended 
rates from origin points mentioned to Searles, leaving the 
Searles factor undisturbed. In disposing of the case he said: 


The Trona Railway was constructed for a special purpose while 
rates used in comparison were over lines built for general purposes. 
Such comparisons are of little value. It is the Commission’s duty 
to treat the Trona Railway as a common carrier and to see that it 
gives to the complainant just and reasonable rates for the trans- 
portation of its traffic. However, it cannot be assumed that it must 
transport such traffic at the same rate which would apply over 
a railroad constructed and operated for general purposes. The Com- 
mission should consider the peculiar circumstances and conditions 
which surround this particular railway at this particular place. 
American Asphalt Association vs. Uintah Railway Co., 13 I. C. C. 
196, wherein the Commission considered rates over a line which in 
every respect was practically the same as the Trona Railway and 
the principles of rate making as laid down in that case by the Com- 
mission should be controlling in the instant case. Considering the 
peculiar circumstances surrounding the Trona Railway, the 18-cent 
factor, as charged, does not appear excessive. 

The Commission should find that the through rates from Gaston, 
Hillsboro, Liberal, Ore., and Covington, Wash., were and are not 
unreasonable; that the through rates from other points of origin 
were, are and for the future will be unreasonable to the extent 
that they exceeded, exceed, or may exceed those set forth in Ap- 
pendix 1 from points of origin shown to Searles, Calif., plus the 
local rate of 18 cents from Searles, Calif., to Magnesium, Calif., 
that the shipments moved as described; that complainant paid or 
bore the charges thereon at the rates herein specified; that he has 
been damaged thereby in the amount of the difference between the 
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charges paid or borne and those that would have accrued at the 
rates herein found reasonable; and that he is entitled to reparation, 
—— eet. Complainant should comply with Rule V of the Rules 
oO ractice. 


The appendix, carries rates to Searles, as follows: From 
Crisp, Ore., 66.5; Summit, Ore., 65; Crabtree, Ore., 64; Forest 
Grove, Ore,, 68; Wrens, Ore., 64.5; Cottage Grove, Ore., 59.5; 
Flynn, Ore., 64; Jefferson, Ore., 64; Lebanon, Ore., 63.5; Noti, 
Ore., 62; Philomath, Ore., 64; Roseburg, Ore., 56; Silverton, Ore., 
66; Vaughn, Ore., 62; Yamhill, Ore., 67; Rockton Ore., 70; Littell, 
Wash., 74.5. 


PEACH ROUTES AND RATES 


Examiner Lewis L. Prout, in No. 18865, Purse Brothers vs. 
Baltimore & Ohio et al., said the Commission should find the 
rate and certain charges, on one carload of peaches from 
North Mountain, W. Va., to Toledo, O., shipped in September, 
1924, were applicable and not unreasonable. He said the Com- 
mission should find that the reconsignment charge at Pittsburgh 
was ‘unreasonable but that reparation was barred. The claim 
was filed on September 10, 1926, to cover a shipment delivered 
on September 10, 1924. The examiner said the Commission 
should require the discontinuance of the reconsignment charge 
at Pittsburgh under the condition in this case, which was that 
class rates to and from Pittsburgh were assessed. The recon- 
signment charge was in addition to the class rates. The com- 
plainant contended that to assess a reconsignment charge on 
a shipment moving under class rates was unreasonable since no 
service was rendered and the reconsignment at Pittsburgh simply 
amounted to a reshipment for which no additional charge should 
be made. Prout said that that contention should be sustained 
and cited National Hay Association vs. A. & R. R. R. Co., 91 
I. C. C. 616. 

The complainant contended for an 89-cent rate from North 
Mountain to Toledo but the examiner said it did not apply over 
the route traversed. The shipment was tendered unrouted, con- 
signed to Cincinnati. It was reconsigned to Pittsburgh, diverted 
at Cumberland, Md., and finally sent to Toledo. The carriers 
picked the cheapest route to Pittsburgh via Everson, Pa. 

The complainant also asked for additional routes but the 
examiner said that prayer was not supported by evidence of 
public necessity for additional routes and that the record did 
not support a finding of undue prejudice or unjust discrimination. 


ROOT BEER RATINGS 


Examiner J. J. Williams, in No. 18533, Charles E. Hires Co. 
vs. Akron, Canton & Youngstown et al., said the Commission 
should find the ratings on root beer syrup, in less-than-carloads, 
in metal cans, in boxes, in official and western classifications, 
unreasonable, prescribe Rule 25 in official and third class in 
western classification and deny reparation. The present ratings 
are second class. That rating was attacked as unreasonable. 
The case was considered, to a large extent, in the light of 
Coca-Cola Co. vs. B. & O., 92 I. C. C. 340, and Same vs. A. T. & 
S. F., 45 I. C. C. 461, the complainant relying on that litigation. 
Reparation was denied in the Coca-Cola case. 


IRON AND STEEL ARTICLES 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 18236, Holland Furnace Co. vs. Elgin, Joliet & 
Eastern et al., on a finding that the fifth class rate on iron 
and steel articles, in carloads, from Gary and Indiana Harbor, 
Ind., to Holland, Mich., is not unreasonable or unduly prejudi- 
cial. The complaint alleged it to be violative of the first three 
sections of the interstate commerce act, undue preference being 
alleged for competitors at points in Illinois, Wisconsin, Mich- 
igan, Indiana and other states. Rates for the future and repar- 
ation were requested. The articles upon which the rates assailed 
apply are bar, band, hoop, rod, angle and sheet iron and steel 
used in the making of furnaces. The rate was criticised because 
not based upon distances from Gary and Indiana Harbor but 
upon central points in Chicago. The railroads contended that 
that was the way iron and steel rates were made from Chicago. 
The rates were also criticised in comparison with rates under 
the Jones & Laughlin scale, 96 I. C. C. 682. The examiner said 
his recommended finding should be made without prejudice to 
findings that may be made in No. 17000, Rate Structure Inves- 
tigation, Part 8, Iron and Steel Articles. 


STONE AND MARBLE RATES 


In a proposed report on No. 18476, Sunderland Brothers Co. 
vs. Chicago, Burlington & Quincy et al., Examiner Paul A. Colvin 
said the Commission should find the rate on rough quarried 
stone blocks, in carloads, from Wellsville, Colo., to Omaha, Neb., 
not unjustly discriminatory or otherwise unlawful. He said it 
should find the rate on finished marble, in less than carloads, 
from Omaha to Colorado common points unduly prejudicial and 
unjustly preferential in favor of St. Louis to the extent it did 
not bear a differential equal in amount to that existing on the 
same commodity, in carloads, between the same points. 

The complaint alleged -that a rate of 36.5 cents charged on 
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seven carloads of rough quarried stone blocks, which moved 
from Wellsville, Colo., to Omaha, between November 4, 1923, and 
September 1, 1925, was and is unjustly discriminatory and pref- 
erential of St. Louis, to which point it was contended, the 
same rate was maintained. Further discrimination, the exam- 
iner said, was alleged in that the same rate, 62.5 cents, applied 
on finished marble, less carloads, from both Omaha and St. 
Louis to Colorado common points. Colvin said that the com- 
plaint was not directed to the unreasonableness per se of the 
rates and that there was no evidence tending to establish an 
allegation to that effect. 

Finished marble, carloads, from Omaha to Colorado common 
points, the report says, takes a rate of 36 cents, and from 
St. Louis 44.5 cents. The complainant contended that the rates, 
in less than ec arloads, from both Omaha and St. Louis to the 
same destinations should bear a similar relationship. The 
examiner, as before set forth, recommended a differential. 


BURLAP COVER AND BAG RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates for the future have been rec- 
ommended by Examiner P. F. Mackey in No. 18810, Peninsula 
Produce Exchange vs. Pennsylvania, as to rates and charges 
thereunder on burlap barrel covers and burlap bags, in carloads 
and less, from New York and Brooklyn, N. Y., Jersey City, N. J., 
and Philadelphia, Pa., to destinations in the Maryland-Virginia 
peninsula. The complaint alleged the rates, charged on many 
shipments from the points of origin mentioned to points on the 
Pennsylvania, from Salisbury, Md., to Cape Charles, Va., and 
from Harrington, Del., to Franklin City, Va., were and are un- 
reasonable. The covers are used on barrels containing potatoes 
and the bags as containers for potatoes. The complainant 
sought a rate of 25 cents on covers and bags in carloads and 
31.25 cents on less-than-carloads. It showed that there was an 
any quantity rate on covers and bags from the points of origin 
mentioned to Richmond and Petersburg, Va., of 27 cents. Other 
rates lower than to the peninsular points were shown. Rates 
on covers in less-than-carloads, shown in an exhibit ranged from 
51 cents to 63 cents and in carloads from 41.5 to 51 cents on 
bags in carloads and on carloads of covers and bags, from 
34 to 40.5 cents. 

The examiner said the commission should find that the 
rates assailed applicable to points on the Norfolk division of 
defendant’s line from Salisbury to Cape Charles, and to points 
on the Delaware division from Bishop to Franklin City, were, 
are, and for the future will be unreasonable to the extent that 
on covers and bags, in carloads, from New York, Brooklyn, and 
Jersey City, they exceeded and exceed a rate of 25 cents, and 
from Philadelphia, a rate of 23.5 cents, and on bags and covers, 
in less-than-carloads, from New York, Brooklyn and Jersey City, 
a rate of 31.25 cents, and from Philadelphia a rate of 29.75 cents. 


RATES ON POTATOES 


Examiner F. L. Sharp has recommended the dismissal of 
No. 18509, Chamber of Commerce of El Dorado, Ark., et al., vs. 
Arkansas Railroad et al. on a finding that the rates on potatoes, 
carloads, from group territory in Colorado, Nebraska, Wyoming 
and New Mexico to destinations in southern Arkansas are not 
unreasonable. The rates were alleged to be unreasonable, unduly 
prejudicial to the points in southern Arkansas named in the com- 
plaint, and unduly preferential of Little Rock and Pine Bluff, 
Ark., and Memphis, Tenn. Until amended the complaint also 
covered Kansas points of origin as if they were in the origin 
tariff named as showing the points of origin. The tariff did not 
show Kansas points, hence the amendment. The examiner said 
that to the extent the complaint alleged undue prejudice in the 
rates from Colorado, Nebraska and Wyoming points to desti- 
nations in Arkansas, it was the same as the complaint in Ar- 
kansas Jobbers’ and Manufacturers’ Association vs. C. R. I. & P., 
120 I. C. C. 245, decided December 29, 1926. The examiner 
treated the Commission’s approving reference, in Memphis- 
Southwestern Investigation of a basis of rates on potatoes, de- 
nominated by him as the 85-per-cent-of-class-C, and the approval 
of rates shown in table 12 of appendix 8 as reason for coming 
to the conclusion recommended by him in this case. 


LIVE STOCK REPARATION DENIED 


Examiner Frank C. Weems, in No. 15052, American National 
Live Stock Association et al. vs. Oregon-Washington Railroad 
& Navigation et al., has recommended that reparation on ship- 
ments of livestock, from points in Oregon, Washington, Idaho 
and Montana to Chicago, St. Paul, Omaha and other middle 
western and Missouri River markets be denied. The report 
was on further hearing, the original report being in 109 I. C. C. 
621. The report also covers two sub-numbers, American Live 
Stock Commission Co. et al. vs. Same, and Farmers Union Live 
Stock Commission Co. vs. Atchison, Topeka & Santa Fe et al. 
This hearing was the original one on the sub-numbers. 

In the original report the Commission found the rates un- 
reasonable to the extent they exceeded rates made in accordance 
with a scale therein prescribed. The order required the new 
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rates to be established not later than June 22, 1926. Rates in 
conformity with the scale, the examiner said, were now in effect. 

The examiner said that the reparation claimed, by com- 
plainants, interveners and those who had filed informal com- 
plaints, was estimated to be between a quarter and a half 
million dollars. 

Weems said that under a well-established rule, reparation 
had been denied where general adjustments of rates had been 
made in extensive territories involving both increases and re- 
ductions. He said that a check made by the Great Northern 
showed that of 2,331 rates from Montana points to the destina- 
tion territory, 1,310 were increased and 1,021 reduced. Succinctly 
stated, Weems said, the complainants asked the Commission to 
view the adjustment, not as a whole, but, for the purpose of 
this phase of the proceeding, to consider only the reductions 
and, therefore, to award reparation. Complainants’ position, 
he said, was untenable. He said that the Commission should 
find that substantial justice would not be accorded by an award 
of reparation. He said it should deny reparation in all the 
complaints and dismiss the sub-numbers., 


RATES ON TIN CANS 


An award of reparation has been recommended by Examiner 
F. A. Clifford in a proposed report in No. 18786, Inderrieden 
Canning Company vs. Belt Railway, Company of Chicago et al., 
on a finding that rates charged on tin cans, carloads, from Chi- 
cago, Ill., to Centuria, Wis., in the period June 5, 1924, to Septem- 
ber 1, 1925, were unreasonable to the extent that they exceeded 
30.5 per 100 pounds, subject to a minimum of 20,000 pounds. 
The shipments totaled 62 carloads, Charges on 46 carloads 
were collected at the fourth-class rate of 43 cents, minimum 
14,000 pounds. On the remainder of the shipments, charges 
were collected on the basis of the commodity rate of 35 cents, 
minimum 20,000. pounds. Complainant sought reparation to 
the basis of 30.5 cents, the commodity rate subsequently estab- 
lished and now in effect. 


STRAWBERRIES NOT MISROUTED 


Dismissal of the complaint in No. 18448, Rinella, Battagalia 
& Company vs, Atlantic Coast Line et al., has been recommended 
by Examiner J. J. Williams on a proposed finding that two car- 
loads of strawberries shipped from Rose Hill and Rocky Point, 
N. C., to Amsterdam, N. Y., were not misrouted. The report also 
embraces a sub number, Same vs. Same. The examiner said 
that, at the hearing, complainant admitted that if the shipments 
had arrived in good condition it would have had no claim against 
the defendants. He said the claim for loss and damage growing 
out of alleged delay, not shown to have resulted from a violation 
of the interstate commerce act, was a matter over which the 
Commission had no jurisdiction. 


RATE ON NEWSPRINT PAPER 


Examiner D. C. Dillon, in a proposed report in No. 17091, 
National Republican Publishing Company vs. Baltimore & Ohio 
et al., has recommended an award of reparation on a finding that 
a rate of 47.5 cents charged on 30 carloads of newsprint paper 
from Millinocket, Me., to Washington, D. C., between January 
11, 1924, and January 9, 1925, was unreasonable and unduly 
prejudicial to the extent that it exceeded a rate of 40 cents. The 
examiner found an undercharge of 52 cents, collection of which 
he said should be waived. The examiner said all parties agreed 
that the issues of unreasonableness and undue prejudice might 
be determined upon the basis of Washington Publishers Asso. 
vs. B. & O., 98 I. C. C. 339, affirmed on further hearing, 102 
I. C. C. 662, in which it was found that the rates on newsprint 
paper from Millinocket to Washington in the period involved in 
the instant case were unreasonable and unduly prejudicial to 
the extent that they exceeded the contemporaneous rate of 38 
cents to Baltimore by more than 2 cents and reparation was 
awarded. The examiner followed that decision in making his 
recommendation, 


RATES ON BITUMINOUS COAL 


Examiner Harris Fleming, in a proposed report in No. 17806, 
J. R. Blair et al. vs. C. C. C. & St. L. et al., has recommended 
a finding of unreasonableness as to rates on bituminous coal from 
Griff and Macksville, Ind., to Paris and several other contiguous 
Illinois points. He said the Commission should find that the 
rates assailed were, are, and for the future will be unreason- 
able to the extent that they exceeded, exceed or may exceed 
76 cents per net ton, and that reparation should be awarded. 
The examiner said the rates assailed from Griff and Macksville 
were 91 cents to Paris and Vermillion, $1.26 to Mays, $1.22 to 
Conlogue, and $1.35 to Dudley. Complainants asked for a rate 
of 60 cents to each of the points named. 


NO OVERCHARGE ON PLUMBING FIXTURES 


Examiner W. K. Berryman has recommended dismissal of 
the complaint in No. 18839, A. Weiskittel & Sons Company vs. 
Baltimore & Ohio et al., on a finding that carload shipments of 
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enameled cast iron bath tubs, lavatories, sinks, and other plumb- 
ing fixtures, from Baltimore and Highlandtown, Md., to Phila- 
delphia, Pa., to New York, N. Y., and to other destinations in 
the New York rate group, were not overcharged. Complainant 
alleged that rates assessed on shipments that moved in the 
period from September 11, 1922, to December 24, 1924, were in- 
applicable. Charges were assessed on. the basis of the fourth 
and fifth class ratings, in Official Classification. The examiner 
said that, in the classification items providing for these ratings, 
enameled bath tubs, lavatories, sinks and other plumbing fix- 
tures were specifically named. Defendant’s tariffs named com- 
modity rates on “enamel ware, tin ware, snuff and tobacco boxes, 
and can or box shapes of same material in crates, boxes or 
barrels.” Complainant contended that the term “enamel ware” 
as used in the tariffs was without restriction and applied on all 
kinds of enameled articles and that therefore the commodity 
rates were applicable on its shipments. The examiner said the 
evidence showed that enamel ware as understood in the trade 
was small cooking utensils and dishes that were enameled and 
did not include plumbing fixtures. 

“When commodity descriptions are not specific the meaning 
that is understood commercially is applied,” said the examiner. 
“To include the articles constituting the shipments involved 
within the meaning of enamel ware would be a strained and 
unnatural interpretation.” 


RATE ON CAST IRON STOVES 

Examiner B. E. Stillwell in a proposed report in No. 18919, 
Bertrand Lumber Company, Ltd., vs. Alabama Great Southern 
et al., has recommended an award of reparation on a finding 
that a 92-cent joint commodity rate assessed on a carload of 
cast iron stoves shipped April 30, 1924, from Rome, Ga., to New 
Iberia, La., was unreasonable to the extent that it exceeded 76 
cents. A rate of 68.5 cents, minimum, 30,000 *pounds, is now in 
effect, according to the report. The examiner said that, since 
a lower rate than that herein found reasonable was now in 
effect no order for the future was necessary. 


RATE ON LINSEED OIL 
Dismissal of the complaint in No. 18767, Florman Manufac- 
turing Company vs. Chicago, Rock Island & Pacific et al., has 
been recommended by Examiner F, A. Clifford on a finding that 
a commodity rate of 75 cents charged on a tank car of linseed 
oil from Minneapolis, Minn., to Pueblo, Colo., in June, 1926, 
was applicable. Complainant sought refund to the basis of a 


commodity rate of 70 cents that it claimed was applicable on 
the shipment. 


RATE ON ROUGH TIMBERS 

An award of reparation has been recommended in No. 18530, 
Beaumont Lumber Company vs. Chicago, Rock Island & Pacific 
et al., by Examiner R. J. Olentine on a proposed finding that a 
rate of 26.5 cents charged on 5 carloads of rough yellow pine 
timbers shipped in the period January 4 to 6, 1923, from Oakdale, 
La., to Spaulding, Ark., was unreasonable to the extent that it 
exceeded 21 cents. A rate of 21 cents was established subse- 
quent to the movement of the shipments. 


COMMISSION ORDERS 


The Big Sandy and Kentucky River Ry. has been permitted 
to intervene in Finance No. 6114, In the Matter of Application 
of Chesapeake & Ohio for authority to acquire control of Erie 
and Pere Marquette by purchase of capital stock, and in 
Finance No. 6113, In the Matter of Application of Chesapeake & 
Ohio for authority to issue and sell 595,024 additional shares of 
common stock. 

The Pere Marquette has been permitted to intervene in 
Finance No. 6141, In the Matter of Application of Grand Trunk 
Western and Toledo-Saginaw and Muskegon for authority to 
assume obligation or liability in respect to securities of the 
Muskegon Ry. and Navigation Co., and to acquire control of said 
railroad. 

The American Solvents & Chemical Corporation, Industrial 
Chemical Co., and The American Distilling Co. have been per- 
mitted to intervene in No. 19189, Publicker Commercial Alcohol 
Co. et al. vs. Baltimore & Ohio et al. 

The petition of the J. L. Kelso Co. in No. 11040, Boston 
Wool Trade Association vs. Director-General, as agent, et al., 
and No. 10427, Quincy Market Cold Storage & Warehouse Co. 
et al. vs. Director-General, as agent, et al., for further hearing 
has been granted for the sole purpose of ‘permitting the J. L. 
Kelso Co. to prove the amount of damages due it under the 
award of reparation in the proceedings. 

The effective date of the order in No. 17512, Peninsular Tel- 
ephone Co. vs. Southern et al., dated January 15, 1927, has been 
changed from March 25 to April 25. 

The order in No. 16116, Indiana State Chamber of Commerce 
vs. Atchison, Topeka & Santa Fe et al.; No. 16392, H. D. Conk- 
ley & Co. et al. vs. Atchison, Topeka & Santa Fe et al., and No. 
16563, National Fireproofing Co. vs. Pennsylvania et al., entered 
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January 20, 1927, which, by its terms was made effective April 
5, 1927, as modified by orders dated February 12 and March 5, 
1927, has been further modified so that it will become effective 
on May 5 instead of April 5, 1927. 

The order entered in No. 14020, J. D. Hollingshead Co. vs. 
Aberdeen & Rockfish et al., on March 7, 1924, as subsequently 
modified, has been further modified so as to permit defendants 
to cancel rates on slack-barrel shooks with metal hoops therefor, 
published in the following tariffs: 


Southern Pacific Company I. C. C. Nos. 4578, 4397, 4536, 4563, 
4364; the Atchison, Topeka & Santa Fe Railway Company .c. .¢ 
Nos. 9881, 9979, 9732, 8912; Los Angeles & Salt Lake i ae 
=, a C. C. "No. 594; Western Pacific Railroad Compan 

W. Go mph, agent, I. C. C. Nos. 764, 829, $30, $33" rst 
MY, 738° 13, 757, 817, 799, 800, 804, 808, 811, 797 and 828. 


The complainant’s petition for reargument in No. 15998, 
U. S. Industrial Alcohol Co. vs. Chicago & North Western, has 
been denied. 

The petition of defendant, Missouri & North Arkansas in 
No. 17059, Bear State Oil Co. vs. Santa Fe et al., for rehearing 
has been denied. 

The Commisison has denied the petition of certain defend- 
ants in No. 14323, Cities of Marshall and Jefferson, Tex., et al. 
vs. Texas & Pacific et al., dated February 4, 1927, for the pur- 
pose of giving further consideration to the water-and-rail rates 
therein involved. 

The complainant’s petition for rehearing in No. 16515, Ben- 
son Produce Co. vs. Great Northern et al., and No. 16054, Texas 
Co. vs. Kansas City Southern et al., has been denied. 

The complainant’s petition for rehearing or reargument in 
No. 16835, Liberty Cooperage & Lumber Co. vs. Louisville & 
Nashville et al., has been denied. 

The defendants’ petition for reconsideration and modification 
of the report and order in No. 16496, National Car Coupler Co. 
vs. Santa Fe et al., has been denied. 

The complainant’s petition for further hearing and/or rear- 
gument in No. 16203 Sunny Brook Distillery Co. vs. Santa Fe 
et al., has been denied. 

The order entered in No. 16327, Texas Portland Cement Co. 
vs. Arkansas Western et al., on June 30, 1926, has been modified 
so that it will become effective on May 2, 1927, upon not less 
than 30 days’ notice to this Commission and to the general pub- 
lic by posting and filing in the manner required by law. 

The effective date of the order in No. 16502, Board of Rail- 
road Commissioners of the State of South Dakota vs. Chicago & 
North Western et al., on October 12, 1926, as subsequently modi- 
fied, has been postponed until the further order of the Com- 
mission. 

The East Side Packing Co. has been permitted to intervene 
in No, 18823 (Sub. No. 1), John Morrell & Co. et al. vs. Balti- 
more & Ohio et al. 

The Louisville Board of Trade has been permitted to inter- 
vene in No. 18922, East Side Manufacturers’ Assn, vs. Aberdeen 
& Rockfish et al. 


The Mobile & Ohio Railroad has been permitted to intervene 
in No. 19129, Jackson Traffic Bureau vs. Illinois Central et al. 

The Commission has dismissed, upon request of the com- 
plainants, No. 15265, Board of Railroad Commissioners of the 
State of South Dakota vs. Chicago & North Western et al.; 
No. 16222, Pigeon Creek Coal Co. vs. Southern; No. 16240, Bosse 
Coal Co. vs. Southern; No. 16251, Francisco Mining Co. Vs. 
Southern; No. 16254, Boonville Mining Co. vs. Southern; No. 
17445, Zurbuck-Baker Coal Co. vs. Wabash; No. 18250, William 
Fisher vs. Louisville & Nashville et al.; No. 18716, Texas Chem- 
ical Co. vs. Arkansas & Louisiana Missouri et al.; No. 18772, 
Columbia Valley Lumber Co. et al. vs. Director-General, as agent; 
No. 18792, Northwestern States Portland Cement Co. vs, Chi- 
cago, Milwaukee & St. Paul et al.; No. 18886, the Eaton Axle 
& Spring Co. vs. Santa Fe et al.; No. 18888, the Eaton Axle & 
Spring Co. vs. Baltimore & Ohio et al.; No. 18934, United States 
Potters’ Assn. et al. vs. Akron, Canton & Youngstown et al.; 
No. 18944, Swift Specific Co. vs. Louisville & Nashville et al.; 
No. 18994, Cooper Grocery Co. et al. vs. Atlanta & West Point 
et al., and No. 19121, W. S. Dickey Clay Manufactuing Co. vs. 
Texas & Pacific et al. 


The complaint in No. 18471, International Paper Co. Vs. 
Buffalo, Rochester & Pittsburgh et al., has been dismissed by the 
Commission in so far as it relates to defendant, the Delaware & 
Hudson Company. 


The Commission has dismissed No. 17118, Albers Bros. Mill- 
ing Co. vs. Southern Pacific et al.; No. 18125, Moltrup Steel 
Products Co. vs. Director-General, as agent, and No. 19084, Net- 
tleton Lumber Co. vs. Chicago, Rock Island & Pacific et al., the 
same having been satisfied. 

The defendant, Union Pacific, in No. 16893, Public Service 
Co. of Colorado vs. Union Pacific, has been authorized and 
directed to pay unto complainant, on or before May 5, 1927, the 
sum of $12,369.23, with interest thereon at the rate of 6 per cent 
from May 1, 1925, as reparation on account of unreasonable 
rates charged for the transportation of gas oil in tank carloads 
from Parco, Wyo., to Denver, Colo. 
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March 26, 1927 


The order of February 14, 1927, entered in I. and S. 2440, 
salt from New York points to Eastern, New England, and Cana- 
dian points, No. 14250, Diamond Crystal Salt Co. et al. vs. Aber- 
deen & Rockfish et al., and No, 16695,, International Salt Co., 
Inc., et al. vs. Adirondack & St. Lawrence et al., has been modi- 
fied so as to require the establishment of a rate on salt, in car- 
loads, from the New York group, as therein described, to Cov- 
ington, Va., of 23 cents per 100 pounds instead of a rate of 25 
cents per 100 pounds. 

The petition of defendants in No. 12244, Corporation Com- 
mission of Oklahoma et al. vs. Abilene & Southern et al., for 
modification of the scale of rates produced in the report, has 
been denied. 

The Commission has reopened for further consideration on 
the present record, No. 15501, Southland Cotton Oil Co. et al. 
vs. Alabama & Vicksburg et al., solely with respect to the ques- 
tion of reparation. 

The complaints in No. 18239, C. W. Garner vs. Illinois Cen- 
tral et al., and in No. 18411, Morrice and Kelley vs. New York 
Central et al., have been dismissed, same having been satisfied. 

The Commission has dismissed No. 17941, Jerpe Commission 
Co., Inc., et al. vs. Chicago & Alton et al., upon complainants’ 
request. ; 

The complainant’s petition for rehearing in No. 10255, J. D. 
Hollingshead Co. vs. Director-General, as agent, Adirondack & 
St. Lawrence et al., has been denied. 

The petition of defendants in No. 14781 (and Sub. Nos. 1 to 
3, incl.), Oklahoma Traffic Assn. et al. vs. Alabama Great South- 
ern et al., for modification of the order issued therein so as 
to permit defendants to restrict their routes so as not to apply 
through the state of Texas, and for extension of the effective 
date of said order, has been denied. 

The order entered in No. 15584, Sinclair Refining Co. et al. 
vs. Ahnapee & Western et al., No. 15585, Miller Petroleum Co. 
et al. vs. Santa Fe et al., No. 16065, Barnsdall Refining Co. et al. 
vs. Louisiana & Arkansas et al., and No. 16066, North Texas 
Petroleum Traffic Bureau vs. Louisiana & Arkansas et al., on 
January 14, 1927, which was by its terms to become effective 
= Py 20, 1927, has been modified to become effective on May 

The Western Union Telegraph Co. has been permitted to 
intervene in valuation No. 960, the Denver & Rio Grande et al. 

The Commission has reopened valuation No. 456, Louisville 
& Nashville, for the purpose of receiving into the record Class I 
stipulation No. 11, and the supplemental brief of the Louisville 
& Nashville. 

The Commission has denied the defendants’ petition for fur- 
ther hearing in No. 16159, Providence Fruit & Produce Exchange 
vs. New Haven et al. 


IRON AND STEEL HEARING 


(Special Correspondence from Pittsburgh) 


John A. Coakley, division freight agent of the American 
Steel and Wire Company, Cleveland, testifying in the interests 
of the United States Steel Corporation, of which the Cleveland 
concern is a subsidiary, said, March 18, in the hearing on rates 
on iron and steel, that tonnage to the amount of 1,700,000 had 
been lost to Pittsburgh by dismantling many plants because 
rates to large markets in the East were too high, compared 
with those from Bethlehem and other eastern mills. 


; He said the middle territory of the United States in the 
iron and steel industry, of which Pittsburgh is the center, had 
an enormous production and was pressed continuously for large 
markets. He said metropolitan New York presented the largest 
consuming market and that the middle territory was at a dis- 
advantage because of the lower rates to the East enjoyed by 
Bethlehem, Coatesville, Steelton, and Sparrows Point. A con- 
tinuous advance in rates had been made from Pittsburgh to 
the East, he said, with comparatively no advance in rates from 
eastern territory to the same points. 

He said there was an $800,000,000 valuation in the middle 
territory fighting for markets and that an adjustment in rates 
from Pittsburgh to Baltimore, Pittsburgh to Philadelphia, and 
Pittsburgh to New York must be made. He stressed the point 
that the mills from the local district were unduly taxed, as the 
rates from eastern territory were, relatively, one-third less than 
from Pittsburgh. 

He advocated a rate of 25 cents from Pittsburgh to New 
York and requested the Commission to prescribe a minimum 
and maximum rate. 

Commissioner Campbell, before whom the hearing was held, 
following much cross examination at the morning session, de- 
clared that no further cross examination would be permitted, 
because of the time consumed. He wanted to hear the others 
scheduled for this city and hear rebuttals at the Chicago 
hearing. 

_ FF. A. Ogden, general freight agent for the Jones and Laugh- 
lin Steel Company, resumed the stand in the morning, taking 
up the defense, on cross examination, of testimony the previous 
day. This provoked the commissioner’s remark as to further 
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cross examination. The witness said that Pittsburgh was the 
country’s largest iron and steel producing center, giving Youngs- 
town, or, rather, the Shenango and Mahoning valleys, second; 
Illinois and Indiana, third, and the East, fourth. 

EF. A. Ballard, representing Illinois interests, attempted to 
show that Pittsburgh benefited through short haul rates from 
other sections, but the witness said the rates about which com- 
plaints were made were long haul rates. 

Mr. Ballard requested that the witness furnish records of 
eastern shipments over a given period. A discussion was inter- 
rupted by Commissioner Campbell, who said the object of the 
hearing was to determine whether the iron and steel industry 
was bearing its share of the burden or bearing too much. 

A barrage of questions was hurled at the witness by railroad 
and other interests when he declared that the rates from Pitts- 
burgh to Virginia were too high. He said he might be partial 
to Virginia because he “loved the old state,” and when queried 
as to whether he had the same feeling toward Illinois, he said 
Illinois was a very wealthy state and he had a soft spot for 
Virginia, but didn’t expect the Commission to pay any attention 
to many of the random remarks. 

That the United States is losing its iron and steel export 
trade and imports on the two commodities are rising to such an 
extent that the matter should be adjusted by means of lower 
export freight rates from steel producers to ocean ports, was 
stated at the resumption of the hearing March 21, by E. P. 
Thomas, president of the United States Steel Products Com- 
pany, New York, a subsidiary of the United States Steel Cor- 
poration, handling the export business of the corporation. 

Mr. Thomas said the exports of iron and steel products from 
this country in 1912 were twelve times the imports, that two 
years ago they were two times greater, and that last year the 
imports were greater. He said everyone must concede the im- 
portance of retaining the export trade, and then showed the 
increase in export trade of some European countries. He said 
Germany, in 1923, shipped 1,700,000 tons and increased it to 
more than 4,000,000 tons of iron and steel last year. France 
jumped from 778,000 tons of export in 1921 to more than 4,000,- 
000, and Belgium from less than a million five years ago to over 
3,000,000 last year. 

He gave these facts, he said, to show that, in every case, the 
totals last year were greater than this country’s export trade 
in iron and steel, which was only 2,000,000 tons. He declared 
that the United States shipped one-half its exports to Canada, 
so that only 1,000,000 tons went overseas in competition with 
European manufacturers. He declared the export prices now 
were 156 per cent over pre-war levels. This country, he said, 
received about the same value in imports as in exports, but 
that the European could produce steel, ship it over, pay the duty, 
and still sell it for less than United States producers charged. 

Steel could be made cheaper in Europe because the wage 
was about a dollar a day and in England one-third what it is 
here. He declared the only solution to the problem was de- 
creased freight rates on exports. He said there was no inten- 
tion of lowering ocean rates as far as he had been able to ascer- 
tain and there seemed little likelihood of the foreign producers 
manufacturing a higher quality of products. 

The company he represented, he said, had improved the 
quality of its products and only by reason of better steel had it 
been able to hold what export trade it had. It also charged 
slightly more in Europe, he said, because of this better quality 
and, if rates were made lower, the same grade of steel could 
be used, greater volume could be obtained, and the export trade 
would climb to where it belonged. He said that, in many cases, 
the corporation had had to sell at cost or below cost. No profit 
was being made on the export trade, or no complaint would 
have been made. 


The March 22 session concluded the Pittsburgh hearing. It 
will be resumed at Columbus, April 19. The railroads will be 
heard in Chicago at the final hearing, May 12. 

In the case of the Bethlehem Steel Corporation, H. C, Craw- 
ford, assistant general traffic manager, was the only witness. 
Most of his testimony was a protest against the proposed J. & L. 
scale. He said the Johnstown plan of the corporation was a 
complete steel plant, operating seven blast furnaces, with a 
capacity of more than 1,500,000 tons annually. 


He considered it a western plant, he said, and declared the 
rates from there to Pittsburgh were high and put the plant at 
a disadvantage, and that if the J. & L. scale were in effect the 
disadvantage would be greater. 

He would not discuss the eastbound rates from Johnstown, 
confining his testimony to westbound rates. He was questioned 
by counsel for other corporations, but aside from saying he was 
satisfied with the eastbound rates, he would say nothing in 
detail. He said the present rate situation to the west was hope- 
less and declared that, if a scale was to be prescribed by the 
Commission, it should be made applicable in the entire C. F. A. 
territory. 

He testified that his “kick” was based on the J. & L, 
scale as applied from the Bethlehem-owned Lackawanna steel 
plant, Buffalo, westbound. He said the corporation was not 
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getting the benefit of the J. & L. scale where it would do the 
concern any good. 

It was brought out that the differential at Pttsburgh of one 
and a half cents a hundredweight was made about 30 years ago, 
at which time, the witness, on cross-examination, said, Bethle- 
hem did not own the Johnstown plant, but it belonged to the 
Cambria Steel Company. He said he did not know who owned 
the Cambria plant, but admitted that when the differential was 
made the Pennsylvania Railroad had interests in the plant. He 
said he had no complaint on rate levels and felt certain that 
iron and steel could move freely on the present level. 

K. M. Hughes, representing the McClintock-Marshall Steel 
Coompany, Pittsburgh, an independent company, dealing mostly 
in fabricated steel, said the company had fabricating plants in 
several places, including Chicago, and that steel was bought 
where it could be obtained the cheapest. He deprecated the 
freight rates from Pittsburgh to the east, but practically ad- 
mitted that the steel for the New York Central office building, 
New York, was shipped from Pittsburgh. 

An attempt was made by some of the shippers to have the 
carriers get up a statistical report covering a given period, to 
show the trend of increase or decrease of iron and steel to the 
east. Counsel for carriers declared it would take six years to 
compile such a record and suggested that, as the shippers knew 
exactly how much they shipped and to what destinations, they 
were equipped better to do the work. Commissioner Campbell 
decided to leave the matter with the shippers, saying the car- 
riers should not be burdened with such a job. 


SAND AND GRAVEL HEARINGS 


The interpretation of what the Commission meant by the 
“Chicago, Ill.,-Gary district” and the “Chicago-Gary switching 
district” in its order in a sand and gravel case, Docket 17817, 
was the occasion for a conference in Chicago, called by the 
Commission, March 24. The conference date was the same as 
that set by the Commission for hearing in Dockets 17817, Chi- 
cago Gravel Company and others against the A. T. & S. F. and 
others (further hearing solely with respect to the allegation of 
undue prejudice and undue preference against complainants in 
favor of producers of slag at Joliet, Ill.) and I. and S. 2851, sand 
from Pleasant Lake, Ind., to Gary, Ind., Chicago and related des- 
tinations. 

Examiner Fuller presided at the conference. H. S. McNeely, 
of the Indiana Commission, and H. M. Slater, of the Illinois 
Commission, sat with him, as rulings of those commissions had 
resulted from state cases consolidated with the interstate case. 

The order of the Commission in that case had, among other 
things, ordered the establishment of rates on sand and gravel, 
from points outside, to the “Chicago-Gary switching district.” 
Certain correspondence received by it from parties to that case 
resulted in its calling the conference for the purpose of develop- 
ing whether it would be necessary for it to issue a supplement, 
or otherwise clarify the language in question, or whether there 
was any real disagreement as to the interpretation of it. Cer- 
tain shipper representatives at the conference were of the opin- 
ion that the carriers had not complied fully with the Commis- 
sion’s order. The carrier representatives said that, with ref- 
erence to the language in issue, they had published a tariff, 
Jones tariff 420A, effective April 30, making the rates the same 
to Gary and Chicago from the territory involved. That had 
necessitated, they said, the increase of rates to Gary from Indi- 
ana points and lowering the Gary rates from origin points in 
Illinois and Wisconsin. There seemed to be little disposition on 
the part of those present to dispute the idea that the Commis- 
sion had intended that the rates to Gary and Chicago were to 
be placed on a parity, but there was considerable discussion as 
to the appropriateness of the wording used in expressing that 
intention. It was said that it involved the use of a term for 
which there was no fact on which it might rest. It was pointed 
out that Gary properly had no switching district, as there was 
no interchange between lines there. It was further pointed out 
that the two districts were not continuous. There seemed to be 
some sentiment to the effect that the Commission should re- 
form the language involved, but little disagreement as to what 
was meant. A period of ten days was assigned for shippers of 
the opinion that the carriers had not fully complied with the 
Commission’s order to set out specifically in what they had 
failed and for the carriers to reply to any such representations 
as should be made in that matter. 


Hearing in I. and S. 2851, mentioned above, was held 
jointly with Docket 8856, of the Indiana Commission, involving 
the suspension of rates on sand from Rupel and Ginger Hill, 
Ind., to Gary, before Examiner Fuller and H. S. McNeely, of the 
Indiana Commission, March 24. 

William T. Tannehill, chief clerk to freight traffic manager, 
N. Y. C., explained, with reference to the interstate case, that 
the rate under suspension proposed to increase the rate from 
Pleasant Lake to Chicago from 80 cents to 96 cents, the latter 
being contained in Jones’ 420A. He introduced testimony with 
reference to the history of the rate between the two points. He 
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said that, as a result of shipper and carrier negotiations, terri- 
tory outside Chicago had been zoned into three 50 mile blocks 
with a differential of 5 cents between the zones, the rate being 
75 cents from the outer zone to Chicago. He said Pleasant Lake 
was 164.9 miles from Chicago and that ton-mile earnings on 
traffic at the 80 cent rate were only 4.8 mills, and would be only 
5.8 mills at the proposed 96 cent rate. He made rate com- 
parisons to substantiate his contention that the proposed rate 
was not as high as rates usually applicable in the territory. 
He said there was overproduction at all the pits in the territory 
adjacent to that of complainant and that, in his opinion, com- 
plainant could not properly be considered as a competitor for 
the Chicago market. He said there’ were numerous large mar- 
kets much nearer to Pleasant Lake than Chicago. 

C. M. Wood, Lima, O., president and general manager, 
Pleasant Lake Sand and Gravel Company, said his company’s 
plant had a capacity of 6,000 cars annually but that it had only 
been able to operate at about one-third capacity in the last year. 
He said the existing rate of 80 cents went into effect June 5, 
1926, and that since that time his company had shipped 335 cars 
to Chicago. He said the establishment of the 96 cent rate would 
not allow them to reach the Chicago market and that previous 
to the establishment of the 80 cent rate, a rate of 96 cents had 
existed and that they had made no sales in Chicago in the 
period that rate was effective. He pointed out that his plant 
was located only a few miles beyond the boundary of the outer 
zone of the Jones 420 agreement, and stated it as his opinion 
that a 5 cent differential for that additional mileage was only 
fair in view of the application of a similar differential for dis- 
tances of 50 miles within the zones. 

L. F. Owen, a Chicago customer of the Pleasant Lake Sand 
and Gravel Company, stated it as his opinion that the origin 
point in question should find a natural and normal market in 
Chicago. He said he had orders with that company for future 
sand, but that he would not be able to take it if the suspended 
rate were allowed, as it would be prohibitive. 

W. F. Coyne, representing complainant, gave further testi- 
mony concerning the commercial justification for the continua- 
tion of the 80 cent rate and refusal to permit the increase to 96 
cents. 

There were numerous interveners in the case. 

Hearing in Docket 17817 was held March 25. 


RATES ON SAND AND GRAVEL 


Hearing in docket 18874, Bellevue Sand and Gravel Com- 
pany against the C. B. & Q. and others, was held in Chicago 
before Examiner Mullen March 18 and 19. 

The complainant alleges that rates charged on sand and 
gravel, in carloads, from Koss Spur, Ia., to points in Illinois are 
unreasonable, unduly preferential of competitors in Illinois, and 
unduly prejudicial to complainant in violation of sections 1, 3 
and 6 of the interstate commerce act. The Commission is asked 
to prescribe reasonable rates and to award reparation. 

George H. Schneider, president and treasurer, Bellevue Sand 
and Gravel Company, said his company’s plant had a production 
capacity of 35 cars a day but that, in the last year, it had pro- 
duced, on an average, only about twelve cars a day. He said 
it could not exist unless it were enabled to operate on a more 
efficient basis and that its present difficulty was its unfavorable 
situation from the point of view of rates to its market. He said 
his competitors were receiving more favorable treatment and, 
as a result, were able more nearly to approach doing business to 
capacity. He explained that the freight rate was an item of 
primary importance, as the commodities in question were sold 
f. o. b. destination, and that the transportation charges were 
often well in excess of the value of the commodity at origin. 
He said the principal difficulty his company felt was that it did 
not have low enough rates to local markets—that there was not 
a sufficient and proper spread in the applicable rates as between 
short haul points and long haul points. 

L. W. Moore, attorney for the complainant, introduced testi- 
mony and exhibits comparing the rates applicable from Koss 
Spur, and those applicable from competing points, made com- 
parisons of earnings on the traffic, and proposed rates to Illinois 
points on the C. B. & Q. and the I. C. to territory within a 
radius of about 75 miles of Koss Spur. He showed that the 
rate from Koss Spur to E. Dubuque was 90 cents for 22 miles as 
against the same rate from Oregon, IIl., for 86 miles; and a rate 
of $1.00 for 104 miles from Forreston, Ill. A great many similar 
comparisons were made. He proposed a rate of 76 cents to E. 
Dubuque. He said the rates he proposed compared favorably 
with rates prescribed by the Commission in various cases and 
otherwise contended for their reasonableness. 

F. C. Furry, assistant general freight agent, Illinois Central, 
said he did not admit that existing rates were unreasonable, but 
said his line was willing to change them. He called attention 
to the fact that the complainant, located on the C. M. & St. P., 
was compelled to use a two line haul to the Illinois destinations 
involved as set against a one line haul from competing points, 
and, further, that there was a bridge haul across the Mississippi. 
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He said that bridge, approximately a mile long, was constructed 
at a cost equivalent to the cost of constructing 65 miles of 
ordinary track in the same territory. He said there should be 
some arbitrary charged for the bridge haul, though existing 
rates included no uniform charge of that nature. He said the 
rates suggested by Mr. Moore were entirely too low. 

S. G. Greswick, commissioner, Dubuque Shippers’ Associa- 
tion, intervened in behalf of the defendants. He said he was 
not opposed to the complainant obtaining an adjustment of 
rates, but that he wanted to put the Dubuque situation before 
the Commission, as anything it should do in the instant case 
would vitally affect them. He said the rates proposed by Mr. 
Moore would in some instances create fourth section violations 
if they were allowed, as they were lower than existing rates 
from Dubuque. His testimony was to the effect that, in his 
opinion, Koss Spur had a low adjustment of rates. 

Henry Christensen, commerce agent, C. B. & Q., said the 
trouble with the sand and gravel industry in the territory in- 
volved was over-production, and he believed that the situation 
of complainant with reference to inability to operate at some- 
thing near capacity was due to that fact, rather than to an un- 
favorable adjustment of freight rates. He said he knew of no 
plant in Illinois operating at near capacity, and that there had 
been more hearings before the Illinois commission in the last 
two years on sand and gravel than on all other commodities 
combined. He said “over-production” had been a general re- 
frain at these hearings. He said Koss Spur had an extremely 
low adjustment to its “natural” territory in Iowa, and that, in 
fact, he knew of no producer on the Burlington in Illinois that 
had rates as low as enjoyed by complainant to the adjacent 
Iowa territory. 


CONSTRUCTION OF DEMURRAGE CASE 


Question has arisen as to the effect of the Commission’s 
decision in No. 18155, Milne Lumber Company vs. Southern et 
al., an abstract of which appeared in the Traffic World of Febru- 
ary 12, p. 402, under the heading, “Demurrage Charge Appli- 


cable.” It was stated in the abstract that the carrier contended 


that placement on an industry track of a carload of lumber 
constituted delivery and that the Commission so held. The 
complainant in the case takes the position that the Commission 
did not so find. The basis for the statement in the abstract of 
the report is the following language used by the Commission: 

“In the present case the placement of the car on the in- 
dustry track of the consignee constituted an actual delivery. . . .” 

In this case the complainant, according to the Commission’s 
report, alleged that a portion of the demurrage charges assessed 
for the detention, at Evansville, Ind., of a carload of lumber 
from West Green, Ga., were illegal. The shipment was con- 
signed by the complainant to itself at Evansville and moved 
over the Southern. It arrived June 10, 1922. On June 24, the 
complainant instructed the Southern’s agent at Evansville to 
deliver the shipment to the Luhring Lumber Company. The car 
was placed on the private track of the Luhring company by the 
defendant, C. & E. I. at 7 a. m. June 28. On July 3 the Luhring 
company paid to the Southern all freight and demurrage charges 
demanded. On July 17 the shipment was refused by the Luhr- 
ing company, and on the following day the complainant received 
a letter from the agent of the C. & E. I. notifying it thereof. 
The car was unloaded by the Luhring company on July 22, ap- 
parently, says the report, through some agreement of the two 
lumber companies. Demurrage charges of $83 were collected 
from the Luhring company for that portion of the detention be- 
tween June 28 and July 22. The Luhring company deducted 
these charges in remitting to the complainant. 


Complainant’s claim for reparation included the demurrage 
charges of $55 for the period from July 6 to July 18, inclusive, 
there having been no contention that demurrage did not law- 
fully accrue after notice of refusal having been given by the 
C. & E. I. 

Complainant, the Commission said, contended that the ship- 
ment was “unclaimed” and that detention was due to the car- 
rier’s failure to notify it in accordance with demurrage Rule 4, 
section EH, paragraph 2(b). Setting forth the contention of the 
C. & E. I. and the Commission’s conclusions, the report said: 


Defendant contends that it would not have been justified in 
assuming that the shipment was unclaimed simply because it had not 
been unloaded,. particularly in view of the fact that the consignee 
had paid the freight charges; and that it was under no duty to notify 
the complainant of the refusal of the shipment until July 17, 1922, 
when it was first advised thereof. 

There is merit in defendant’s contention. In Republic Coal Co. 
vs. C., St. P., M. & O. Ry. Co., 85 I. C. C. 331, we said: 

“The term ‘unclaimed’ implies, in the absence of an actual re- 
fusal, the failure of the consignee of the shipment to claim or accept 
it. The mere advice to the carrier that it expects to accept sometime 
is not the equivalent of claiming the shipment, which would con- 
template a demand for delivery and a readiness to pay the charges.”’ 

That decision refers to two elements as necessary to constitute 
a valid acceptance, ‘ta demand for delivery’’ and ‘‘a readiness to pay 
the charges.’”’ In the present case the placement of the car on the 
industry track of thé consignee constituted an actual delivery and 
Satisfied the first element, while the payment of the charges by the 
consignee satisfied the second. element. 


THE TRAFFIC WORLD 803 


Since there was a valid acceptance of the shipment it can not be 
said that it was unclaimed. There was, therefore, no duty of defend- 
— to notify complainant under the so-called unclaimed rule quoted 
above. 

Under the circumstances there was no duty of defendant’s local 
agent to assume that, or inquire whether, the consignee intended 
from day to day to refuse the shipment, delivery of which had been 
effected. The primary cause of the detention was the Luhring 
Company’s failure to unload the car, or to notify defendant that it 
would not accept it. Upon this record there is nothing to indicate 
that defendant had any knowledge of consignee’s intention to refuse 
the shipment prior to July 17, 1922. We find that thé demurrage 
charges assailed were applicable. The complaint will be dismissed. 


CONTRACT APPROVED TEMPORARILY 


The Commission, by means of a mimeographed supplemental 
order in No. 16530, Puget Sound-Portland Joint Passenger-Train 
Service, has approved and authorized, until its further order, ‘a 
new contract proposed by the carriers parties to the joint pas- 
senger train service approved by the Commission by its order 
dated February 9, 1925, in so far as it provides for a division 
of the earnings for which approval and authorization is required 
under paragraph (1), section 5, of the interstate commerce act, 
and for the discontinuance, under the existing contract, of trains 
Nos. 456 and 457. 

This temporary approval is given because the Commission 
is not at this time in a position to give full consideration to an 
application for approval of a new contract, for a period of three 
years from April 1, 1927, and the discontinuance of the trains 
mentioned. A hearing has been had on the application for per- 
mission to make a new contract providing for the continuance 
of the present joint passenger-train service under modified con- 
ditions, and a division of the earnings. The Commission, in its 
supplemental order, said a continuance of the service and divi- 
sion of earnings under the provisions of the proposed contract 
appeared to be in the interest of better service to the public, 
promote economy of operation, not unduly to restrain compe- 
tition and had not been objected to. 


SOUTHERN CLASS RATE CASE 


The Commission, in No. 13494, Southern Class Rate Inves- 
tigation, has denied the petitions of certain carriers in that case 
for a modification of the findings therein in respect of rates 
to and from points in Florida. The petitions set forth the 
changes in conditions which they said had taken place in 
Florida since the taking of testimony in the case and made esti- 
mates of the adverse effect the findings would have upon their 
revenues. 

Generally, if not absolutely in all instances, the petitions 
of the carriers were opposed by the shippers, some of whom 
pointed out that the scales and arbitraries proposed by the 
Commission to be used in constructing rates to and from points 
in the peninsular part of the state would improve a rate situa- 
tion against which they had been fighting and which was based 
upon the theory that rates to and from the peninsula should 
be based upon two components, one for the haul to Jacksonville 
and the other beyond. 

The denial was made in a short formal notice to that effect, 
without any discussion of the points made by the carriers in 
their petitions. 


DIRECTOR GENERAL TO SUE 


As the result of enactment of the Newton law amending 
section 206 of the transportation act, Sidney F. Andrews, assist- 
ant director general and general solicitor of the Railroad Ad- 
ministration, has instructed railroad officials handling claims 
of the Railroad Administration against shippers for recovery 
of charges for services rendered in the period of federal control 
to place such claims in suit under circumstances set forth in 
the instructions. It is estimated that there are approximately 
700 or 800 claims as to which it may become necessary, from 
the viewpoint of ‘the Railroad Administration, to institute suit. 
The instructions referred to are set forth in Circular No. 69, of 
the division of law of the Railroad Administration, as follows: 


Your attention is directed to the following amendment to the 
— act, 1920, approved March 4, 1927, and effective that 
ate: 

“Section 206 of the transportation act 1920, as amended, is 
amended by adding at the end thereof a new sub-division to read 
as follows: 

(j) ‘“‘All actions at law and claims by or on behalf of the United 
States for the recovery of any charges, or any part thereof, for 
services rendered during the period of federal control by any rail- 
road or system of transportation possessed, used, or operated by the 
President (under the provisions of the federal control act, or the 
act of August 29, 1916), shall be begun or made before the expiration 
of ninety days after this sub-division take effect, and not after.” 

In view of the limitation thus prescribed it becomes urgent that 
immediate steps be taken to dispose of the remaining unadjusted 
claims embraced in said amendment arising out of the federal op- 
eration of your railroad. To that end, please review such claims 
in regard to which you have the investigation file. If you are satisfied 
that litigation would be of no avail, the file should at once be trans- 
mitted to this office with your advice to that effect. If the investiga- 
tion has not been completed or if the prospect of a recovery is not 
improbable, such claims should be placed in suit so as to stay the 
running of the statute and their further prosecution may then be 
determined as subsequent developments may warrant. 

In accordance with previous instructions we presume that all 
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unadjusted federal items have been transferred by your accounting 
department to your department but it may be that some items of 
this character are still under investigation in your accounting de- 
partments. Such departments, therefore, should be called upon by 
you to turn over to your office at once all outstanding items for 
action thereon by you as indicated herein. 


WOOL RATES INVESTIGATION 


The Boston Wool Trade Association has petitioned the 
Commission for reopening of Wool Rates Investigation, 1923, 
dockets Nos. 13272 and 14787, for the purpose of oral argument. 
The petitioner said the case was submitted upon brief without 
oral argument and was decided January 3, 1927, 120 I. C. C. 493. 

The complaint sought an order requiring the issue of a 
through bill of lading on wool in the grease, in bags, from points 
of production in the United States, west of the 100th meridian, 
to Boston and other north Atlantic ports via Pacific coast ports, 
through the Panama Canal, and the establishment of through 
routes and joint through rates via such routes. The Commission 
denied the prayer for relief and dismissed the complaint. 

Petitioner said complainants were not so much interested 
in the measure of the through rate as they were in the estab- 
lishment of a joint through rate with a through bill of lading. 
It said the Commission was divided in its view, the decision 
having been by a vote of six to four. é 

“The Panama Canal,” petitioner said, “having been con- 
structed from funds raised by taxation of all the people of the 
United States, should be available to all upon such terms as 
will afford the greatest opportunity for use.” 

The petitioner said the matters of joint through rates via 
the Panama Canal and the issuance of a through bill of lading 
were of great public moment and vitally affected the prosperity 
of both the producer of wool in the United States and of com- 
plainants in the case. 





INSTRUCTIONS UNDER 20-A 


The Commission has issued an order revising instructions 
to carriers in relation to the issuance of securities under section 
20-a of the interstate commerce act. These instructions super- 
sede instructions issued July 22, 1924, and supplements thereto. 
The instructions relate to the form of applications and the in- 
formation to be submitted to the Commission in connection with 
applications under section 20-a. 


RATE ON SCRAP STEEL RAILS 


Hearing in docket 8966, Hyman-Michaels Company against 
the Michigan Central and others, was held in Chicago before 
Examiner Mullen March 19. 

L. P. Day, representing the Michigan Central, explained that 
the complaint involved charges on 29 carloads of scrap steel 
rails shipped from Lawton, Mich., to St. Louis, East St. Louis, 
Aurora, Ill., and Chicago. He said the defendant had reached 
an agreement with the complainant dnd asked that the case be 
handled on the Commission’s special docket. He submitted a 
statement of the basis of the proposed settlement and explained 
that the rates echarged were legally applicable class rates from 
the origin involved, but that it was usual for the commodity 
in issue to move on commodity rates in the territory. He sub- 
mitted rate comparisons to establish the equity of the basis of 
the proposed settlement. The rate charged to Aurora was 
$4.10; to East St. Louis and St. Louis, $5; to Chicago, $3.40. 
Reparation to the following figures, respectively, was proposed: 
$3.40, $4.25, and $2.70. 


CHANGES IN DOCKET 


Fourth Section Petition filed by Boston & Maine in re 
authority to establish rates on anthracite coal (prepared sizes) 
from mines in Pennsylvania, on the Lehigh Valley R. R., L. & 
N. E. R. R., Reading Co., C. R. R. of N. J., Erie R. R., N. Y. O. 
& W. R. R., via the N. Y. C. and Rotterdam Jct., N. Y., and 
the B. & M. R. R. to Lynn, Salem-Beverly, and Newburyport, 
Mass., was set for hearing March 25 at Hartford, Conn., before 
Examiner McGrath. 

Fourth Section Petition filed by the Boston & Main R. R. for 
and on behalf of carriers parties thereto, for authority @ estab- 
lish and maintain rates on anthracite coal from mines on the 
L. V. R. R., L. & N. E. R. R., Reading Co., C, R. R. of N. J., 
Erie R. R.,N. Y. O. & W. R. R., viaN. Y. C. R. R., or W. S, 
R. R., Rotterdam Jct., and B. & M. R. R. to Boston, Mass., and 
points taking same rates, same as rates in effect on anthracite 
coal from mines on D. & H. R. R. and D. L. & W. R. R. via 
Mechanicsville, N. Y., and B. & M. R. R. to Boston, Mass., and 
points taking same rates, set for hearing March 25 at Hartford, 
was omitted by mistake from the March 19 Traffic World. 

Argument in No. 18380, Stephens Paper Mills vs. Penna. 
R, R. et al., assigned for March 23, at Washington, D. C., was 
postponed to a date to be hereafter fixed. 

Hearing in fourth section application No. 11863 et al., as- 
signed for March 25, at Hartford, Conn., before Examiner Mc- 
Grath, was reassigned for March 25, at Boston, Mass., before 
Examiner McGrath. 

Hearing in fourth section petition, filed by the Boston & 
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Maine, shown last week as set for Galveston, Tex., March 25, 
should have been shown under March 25, Hartford, Conn. 


SCRAP IRON CONFERENCE 


D. T. Lawrence, chairman of the Official Classification Com- 
mittee, has sent to the scrap iron industry a notification of a 
special conference, to be held by shippers and the Consolidated 
Classification Committee, at the Transportation Building, Wash- 
ington, D. C,, April 4, to attempt an answer to the long standing 
question: “What is scrap iron and steel?” 

The matter was raised in the consolidated committee’s 
docket No. 29, subject No. 154, where it was proposed to sub- 
stitute for the present Note 8, which simply states that the rat- 
ings mentioned in Items 17 and 18 on page 251 of Consolidated 
Classification No. 4 “apply on scraps or pieces of iron or steel 
having value for remelting purposes only,” a new note to read 
as follows: 


Ratings apply on articles or pieces of iron and/or steel which 
can be transported in open top cars without damage from weather 
or breakage. Such articles or pieces, in the condition in which 
tendered for transportation, must be worthless for the purpose origi- 
nally intended or originally used and must be commercially known as 
scrap. When tendered for transportation shipper must certify on 
bill of lading that the commodity was sold as scrap and the ship- 
ment complies fully with all of the above required conditions. 


The conference to be held on April 4 is an outgrowth of 
the hearing on the above proposal, held in New York, in January, 
at which it was determined to sound the sentiment of the scrap 
industry generally before modifying the present note. 


REPARATION ASKED 


Hearing in docket 18896, F. Wieber and Son against the 
Cc. M. & St. P. and others, was held in Chicago before Examiner 
Mullen March 21. The complainant alleges that rates on fresh 
meats and packing-house products, in straight and mixed car- 
loads, shipped in 1925 and 1926, from South St. Paul to Houghton, 
Mich., were unreasonable. The Commission is asked for repara- 
tion. 

The shipments moved at a rate of 72 cents on fresh meats 
and 38.5 cents on packing-house products. In docket 16095 the 
Commission found those rates unreasonable and on July 17, 1926, 
ordered the establishment of rates of 57.5 cents on fresh meats 
and 34.5 cents on packing-house products. Reparation to the 
basis of those rates was asked. 

F. Weiber, Jr., and G. F. Tally, assistant to traffic manager, 
Swift and Company, witnesses for the complainant, explained 
that the Commission had ordered reparation in that case and 
that complainant’s failure to enter it as an intervener made 
necessary the filing of the instant complaint. They testified 
that the shipments involved had been purchased f. o. b. South 
St. Paul, from Swift and Company, and that complainant had 
borne the freight charges. Approximately $6,200 was asked in 
reparation. 

Defendants were not represented at the hearing. 


MOVEMENT OF EXPLOSIVES, ETC. 


The railroads of the United States and Canada in 1926 han- 
dled more than two million freight cars loaded with high ex- 
plosives, acids, inflammable liquids and other dangerous ma- 
terials with only the loss of three lives, according to a report 
of the Bureau of Explosives of the American Railway Associa- 
tion, summarized as follows: 


The loss of these three lives was due entirely to explosions 
of gasoline while in transit. 

There was not a fatality in 1926 due to the transportation of 
dynamite and other high explosives or acids which are carried in 
large quantities by the railroads. 

The carriers are required to transport many hazardous articles 
which involve the greatest potential hazard they are called upon to 
face. Considering only three of the most dangerous articles shipped 
by rail, the railroads transport each year abount five million pounds 
of dangerous explosives; over five million tons of acids and over 
twelve billion gallons of gasoline. This requires over 25,000 freight 
trains of eighty cars each with fifty pounds of lading in each car. 
If similar data for all of the other dangerous articles were available, 
the number of trains required would be increased many times. Since 
the presence of favorable conditions will bring into life the natural 
tendencies of these commodities to cause fires or explosions, we can 
appreciate the ever present chances for damage to life and property. 
Each wise precaution taken removes one or more of these chances. 

The loss of only three lives during the year, despite the dan- 
gerous nature of the commodities and the large tonnage hauled, has 
only been equaled once—in 1920—when, however, the tonnage for 
such commodities was somewhat less than in 1926, 

Thirty-eight persons were injured in 1926, according to the re- 
? a constitutes a new record. The lowest previous record was 
1 in . 

The property loss in connection with the transportation of ex- 
plosives, acids and inflammable materials in 1926 was $1,114,067, com- 
pared with $1,055,469 in 1925. Losses in 1926 were not as low as the 
record of $812,520 established in 1923 but they were lower than the 
average for the last ten years. Eighty per cent of the total property 
loss or $1,008,242 was caused by inflammable liquids in 1926 and fifty- 
six per cent or $636,647 by gasoline alone. In 1925, losses due to 
gasoline amounted to $647,256. 

Gasoline still holds a firm grip on the leadership as the most 
dangerous of the inflammable liquids carried. Of all dangerous 
articles, it is shipped in by far the largest tonnage and in _ the 
greatest average bulk per container, as most of it is handled in 
tank cars. Crude petroleum oil comes next to gasoline as a loss 
producer. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of Wisconsin.) In carrier’s action for re- 
fund of consignee’s damage claim, evidence held to sustain find- 
ing that affidavit on which carrier paid claim was not false.— 
Chicago, M. & St. P. Ry. Co. vs. Malleable Iron Range Co., 212 
N. W. Rep. 279. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) P. L. 1926, p. 219, amend- 
ing act approved March 17, 1916, P. L. 1926, p. 226, amending 
act approved April 21, 1911, placed motor vehicles used to trans- 
port passengers for hire under control of the Board of Public 
Utility Commissioners, and divested towns of power to fix and 
regulate by ordinance passenger fares thereon.—Morrison et al. 
= Town of West New York, and five other cases, 136 Atl. Rep. 
175. 

(Supreme Court of New Jersey.) Pedestrian, having walked 
across street while reading newspaper, after noticing bus 150 
to 200 feet away, held guilty of contributory negligence, barring 
recovery for injuries, regardless of bus driver’s negligence.— 
Petras vs. Public Service Transp, Co., 136 Atl. Rep. 189. 

(Supreme Court of Oregon.) Carrier, attacking an intra- 
state rate established by order of Public Service Commission, 
must show by clear and satisfactory evidence that order estab- 
lishing rate is not supported by substantial evidence or for some 
other reason is unlawful, unreasonable, or unjustly discrimi- 
natory; otherwise order must stand, in view of Or. L., sec. 5855, 
5856.—Oregon-Washington R. & Nav. Co. et al. vs. Corey et al., 
256 Pac. Rep. 955, 

Unless findings are not supported by substantial evidence, 
or there is irregularity in proceedings, or some error in applica- 
tion of rules of law, findings and orders of Public Service Com- 
mission on question whether old rates were unreasonable or 
discriminatory and whether new rates are reasonable and not 
discriminatory, are conclusive upon courts.—Ibid. 

That financial distress of farmers was principal cause which 
impelled commission to investigate railroad rates, did not affect 
validity of rates fixed, where large number of persons urged 
commission to establish more reasonable rates, since in such 
case it was commission’s duty to investigate and substitute rea- 
sonable rates for those found unreasonable.—Ibid. 

Twenty cents per ton lower rate from Hermiston, Ore., to 


Portland, than from Touchet, Wash., to Portland, held not to . 


create unlawful discrimination against interstate commerce, con- 
sidering difference in length of two hauls.—lIbid. 


Public Service Commission had power to abolish arbitrary 
charge included in charge for shipments over branch roads and 
make rate apply equally to both branch and main lines of any 
carrier, if it was sufficient to compensate carrier for greater cost 
of branch line traffic.—lIbid. 

Fixing of intrastate rate, which compels interstate carrier 
to make like deduction of same arbitrary charge to obtain its 
share of traffic, is not unlawful discrimination against interstate 
commerce as matter of law, where rate fixed is reasonable for 
services rendered.—Ibid. 

Courts cannot pass upon conflict of testimony nor determine 
weight of evidence in its bearing on reasonableness of railroad 
rate, since these questions are for Public Service Commission 
only,—Ibid. 

Public Service Commission had power to establish through 
routes and joint rates over lines separately owned, and to make 
joint rate less than combination of local rates under which traffic 
previously moved.—lIbid. ' 

Burden of proving that joint rate for services rendered, with 
added differential for transportation over two or more separately 
owned lines, fixed by commission, was not reasonable rate, was 
upon carriers attacking it.—lIbid. 

Fact that hay grown in eastern Oregon was of higher value 
than that grown in western Oregon was rightfully not considered 
in fixing maximum distance scale of rates applicable to trans- 
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portation of hay, where there was no such disparity in value as 
justified commission in doing so.—lIbid. 

Where evidence did not show to what extent, if at all, earn- 
ings of carriers had been decreased through putting into effect 
of new rates, there was nothing in record entitling court to set 
aside or vacate rates as being confiscatory, in view of Or. L., 
secs. 5856-5858, 5860.—Ibid. 

Courts have no power to change railroad rates set by com- 
mission, if they are inadequate for services rendered, but com- 
mission must make changes in rates as exigencies of case re- 
quire, in view of Or. L., secs. 5856-5858, 5860.—Ibid. 

(Supreme Court of Arizona.) Information under Laws 1919, 
c. 130, charging defendant with “operating a truck for the trans- 
portation of freight and property * * * for hire and com- 
pensation, over a certain public highway, * * * without and 
before the said (defendant) first obtaining or securing permission 
from, or a certificate of convenience and necessity from, the 
corporation commission,” * * * held demurrable for failure 
to show that defendant was engaged in the business of a com- 
mon carrier.—State vs. Smith, 252 Pac. Rep. 1011. 

It is the duty of the courts, if possible, to construe an act 
to preserve not only its intention but also its validity.—lIbid. 

The Legislature cannot by fiat convert a private carrier 
into a common carrier.—Ibid. 

Laws 1919, c, 130, providing for regulation of transportation 
over public highways, was intended by Legislature to be limited 
to common carriers of freight and passengers.—Ibid. 

Legislature has power to place private carriers under control 
of corporation commission and empower commission to prescribe 
for them regulations necessary for public safety and order in 
respect to their operation on highways and to require them to 
obtain a license before operating, but not to compel to become 
public. carriers.—Ibid. 

(Supreme Court of Washington.) Under Rem. Comp. Stat. 
sec. 10431, validity of order of Public Service Commission, allow- 
ing railroad to close depot during part of war, does not depend on 
proof of changed conditions.—Dryden Cmmercial Club et al. vs. 
Department of Public Works of Washington et al., 252 Pac. Rep. 
911, 

Order of Public Service Commission, under Rem. Comp. 
Stat. sec. 10431, permitting railroad to close depot during part of 
year when business was lightest, held not unreasonable, in view 
of proximity of other stations.—Ibid. 

Court in reviewing order of Public Service Commission per- 
mitting railroad to close depot during part of year, is not at 
liberty to substitute its own judgment as to what the order 
should be, unless it can clearly say that the order is unreason- 
able.—Ibid. 

(Supreme Court of Washington.) To acquire adverse title 
to land granted and conveyed to railroad for right-of-way, ad- 
verse possession must be such as is inconsistent with exercise 
of right-of-way easement.—Netherlands American Mortgage 
Bank vs. Eastern Ry. & Lumber Co., 252 Pac. Rep. 916, 

In suit to quiet title to farm land, on which railway was 
attempting to locate road under right-of-way granted 30 years 
earlier, evidence held insufficient to establish adverse title to 
right-of-way easement, though plaintiffs predecessor in title had 
inclosed farm and cleared land approximately 20 years earlier, 
in view of evidence which showed predecessor in title recognized 
claim to right-of-way.—Ibid. 

Clearing, fencing, cultivating, and cropping of land held, in 
suit to quiet title, insufficient to give notice of intent to deny rail- 
way’s claim to extend its logging road across land under prior 
grant of right-of-way.—lIbid. 


Where grant of right-of-way had been given railroad, it is 
presumed that acts of grantor and his successors in title in 
clearing, fencing, cultivating, and cropping land were done by 
permission until contrary appears.—Ibid. 


As general rule, mere non-user will not of itself extinguish 
easement granting right-of-way in deed, regardless of the length 
of period of non-user.—lIbid. 


Where railroad, which had been granted right-of-way across 
land, used logging road to reach timber, extending it from time 
to time, as timber was consumed, and finally extending road 
through land to which grant was given, evidence held not to 
justify holding of intentional abandonment, although right-of-way 
easement was not exercised until 30 years after grant.—Ibid., 

Mere non-user by railroad of right-of-way easement across 
land held not to cause reversion of right under condition sub- 
sequent to grant by which,right-of-way was to revert to grantor 
whenever failroad to be built and operated over right-of-way 
was discontinued, in view of general rule that mere non-user 
will not impair or defeat right-of-way easement.—Ibid. 

Grant of strips of land for right-of-way on each side of rail- 
way line as line should be laid out held valid as contract vesting 
in railroad company right to select location, which, on being 
recorded, charged subsequent purchasers with constructive no- 
tice.—Ibid. 

Grant to railroad company of strips of land along track as 
it should be laid by railroad involved only right to located track. 
—Ibid. : 
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(Supreme Court of Appeals of West Virginia.) A liability 
insurance policy agrees that the obligations and promises of the 
policy shall constitute a direct liability to any person injured 
as provided for in the policy, whether an action for damages is 
brought against the assured alone or jointly with the company. 
Held, this agreement applies to a joinder of the insurer and the 
assured in an action for damages in which such injured person 
waives the tort and sues upon an implied contract. It does not 
warrant such joinder in an action in tort——Conwell vs. Hays et 
al., Kell vs. Coellis et al., 1386 S. E. Rep. 604. 

Part 1, syl., O’Neal vs. Trans. Co., 99 W. Va. 456, 129 S. E. 
478, negating the joinder of tort and contract in one action, ap- 
plied.—Ibid. 

(Supreme Court of Mississippi, Division A.) Declaration 
alleging contract with railroad company for construction of rail- 
road was assumed by Director-General of Railroads on taking 
over railroads, and subsequently abandoned with resulting dam- 
ages, held to state cause of action which is authorized to be 
brought against agent of President under transportation act of 
1920, sec. 206 (a), being Comp. St., sec. 1007144cc.—Edward 
Hines Yellow Pine Trustees vs. Davis, Director-General of Rail- 
roads and agent of the President, 111 So. Rep. 296. 

Averments of declaration as to assumption of contract for 
construction of railroad by Director-General in taking over rail- 
roads, and his abandonment after partial performance thereof, 
held sufficient to show authority to bring suit against agent, 
under transportation act 1920, sec. 206 (a), being Comp. St., 
sec, 10071%4cc, as against demurrer.—Ibid. 

(Supreme Court of Tennessee.) Priv. Acts 1925, c. 729, re- 
quiring motor driven- vehicles for hire to carry insurance for 
benefit of public, held inapplicable to automobiles not operating 
between fixed termini or over any regular route.—State ex rel. 
Lewis vs. McLemore, 290 S. W. Rep. 386. 

Statutes levying taxes or duties on citizens will not be ex- 
tended, by implication, beyond clear import of language used, 
nor will operation be enlarged to embrace matters not specific- 
ally pointed out.—lIbid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) ; 





(Circuit Court of Appeals, Second Circuit.) Owner of ship 
held not entitled to recover against charterer for special damage 
resulting from loss of charter party, because of charterer’s fail- 
ure to return ship within time stipulated, in absence of pleading 
or proof of custom or usage, or that charterer had notice of 
sbsequent charter party.—Orvig’s Dampskibselskab Aktieselskab 
vs. Munson §S. S. Line, 16 Fed. (2d) 957. 


(District Court, E. D., New York.) Charter, by which char- 
terer hired vessels for specified term at specified hire, and 
assumed exclusive possession, command, and navigation of ves- 
sels, and employed all persons managing and operating them, 
made charterer owner pro hac vice.—The Dutchess. The City of 
New Bern. Shippers’ Nav. Co., Inc., vs. New York Canal & 
Great Lakes Corporation, 16 Fed. Rep. (2d) 1003. 


As respects right to recover for damages, there is no dis- 
[= between absolute ownership and ownership pro hac vice. 


im. lien is essential foundation for a suit in rem. in admiralty. 
ane i ‘ 


One cannot acquire lien on his own property, and charterer, 
being owner pro hac vice of chartered steamers, could not ac- 
+ ty lien against steamers for damages to barge owned by it.— 


Where charterer, because of its ownership pro hac vice of 
barge and steamer, could acquire no lien against steamers for 
damages to barge, owner of barge, on resuming possession 
thereof, could acquire no lien.—Ibid. 

Chartered barge in tow, and steamer towing it, were, for 
purpose of voyage, on which barge was damaged, one vessel, 
operating under common dominion and control.—Ibid. 

. Where owner of barge in tow expressly relieved charterer 
from liability for damages coverable by hull insurance, it could 
not hold steamers demised to same charterer responsible for 
such damages, and underwriter who paid owner under hull policy 
stood in no better position than owner.—Ibid. 

Barge charter requirement that charterer take out tower’s 
liability insurance on all towboats forming part of fleet held 
not to make steamers demised to same charterer, subject to 
lien for damages to barge, where no towboats were mentioned 
in schedule annexed to charter party as constituting part of 
“fleet.”—Ibid. 

Barge charter requirement, that charterer take out tower’s 
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liability insurance on towboats forming part of fleet, held per- 
sonal agreement by charterer.—Ibid. 

No determination affecting rights of charterer of barge can 
be had on libel by owner of barge against steamers damaging 
barge, to which charterer was not party.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Congress has 
power to regulate conduct of domestic merchant ships while on 
high seas or in foreign waters,—Milliken et al. vs. Stone, Atty, 
Gen., et al., 16 Fed. Rep. (2d) 981. 


SHIP OWNER’S RIGHT TO CARGO 


The Supreme Court of the United States, March 21, denied a 
petition for a writ of certiorari in No. 883, Francis H. Leggett 
& Company against 500 cases of tomatoes, and Italia-America 
Shipping Corporation, petitioner, to the Circuit Court of Appeals 
for the Second Circuit. 

The petitioner is the agent in the United States of the Navi- 
gazione Generale Italiana, the owner of steamships operating 
between the United States and Italy, among them being the 
Adige. The Adige, according to the petitioner, received for 
shipment at Naples, Italy, among other cargo, 500 cases of 
tomatoes, and the owner of the vessel issued therefor its regular 
bill of lading whereby it agreed to transport the merchandise 
to New York and there deliver the same to shipper’s order in 
consideration of certain freights and in accordance with such 
terms of said bill of lading as might be valid. The bill of lading, 
among other provisions, stipulated that the master of the vessel 
and the ship owning company should have a lien on the mer. 
chandise for the full payment of every sum chargeable to its 
merchandise. The vessel suffered damage and put in at the port 
of Gibraltar, thereby incurring expenses, the charges for which 
admittedly, petitioner said, constituted general average and 
amounted to approximately $7,000. 

Thereafter the vessel arrived at the port of New York and 
retained possession of all the merchandise discharged from the 
steamer, including the tomatoes, against the payment of all 
charges thereon, including general average. Francis H. Leggett 
& Company, having become prior to the arrival of the vessel the 
owner and holder of the bill of lading and the 500 cases of 
tomatoes, demanded delivery of the merchandise and tendered 
therefor all freight and other charges due thereon except the 
general average charges claimed by the petitioner but offered 
to file as security therefor a surety company bond or make a 
cash deposit with any reputable bank in New York as trustee 
there to be held pending the settlement of general average 
claimed by the owners of the vessel. The petitioner refused to 
accept such security and refused to deliver the merchandise 
except on payment of that portion of the total general average 
contributable by the 500 cases of tomatoes which it had estimated 
in the sum of $40. The Leggett company refused to pay and filed 
a possessory libel in rem against the goods, asserting its right 
to have them summarily delivered to it and demanding enforce- 
ment of that alleged right, petitioner said. Judge Hand, of the 
federal court for the Southern District of New York, sustained 
the right of the Leggett company to obtain possession of the 
goods upon the security offered and ordered that the merchan- 
dise be delivered to the company. The Circuit Court of Appeals 


‘affirmed the decree of the district court. 


The petitioner said the question involved in the case was 
the following: 

Is a ship owner, which since time immemorial has had the 
right to retain, or to assert a possessory lien on cargo, to secure 
its contribution in general average, required to surrender that 


security when other security in the nature of the obligation of a 
surety company or trustee is tendered? 


REFUSED TO STATE 


The Supreme Court of the United States, March 21, denied 
motions for leave to file petitions for writs of mandamus and 
motions for temporary stay in State of Louisiana ex rel. Percy 
Saint, attorney-general, vs. Louisiana Western, and similar pro- 
ceedings against the Franklin & Abbeville, Lake Charles & 
Northern, and Morgan’s Louisiana & Texas. (See Traffic World, 
March 19, p. 746, under heading, “State Asks Mandamus.”) The 
state of Louisiana, by going to the Supreme Court, sought an 
order requiring the remanding of litigation begun in the state 
court in Jefferson Davis parish, La., but taken by the Southern 
Pacific to the federal court at Lake Charles, La., to the state 
court in Jefferson Davis parish, with a view to_preventing the 
removal of the general accounting office of the Southern Pacific 
lines from New Orleans to Houston, Tex. 


LOSS OF EXPRESS PACKAGE 


In No. 233, American Railway Express Company et al., peti- 
tioners, vs. Jacob Kriger, the Supreme Court of the United 
States, March 21, per curiam, reversed the Supreme Court of 
Tennessee on authority of Barrett vs. Van Pelt, 268 U. S. 85, 90; 
Davis vs. John L. Roper Lumber Company, 269 U. S. 158, and 
Chesapeake & Ohio vs. Thompson Manufacturing Company, 270 
U. S. 416. The Supreme Court of Tennessee affirmed a judgment 
of the Court of Civil Appeals of Tennessee in favor of Kriger, 
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in the sum of $100, with interest and costs, for alleged negligent 
loss of a package shipped by express. The express company 
contended that Kriger could not maintain the suit because he 
did not comply with the condition precedent in Clause 7 of the 
Uniform Express Receipt, requiring such claim to be filed in 
writing within four months after a reasonable time for delivery 
of the shipment had elapsed. 


TAX CASE DECISION 

in No. 226, Thomas E. Williams, as state tax commissioner of 
the state of Nebraska et al., appellants, vs. Chicago & North 
Western, the Supreme Court of the United States, March 21, 
per curiam, affirmed the district court of the United States for 
the district of Nebraska, on the authority (1) of Greene vs. Louis- 
ville & Interurban Railroad Company, 244 U. S. 499, 516; Sunday 
Lake Iron Company vs. Township of Wakefield, 247 U. S. 350, 
352; Sioux City Bridge Company vs. Dakota County, Nebraska, 
260 U. S. 441, 445; and Taylor vs. Louisville & Nashville Rail- 
road Company, 88 Fed. 350; and (2) of Crawford vs. Neal, 144 
U. S. 585, 596; Furrer vs. Ferris, 145 U. S. 132, 134; and Warren 
vs. Keep, 155 U. S. 265, 267. 

The Chicago & North Western instituted the suit to enjoin 
the collection of taxes that it alleged to be illegal because its 
property was intentionally and systematically overvalued for 
taxing purposes while the property of other taxpayers was under- 
valued. Judgment was entered generally for the railroad com- 
pany in the court below. 


ACTION IN PERSONAL INJURY CASES 

The Supreme Court of the United States, March 21, in No. 
256, Atlantic Coast Line, petitioner, vs. George L. Wimberley, 
Jr., administrator of R. C. Murray, per curiam, reversed the 
Supreme Court of North Carolina on authority of St. Louis-San 
Francisco vs. Mills, 271 U. S. 344, and Chicago, Milwaukee & 
St. Paul vs. Coogan, 271 U. S. 472. A verdict for damages was 
upheld in the lower court. 

In No. 886, Philadelphia & Reading, petitioner, vs. William 
A. Auchenbach, and in No. 899, Alice A. Bauchspies, petitioner, 
vs. Central Railroad of New Jersey, petitions for writs of cer- 
tiorari were denied. 

In No. 891, Gulf, Mobile & Northern, petitioner, vs. L. G. 
Touchstone, a petition for a writ of certiorari was granted. 


WILL LOOK INTO OIL RATES 


The Supreme Court of the United States, March 21, decided 
to review cases involving the applicability of rates on petroleum 
and petroleum products transported from Florida ports to points 
within the state of Florida. It granted petitions for writs of 
certiorari in No. 872, Atlantic Coast Line vs. Standard Oil Com- 
pany of Kentucky, and in No. 873, Standard Oil Company vs. 
Atlantic Coast Line. (See Traffic World, March 12, p. 670.) The 
court also set aside an order of November 23, 1926, denying 
petitions for writs of certiorari in No. 653, Seaboard Air Line 
Railway Company vs. Florida ex rel Burr, and No. 654, Atlantic 
Coast Line vs. Florida ex rel Burr, and granted the petitions for 
writs of certiorari in those cases which also involve applicability 
of rates on petroleum and petroleum products, 


SEABOARD LOSES CASE 


In No. 234, Seaboard Air Line vs. United States, the Supreme 
Court of the United States, March 21, per curiam, affirmed the 
Court of Claims on authority of St. Louis, Brownsville & Mex- 
ico Railway Company vs. United States, 268 U. S. 169, and South- 
ern Pacific Company vs. United States, 268 U. S. 263. 

The Seaboard said the case was “in its twenty-third year.” 
It said that, on various issues, it had been heard by the Court 
of Claims three times and by the Supreme Court of the United 
States twice. It said the origin of the suit was in the denial by 
government officers to carriers, during and after the war with 
Spain, of payment, to the maximum amount of 150 pounds per 
Capita of troops transported, for freights, which were the prop- 
erty of the government. The Court of Claims found against 
the Seaboard. 


CERTIFICATES NOT ASSETS 


The Supreme Court of Ohio, in a number of cases in which 
the Pennsylvania Railroad Company sought reversal of orders 
of the Ohio Public Utilities Commission authorizing holders of 
certificates of public convenience and necessity for operation 
of bus Ines to sell them to the Buckeye Service Company, has 
reversed the state commission’s orders, holding that such certi- 
ficates do not have the attributes of property, according to a 
bulletin issued by the bus division of the American Auto- 
mobile Association. 

In its opinion, the Ohio Supreme Court said the record dis- 
Closed that the Buckeye Service Company was a corporation 
organized under the laws of Ohio, with an authorized capital 
stock of 2,000 shares without nominal or par value and that 
it had sold 25 of the shares to five persons for the sum of $100 
a share. The court said its assets at the time of the hearing 
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consisted of the money received from the sale of the stock, 
$250,000 borrowed from the Highway Transportation Corpora- 
tion; the contracts of purchase of used equipment and its con- 
tracts for twelve motor busses, to cost approximately $84,000, 
upon which a small initial payment had been made; the claimed 
assets of the contracts of purchase of the certificates of public 
convenience and necessity, and pending applications for certifi- 
cates of public convenience and necessity. 

The court said the record disclosed that the company’s 
liabilities exceeded its assets and that it had obligated itself 
to pay the approximate sum of $157,300 in excess of the value 
of equipment for. the certificates of public convenience and 
necessity. 

Continuing, the court, in part, said: 


The legislature has imposed in the Public Utilities Commission 
discretion to grant or withhold its consent to the transfer of 
certificates of convenience and necessity. Section 614-87A, Gen- 
eral Code, after providing for the contingency of the death of 
a certificate holder and for the contingency of the dissolution 
for any cause of a partnership holding a certificate, provides; 
“In all other cases a certificate of public convenience and neces- 
sity shall not be transferred except with the consent of the com- 
mission, after a public hearing had thereon,” the only expressed 
limitation upon such discretion being that its exercise must be 
preceded by a public hearing upon the question of the transfer,, 
the implied limitation being that the purchaser be first found to 
possess the qualifications essential to an original recipient of a 
certificate of public convenience and necessity. That is, that he 
must be a person of such character and habits as to justify the 
Public Utilities Commission in granting him a license to use the 
public highways for the operation of a motor transportation line, 
and that he must possess the financial ability to enable him to 
properly and continuously serve the public convenience and 
necessity. 

This court has repeatedly declared that a certificate of con- 
venience and necessity, issued by the Public Utilities Commission 
to a motor transportation company, is not a franchise and that 
the holder of such certificate does not thereby acquire a property 
right in the route covered by such certificate; that the issuing of 
such certificate is authorized only for the purpose of promoting the 
public convenience and necessity, and not for the purpose of con- 
ferring upon the holder of such certificate any proprietary interest 
or franchise in the public highways; that the purpose in limiting 
the number of certificates that may be granted over the same route 
is to promote the public convenience and necessity by restricting 
the number of busses to the needs of the public, and thus occasion 
as little inconvenience as possible to the public using the high- 
way in the usual and ordinary way, and to insure to the holder of 
the certificate such immunity from competition as will enable 
him to serve the public convenience and necessity by regular and 
continuous public service; that a certificate of convenience and 
necessity is in the nature of a revokable personal permit, and has 
not the attributes of a property right. ... 

It has been, and now is, the judgment of this court that the 
purpose of the motor transportation legislation is to secure to 
the public necessary and convenient common carrier service over 
the highways, but not to surrender any of the rights of the public 
highways to persons, partnerships or corporations operating motor 
transportation lines; that such certificates are issued for the ben- 
efit of the public and not for the benefit of the recipient, are per- 
sonal in their character, and do not have the attributes of property. 

Since a certificate of public convenience and necessity to 
operate a motor transportation company over a designated portion 
of the public highways does not confer upon the recipient anything 
more than a revokable permit, and can only be granted for the 
reason that the public convenience and necessity require it, and 
the character, amount and price of such service, as well as the 
competition in such service, are under the direct control of the 
state, through the Public Utilities Commission, and the operation 
of a motor transportation line under such certificate does not 
involve the acquisition or erection of a plant, the acquisition or 
construction of a roadway, or the fabrication of machinery pecu- 
liar to or especially for operation under such certificate, the holder 
of such certificate does not acquire any additional rights there- 
under, in the nature of good will or going concern, by reason of 
his operation under such certificate. 

Good will as a capital asset does not attach to the property of 
a motor transportation public utility which has secured a 
monopoly by law or by state control of competition; nor does 
it attach to a revokable permit to use the public highways to serve 
the convenience and necessity of the public. 

In determining solvency, sums paid for a certificate may not, 
be considered in determining the amount invested in such oper- 
ation or in determining the capital assets of a motor transporta- 
tion company. The fact that an applicant for consent to purchase 
a certificate has agreed to pay for the transfer of such certificate 
a price greatly in excess of the value of the equipment acquired 
with the transfer requires the conclusion that such excess sum 
so expended will be an added burden to the service, which the 
public will be required to sustain. An order consenting to such 
transfer is unreasonable and unlawful, unless it be made to appear 
that it is not the design or purpose to credit the capital assets 
of such purchasing motor transportation company with the excess 
sum so expended, and that such expenditure will not affect the 
solvency of the purchaser. 


FOURTH SECTION PROSECUTION 


The Commission has been advised that a jury in the United 
States court at Albany, N. Y., has rendered a verdict of guilty 
in the prosecution of the Delaware & Hudson, on information, 
accusing it of violating the long-and-short-haul part of the fourth 
section in the making of rates on bird’s-eye anthracite coal from 
Archbald and Carbondale, Pa., to Thomson and Ondawa, N. Y., 
points on the Greenwich & Johnsonville. A fine of $700 was 
assessed. The rates were alleged to have been in disregard of 
the fourth section for a year and nine months. (See Traffic 
World, October 16, 1926, p. 871.) 

The violations alleged arose in connection with rates ordered 
into effect with the Commission’s reports on United Paper Board 
Co., Inc., vs. Greenwich & Johnsonville et al., 83 I. C. C. 712, 
and 102 I. C. C. 502. 
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FREIGHT CHECKING PLANS OPPOSED 
The Traffic World New York Bureau 


The provisions of the Fess amendments to the Pomerene 
bill of lading act put undue burdens on the rail carriers by re- 
quiring employment of additional checkers, according to state- 
ments made at the hearing before the committee on commerce 
of the American Bar Association in New York. P. M. Pogue, 
chairman of the committee, presided. R. C. Fyfe, representing 
the Consolidated Classification Committee of the railroads and 
the western bill of lading committee, said it was impracticable 
to check carload freight at team tracks at small stations. With- 
out one man to each car this plan would be unworkable, he 
declared. He said there had been no demand from shippers for 
such checking, and he expressed the belief that the plan was 
intended to be applied chiefly on shipper’s order bills of lading 
and that it was advanced at the request of banking interests. 
The percentage of freight moving on such bills of lading, he 
added, was a small percentage of the total. 

Inclusion of shippers’ weight and descriptions in bills of 
lading, which would be prohibited by the Fess measure, he said, 
was important to the carriers. The latter also protested, he 
said, against being held responsible for improper loading and 
stowing. 

At the suggestion of Chairman Pogue and Julius Henry 
Cohen, a member of the committee, it was arranged that repre- 
sentatives of the carriers and the shippers shall endeavor to 
get together and work out a plan to meet the requirements of 
both in friendly conference. The results of this conference are 
to be submitted to the committee before June 1 so that they 
may be embodied in the committee’s report to the association. 

Others speaking in opposition to the Fess amendments were 
E. H. Dulaney, of Atlanta, representing the bill of lading com- 
mittee of the southern roads, and C. S. Jefferson, attorney for 
the Western Classification Committee. 

It was pointed out by Chairman Pogue that the checking 
system had been established by law in Canada and was in gen- 
eral use on the railroads touching the Canadian border. Mr. 
Fyfe, in reply, pointed out that the railroads were willing to ex- 
tend this accommodation in special cases, but that, to apply it 
generally, would result in tremendous expense. If goods were 
checked into cars, he said, they must also be checked out and 
all shippers would demand clean bills of lading with consequent 
multiplication of controversies and claims. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 19, totaled 14,590 cars, as compared with 15,921 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 1,081 cars; asparagus, 43 cars; cauliflower, 208 cars; cab- 
bage, 685 cars; celery, 967 cars; cucumbers, 10 cars; eggplant (im- 
ports), 19 cars; grapefruit, 685 cars; imports, 22 cars; green peas, 
84 cars; imports, 17 cars; lemons, 255 cars; lettuce, 943 cars; imports, 
2 cars; mixed citrus fruit, 203 cars; mixed vegetables, 710 cars; im- 
ports, 18 cars; onions, 331 cars; spinach, 405 cars; strawberries, 276 
cars; string beans, 159 cars; oranges, 2,114 cars; imports, 26 cars; 
pears, 38 cars; peppers, 32 cars; imports, 49 cars; sweet potatoes, 
399 cars; tomatoes, 527 cars; imports, 227 cars; potatoes, 4,357 cars; 
imports, 256 cars. 


LUMBER SHIPMENTS 


A study of reports received by the National Lumber Manu- 
facturers’ Association from 328 of the leading softwood mills 
of the country indicated that the volume of new business, for 
the week ended March 19, was equal to that of a year ago. 
Because the order file of these lumber mills has heretofore been 
smaller, since the beginning of the year than it was in 1926, the 
return to par is significant. The week’s production was prac- 
tically the same as that of the preceding week, and the same 
is true of shipments and new business, with a little edge in 
favor of last week, in respect to shipments. The hardwood op- 
erations, with eight fewer mills reporting last week, appear to 
have about the same volume of production, a substantial gain 
in shipments and an even larger gain in new business. .Com- 
pared with a year ago, however, new business appears to have 
fallen off, the same is true of shipments and also of production. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
ie _— associations, for the three weeks indicated; 000s 
oO ed: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

~ . Soerreerere 307 136 352 144 305 13 

Production ....182,352 21,270 233,578 24,253 182,393 21,036 

Shipments ....195,133 22,723 229,941 24,246 191,290 20,520 
Orders (New 

Bus.) ......206,583 24,304 233,197 25,159 206,674 21,090 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 29,000,000 to production, 27,000,000 to shipments and 
28,000,000 to orders in comparing softwood with last year. 
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The following revised figures compare the lumber movement 
of the same regional associations for the first eleven weeks of 
1927 with the same period of 1926; 000s omitted: 


Production 


Shipments Orders 


Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
SEE cimnsee 2,017,103 324,693 2,023,581 314,452 2,186,348 327,963 
EGE bcseccus 2,318,951 280,346 2,414,324 272,487 2,515,737 291,756 


ROLLING STOCK ADDITIONS 


Class I railroads in the first two months this year installed 
305 locomotives, according to the car service division of the 
American Railway Association. This was a decrease of 61 loco- 
motives under the number installed in the corresponding period 
in 1926 but an increase of 13 over the number installed in the 
corresponding period in 1925. Of the total number installed so 
far this year, 160 were placed in service in February. Locomo- 
tives on order on March 1 this year totaled 276, compared with 
441 on the same date in 1926 and 293 on the same date in 1925. 

Freight cars installed in service the first two months this 
year totaled 10,621, a decrease of 2,196 under the corresponding 
period in 1926 and a decrease of 17,499 under the corresponding 
period in 1925. Freight cars installed in February this year 
totaled 5,137, including 1,277 box cars, 1,689 coal cars and 1,019 
refrigerator cars. Class I railroads on March 1 had 29,395 freight 
cars on order, compared with 50,947 on the same date in 1926 
and 50,629 on the same date in 1925. 

The figures as to freight cars and locomotives include new 
and leased equipment. 


JANUARY RAIL EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads, for January, 1927 and 
1926, for the United States as a whole, follow: 

1927 1926 
Average number of miles operated........ 237,901.29 237,121.82 





Revenues: 
PEE. KcicawademoinGabacwetios wieeesaee $357,840,124 $347,798,263 
RE ae ee *85,974,997 789,594,278 
BN Uirak,4.cicteiaelacine ddweiiiiedecesodee ee ,867, ,013,644 
IE Seal cxalandacarecachrinhte dend-ce4.c'breine-aiea' 8,797,605 9,811,943 
All other transportation............... 15,550,855 15,536,321 
are 10,181,058 9,985,825 
Joint facility—Cr 1,236,136 1,081,830 
Joint facility—Dr 443,576 403,913 
Railway operating revenues....... 487,004,336 481,418,191 

Expenses: 
Maintenance of way and structures... 59,857,245 58,873,070 
Maintenance of equipment............ 106,120,275 105,464,167 
ME <a anb ds alee cada ancwete Cede e ees 9,851,363 9,018,107 
IND: | db: Ges cdeedeuiddinernee se 191,541,180 186,901,559 
Miscellaneous operations ............. 4,809,324 4,575,043 
RAMA Shs eee 16,293,434 15,172,931 
Transportation for investment—Cr.... 983,459 1,071,569 
Railway operating expenses....... 387,489,362 378,933,308 
Net revenue from railway operations...... 99,514,974 102,484,883 
FRADE THE GOOTORR ccc ccccccccccccceccece 29,338,232 28,660,890 
Uncollectible railway revenues............ 102,936 0,755 
ilway operating income............. 70,073,806 73,713,238 
Equipment rents—Dr. balance............. 6,583,554 5,939,379 

Joint facility rent—Dr. balance............ 1,911,557 


Net railway operating income........ 61,578,695 
Ratio of expenses to revenues (per cent).. 79.57 
*Includes $3,338,512 sleeping and parlor car surcharge. 
fIncludes $3,386,837 sleeping and parlor car surcharge. 





CAR SURPLUS AND SHORTAGE. 


The average daily surplus of freight cars in the period 
March 1-7, inclusive, was 267,616, as compared with 275,153 cars 
in the preceding period, according to the car service division of 
the American Railway Association. The average daily shortage 
was 109 cars, made up 35 flat and 74 gondola cars. The surplus 
was made up as follows: 


Box, 120,397; ventilated box, 349; auto and furniture, 15,905; total 
box, 136, 651; flat, 8,407; gondola, 42,770; hopper, 39,433; coke, 775; 
S. D. stock, 22,123; D. D. stock, 3,703; refrigerator, 12,503; tank, 234; 
miscellaneous, 1,017. 


Canadian roads reported a surplus of 19,903 cars, made up 
of 16,500 box, 1,550 flat, 250 gondola, 750 S. D. stock, 600 
refrigerator, and 253 miscellaneous cars. 


COAL PRODUCTION AND SHIPMENT 


The total production of soft coal the week ended March 12 
was estimated at 13,800,000 net tons by the Bureau of Mines 
of the Department of Commerce. This was the highest weekly 
figure recorded since December 11, and far exceeded the pro- 
duction at the corresponding season of any earlier year, accord- 
ing to the bureau. : 

Anthracite production showed a decided increase the week 
ended March 12. The total output was estimated at 1,488,000 
net tons, a gain of 22.9 per cent over the preceding week. 

Tidewater bitumious coal shipments the week ended March 
12 were reported as follows: From Hampton Roads, 603,591 
net tons, of which 378,587 tons were for New England delivery; 
from Charleston, S. C., 5,621 net tons. 
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Perishable Protective Services 
Sixth of a Series of Ten Articles on This Subject, Written for The Traffic World by G. Lloyd 


Wilson, Ph.D., Assistant Professor of Commerce 


Ice and Salt Replenishment Services 


A section of the Perishable Protective Tariff is devoted to a 
set of special rules and regulations governing the services of 
replenishing ice, salt, or ice and salt, in transit in connection 
with carload shipment of the following perishable commodities: 
Ale, beer, beverages, butter, butterine, cheese, clams, crabs, eggs, 
game, fish, lobsters, meats, oleomargarine, oysters, packing-house 
products, poultry, dressed. 


The refrigeration charges provided in this section are ap- 
plied on shipments of these commodities, and the rules. govern- 
ing the services are applied when the rules and charges in 
the sections of the tariff governing stated refrigeratiorf charges 
and rules do not conflict. When there is such a conflict the 
provisions of the rules and charges provided in the stated re- 
frigerated section takes precedence over the rules and charges 
applicable to the replenishment of ice and salt.’ 


The stated replenishing charges provided in the section of 
the tariff, as supplemented, apply both as local and proportional 
charges from the points from which charges are published. The 
charges, however, do not include any expenses to cover the cost 
of the ice or salt furnished at the loading points or at other 
points before the cars reach the points at which the replenish- 
ing charges are initially applicable. 


The rules and charges provided in the replenising rules and 
charges section are governed by the general rules of the Per- 
ishable Protective Tariff, and certain rules of the section gov- 
erning stated refrigeration charges that have been discussed 
before? The stated replenising charges for ice or salt or both 
supplied in transit are entirely apart and in addition to the 
freight rates and other charges applicable to the shipments. 
They apply on carload shipments of perishable freight, except- 
ing only shipments of fruits, vegetables, melons, and salad 
dressing, from the initial stations from which charges are shown 
in the tables of charges provided in the Perishable Protective 
Tariff or its amendments without regard to the ownership of 
the cars which contain the shipments.‘ 


Charges for mixed shipments, containing any commodities 
except fruits, vegetables, melons, and salad dressing, are based 
on the highest refrigeration charge provided in the tariff or its 
amendments applicable to any of the commodities contained in the 
shipment. 


The charges provided include the service of replenising ice, 
salt, or both, after the departure of the cars from the initial 
service stations to the final destinations, with exceptions spe- 
cifically stated in the tariff.° 


Basis of Replenishing Service Charges 


Charges for replenishment are based on the bunkers or 
tanks of the cars being completely filled with ice when the ship- 
ments are tendered to the carriers or received by the carriers 
for transportation, The charges are considered to run when: 


_ 1. Shipments originating within the territory where refrigera- 
tion and replenishing services are provided by the Perishable Pro- 
tective Tariff are tendered to the carriers, or, 

2. Shipments originating at points outside the territory arrive 
at the first points in the territory from which stated refrigeration 
charges are applicable. 


If the bunkers or tanks of the refrigeration cars are not 
completely filled with ice, the carriers receiving the cars fill 
these receptacles to capacity at the first available regular icing 
stations on the routes. Extra charges are assessed, in addition 
to the stated replenishing charges applicable, for ice, salt, or 
ice and salt supplied to fill the bunkers or tanks.° The extra 
charges are added to the waybills accompanying the shipments 
and are collected from the shippers, owners, or consignees of 
the freight, in addition to all other charges properly applicable. 

An exception is made to this general rule to cover ship- 
ments forwarded under ice from the original loading points sub- 
ject to instructions from the shippers that the cars are not to 
be re-iced. Such shipments are handled to destination on such 
requests from the shippers, without re-icing en route. Notations 
must be made on the bills of lading and waybills: “Do Not 
Re-Ice.” 

If cars traveling under such instructions are subsequently 
re-iced as a result of changed instructions from the shippers, 





1Section No. 3, Agent Dearborn’s I. C. C. No. 2. 

2See Section No. 2. 

%See Rules Nos. 220, 225 and 230 in original tariffs and supple- 
ments thereto. 

4See Item No. 1130-A, Supplement No. 1. 

5Rule No. 225, Section No. 2. 

6Items Nos. 11100 to 11156, Table No. 125, Section No. 4, 


and Transportation, University of Pennsylvania 


owners, or consignees, the charges for refrigeration to be added 
are the charges for all ice and salt used in the first re-icing of 
the cars to the capacities of the bunkers or tanks, plus the 
stated refrigeration charges published as applying from the 
points where the cars are first re-iced to the destination points.’ 

In the event that no stated replenishing charges are specific: 
ally published from the points where the cars are first re-iced, 
the charges applied are those published to apply from the first 
stations in the direction of the points of origin of the cars, along 
the routes traveled by the cars, from which stated replenishing 
charges are specifically published. 

When shipments are transported without ice from the origi- 
nal points of loading and subsequently placed under refrigera- 
tion at any point along the routes to destination on instructions 
of shippers, the charges for refrigeration are the charges pro- 
vided for all the ice and salt used in initially icing the cars to 
the capacities of the tanks or bunkers, plus the stated replen- 
ishing charges applicable from the points at which the cars are 
iced to destinations. 

The stated replenishing charges include labor and materials 
used in the services of furnishing refrigeration unless the tariff 
provides specifically to the contrary. The carriers do not sup- 
ply or place ice or salt in the bodies of refrigeration cars 
equipped with ice tanks or bunkers, except in cases of emer- 
gency and at the request of the shippers. Such emergency 
service is rendered only at regular icing stations. The ice sup- 
plied in such emergencies and at the requests of shippers is 
charged for at the rates provided for in the section of the tariff 
publishing charges for supplying materials* In addition to 
these charges, stated replenishing charges are collected. Carriers 
do not under any circumstances replenish the ice in packages 
with the freight. 


Initial Icing and Salting by Carriers 


The bunkers or tanks of refrigeration cars are iced to ca- 
pacity and the percentages of salt specified by the shippers are 
supplied by the carriers at the request of shippers, This service 
includes initial icing and salting or subsequent re-icing and re- 
salting at loading stations. Charges for the service are based 
on the charges for materials and labor published in the tariff.* 


State Charges for Replenishing Ice and Salt 


Charges for ice and salt supplied to fill the bunkers and 
tanks of refrigerator cars to capacity are provided in tables of 
charges published in section No. 3 of Agent Dearborn’s tariff 
I. C. C. No. 2, between points of origin and destination shown 
in the following lists: 


Points of Origin—Colorado, Iowa, Kansas, Minnesota, Missouri, 
Nebraska, North Dakota, Oklahoma, South Dakota, Texas, Oregon, 
Nevada and Utah, and in California intra-state commerce. 

Destinations—Destination groups include points in: Arizona, Brit- 
ish Columbia, California, Idaho, Montana, Nevada, New Mexico, 
Oregon, and Washington. 


Not all points in each state are included in the origin and 
destination groups, but only such specific points or points within 
groups as are specifically published in the tariff.” 


The charges are ascertained by the following procedure: 


1. Location of point of origin in the alphabetical lists of states 
and amore of origin (See Items Nos. 1000 to 1057 inclusive as 
amended). 


%. Location of point of destination in alphabetical state and 
station lists. 


8. Reference to tables of charges to ascertain if charges are 
applicable between stations of origin and destination. 


4, Checking of exceptions noted in items accompanying tables 
of rates, 


Thus, charges applying for replenishing services in connec- 
tion with shipments moving from Denver, Colorado (Origin 
Group B, item No. 1007), to Spokane, Washington (Destination 
Group 1, item No. 1054), are $25 a carload. No exceptions are 
noted on this traffic. 


Range of Charges 


Charges for the service of replenishing ice, salt, or both 
ice and salt, range between $17.50 and $35 a carload. These 
charges vary roughly with distance, though differences in dis- 
tance do not also account for variations in rates. 





TSee Section No. 2 for Rules and Charges taking precedure. See 
also Rules Nos. 130 and 135. 

®See Section No. 4, and Section No. 3, Rule No. 300-A, Supplement 
No. 1, Paragraphs A to J inclusive. 

*Rule No. 310-A, Supplement No. 1. See also Section No. 4. 

See Items Nos. 11000 to 11053, inclusive, 11060, 11065 and 11075. 
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Rates from Texas points to destination groups in other 


states are shown in Table No. 1, 


Table No. 1 








STATED CHARGES FOR SERVICE OF REPLENISHING 
ICE AND SALT IN TRANSIT 
From Points in Texas, to Points In 
DE Is gi iicin6cda ccc nceaarteresesecieeceses $25.00 per carload 
Arizona, California, Idaho (Group 3 only)... 
Montana (points east of and including aris: $20.00 per carload 
soula and Columbia Falls, Nev.)......... 


Montana (points west of Missoula and Co- 

I: MED cc cbuccecawenccdbeteceeesees $32.50 per carload 
Idaho (Groups 1 and 2).......-ccccccccccsece 
Oregon, Washington, British Columbia, Can...$35.00 per carload 


Disposition of Revenue 


The entire proceeds of stated replenishing charges, as well 
as the extra charges provided for in other rules applicable to 
shipments moving under the rules and charges provided by the 
Perishable Protective Tariff, are credited to the carriers han- 
dling the shipments from the first points from which stated 
replenishing charges are applicable.* 

The bills for re-icing and re-salting are rendered against 
the carriers to which the stated replenishing revenues are cred- 
ited, except in cases where shipments moving under standard 
refrigeration are re-iced at intermediate stop, hold, reconsigning 
points or at final destinations.” 

In addition to the regular re-icing notations on the waybills 
notations must also be made on the billing directing connecting 
carriers to make bills for re-icing and re-salting services against 
the shipments from the first points from which the charges are 
provided “in accordance with Rule No. 340 of the Perishable 
Protective Tariff No. 3.” 


Shippers’ Declarations and Instructions 


Shippers of perishable commodities eligible to receive re- 
plenising services must declare in writing to the initial carriers 
at the loading stations whether the cars are to be initially iced 
by the carriers, whether they are to be iced or re-iced in transit 
or not, or whether the cars are to be transported without icing 
or re-icing services. The percentage of salt to be used in re- 
frigeration compounds must also be stated by the shippers if 
salt is to be used. The term “percentage of salt” in this con- 
nection, as well as in all other cases in which the expression 
is used, is construed to mean the ratio of the weight of the 
salt to the weight of the ice supplied at each icing or re-icing. 
Fifty pounds of salt and one thousand pounds of ice is a 5 per 
cent mixture for the purposes of this service. 

Shippers are required to make one of the following declara- 
tions on the shipping orders and bills of lading; corresponding 
indorsements must be made by the agents of the carriers on 
the waybills accompanying the shipments: 


1. “Ice (or re-ice) to capacity at all regular icing stations.” 

2. “Ice (or re-ice) to capacity with crushed ice and .... per- 
centage of salt at all regular icing stations.”’ 

3. ‘Do not re-ice.”’ 





“M4Rule No. 340, also Rules Nos. 215 and 230. Section No. 2. 
®Rule No. 225 provides basis for such charges and distribution. 


FREIGHT RATE HEARING 


The Traffic World Ottawa Bureau 


When Commissioner Oliver proposed at the session of the 
freight rates investigation before the Board of Railway Com- 
missioners March 16 that some means should be devised by the 
railways to continue a steady movement of grain from the prai- 
ries through to the Atlantic seaboard in the winter months, he 
started something that created more than a surface ripple on 
the waters of the proceedings. 

The commissioner claimed: that there was approximately 
eight million bushels of grain tied up west of the head of the 
lakes when navigation ceased for the winter, while the majority 
of the traffic that continued found its outlet at the United States 
ports, to the detriment of Canadian business. 

Speaking for the railways March 17, Alistair Fraser, Cana- 
dian National counsel, declared that Commissioner Oliver’s pro- 
posal had injected an element that would revolutionize the 
course of the inquiry. 

“When we see the way the United States is taking away 
our legitimate trade,” retorted Commissioner Oliver, “it seems 
to me we want a revolution or something drastic. I consider 
that nothing more serious or important from a national stand- 
point has ever occupied the attention of this board.” 

Continuing, Mr. Fraser declared that the 10,000 cars that his 
railway had available for the grain-carrying trade would not be a 
circumstance in moving 80,000,000 bushels of grain. It would 
need probably 1,000 more locomotives and an expenditure for 
new rolling stock totaling at least $20,000,000. He confessed 
that he had been taken by surprise by the introduction of this 
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feature and declared that it would require extensive study and 
preparation to meet the new development. 

E. P. Flintoft, counsel for the C. P. R., asserted that, in addi- 
tion to extra rolling stock, it would need the double tracking of 
600 miles of the C. P. R. road to handle the winter trafic. 

Chief Commissioner McKeown thought some evidence on 
the question should be submitted, but assured counsel for the 
railways that their case would not be prejudiced in the meantime 
by its non-submission. 

Mr. Flintoft expressed the opinion that, if the board re- 
quired a full discussion of Commissioner Oliver’s proposals, it 
would be necessary to call the grain men to testify. Obviously, 
it would be futile to order the railways to set rates to encourage 
winter shipment of grain before it was definitely ascertained 
that + eg would be the grain to move and shippers anxious to 
move it. 

H. J. Symington, counsel for Manitoba, questioned the juris- 
diction of the board to inquire into the handling of the grain 
trade apart from rate construction, but members af the board 
appeared to regard the question as within their purview. 

The afternoon session was devoted to examination of D. O. 
Lewis in rebuttal of the technical testimony given by railway 
experts. Mr. Lewis had been called previously in the interest of 
British Columbia, where the matter of mountain grades is the 
outstanding physical difficulty to be overcome in railway opera- 
tion. Witnesses called by the Canadian Pacific had given in 
detail the grades on the prairies and in the mountains and com- 
pared the possible performances of the locomotives. In rebuttal, 
Mr. McGeer attempted to show by Mr. Lewis that the methods 
used to reach the conclusions given were fallacious and to sub- 
stitute other conclusions reached by other methods. 

The result was a continuous series of objections from vari- 
ous counsel, while the commissioners united in an endeavor to 
keep counsel strictly to rebuttal evidence. At times, the argu- 
ment became heated, so much so that, as a result of one check 
from the chief commissioner, Mr. McGeer threatened to with- 
draw from the case, alleging that it was useless for him to 
attempt adequately to represent his clients if he was prevented 
from submitting the testimony he had prepared. He did not 
carry out the threat, however. 

Mr. Lewis disagreed materially with the conclusions that 
Mr. Neal, the Canadian Pacific Railway expert, had reached as 
to the performance of locomotives on the prairies and in the 
mountains. The Canadian Pacific witnesses had worked out 
their conclusions by checking the grades from divisional point 
to divisional point, but Mr. Lewis worked up his calculations by 
sub-dividing these sections, whereby he claimed heavier duty 
could be obtained from the motive power used. 

All evidence in the general freight rates investigation was 
completed March 18, and the board adjourned until March 29 
when counsel will present arguments. This presentation, it is 
estimated, will take about three weeks. 

The Board has been occupied for months taking evidence in 
various places from the Atlantic to the Pacific, There were 
many thousand pages of testimony and a bewildering mass of 
statistics submitted. 

Evidence which G. G. McGeer, for British Columbia, at- 
tempted to place in the record was ruled out. Mr. McGeer ex- 
plained, in submitting the thick file of statistics, that D. O. Lewis, 
railway operating expert of the Pacific Province, in preparing 
the figures, had analyzed innumerable tables, compilations, and 
other statistical exhibits filed by the railways, but the results he 
had arrived at were at variance with those of railway witnesses. 

Other counsel almost unanimously protested against Mr. 
McGeer being allowed to submit such a great volume of new 
material without notice at this late stage of the inquiry, and 
the board ruled the evidence out. 


CANADA OPERATING STATISTICS 


The statement of operating revenues, expenses, and statistics 
of the railways of Canada for the year ended December 31, 1926, 
shows that they carried more freight in 1926 than in any other 
year and their revenues from freight service also were the 
largest. Passenger traffic was heavier than in 1925 and pas- 
senger revenues were larger by $2,663,010, or 3.4 per cent, but 
they were below those of 1923. Gross revenues were above those 
of 1925 by $37,642,382 and were exceeded only by those of 1920. 
Net operating revenues were by far the largest ever earned, 
exceeding those of 1925 by $20,203,139. Operating expenses in- 
creased by $17,439,242, nearly three-quarters of the increase be- 
ing in maintenance expenses. 

Freight traffic increased by over 2 billion revenue ton miles, 
or 6.8 per cent. The big increase in tonnage was in ¢oal, anthra- 
cite increasing by 899,610 tons, and bituminous and lignite by 
3,209,647 tons. Clay, gravel, sand, and crushed stone increased 
by 1,300,596 tons, indicating extensive building and highway work, 
especially in Alberta, Saskatchewan, Ontario, Quebec and New 
Brunswick. Wheat tonnage increased by 432,429 tons, but oats 
declined by 328,309 tons, the total for agricultural products 
being 795,049 tons heavier than in 1925. Mine products in- 
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creased by 6,815,401 tons, forest products by 1,232,630 tons, and 
manufactures and miscellaneous by 2,029,605 tons. The largest 
increases in the last were 155,680 tons in refined petroleum and 
its products, 237,765 tons in bar, sheet and structural iron, 
232,356 tons in automobiles and 176,479 tons in paper. 

Passenger traffic was only slightly heavier than in 1925, the 
number of passengers being practically unchanged, but the av- 
erage journey increased by 2 miles, increasing the passenger 
miles and, with a slightly higher average receipt per mile, in- 
creasing the passenger revenues by $2,663,010, or 3.4 per cent. 

There was a decrease in the average number of employes of 
6,442, or 4.1 per cent, but the total payroll was increased by 
$12,389,622, or 5.4 per cent. 

There was little change in the average loadings of freight 
trains, but the average revenue increased 14 cents per train mile, 
due to a greater percentage of high-class freight giving a small 
increase in the average receipts per ton mile. Passenger train 
revenues increased by only 5 cents per train mile. 

For the Canadian National, 1926 was by far the best year the 
system has had. Gross revenues were larger than for 1925 by 
$17,328,931, or 8.3 per cent, and were also larger than for 1923. 
Operating expenses were heavier than in 1925 by $5,800,069, or 
3.1 per cent, but were only slightly greater than in 1924 and 
were less than in 1923 by $13,620,193. The net revenue amounted 
to $35,374,581, or over three times what it was for 1924 and 
1923 and nearly one and a half times the net revenue for 1925. 
The freight traffic was the heaviest handled and passenger 
traffic was also the heaviest handled since the amalgamation, 
although passenger revenues were slightly lighter than in 1923. 

Maintenance of way and structures expenses were heavier 
than in 1925 by $3,683,627, or 9.7 per cent, and were heavier 
than in 1924 and 1923. Also maintenance of equipment in- 
creased by $1,530,379, or 3.7 per cent, during the year, but was 
lighter than for 1923. Transportation expenses were only $312,- 
287, or a third of one per cent heavier than in 1925, despite an 
increase in freight traffic of 6.6 per cent, in passenger traffic 
of 4.5 per cent, and in total train miles of 6 per cent. They 
were, however, over $3,000,000 under those of 1924 and over 
$12,000,000 less than for 1923. 

Freight trains showed heavier loading by 27.2 gross tons, 
but only 2.4 tons of this increase was in revenue freight and 
8.8 tons in non-revenue freight, the remaining 16 tons being 
tare, or in the increased weight of cars, due in part to lighter 
loading of cars. 

There was little change in passenger train revenue or in 
the average number of passengers per train mile or cars per 
train. The average length of journey increased 3 miles, or 5 
per cent. _ 

The lines in the United States all showed increases in gross 
revenues, which were the largest since the amalgamation. Op- 
erating expenses were higher than in 1925 on the Duluth, Win- 
nipeg & Pacific and the Grand Trunk Western Lines, but the New 
England Lines showed a reduction and for the first time in 
the past four years more than earned operating expenses by 
$136,225, The net operating revenues of the three railways 
amounted to $11,108,611, bringing the total for the system to 
$46,483,192, or an increase over 1925 net revenue of $14,218,778. 

Canadian Pacific gross revenues, aggregating $197,636,215, 
were larger than for 1925 by $15,025,423 and were the largest 
earned by the railway. Net revenues amounting to $47,922,817 
were also larger than for any preceding year, exceeding those 
of 1925 by $5,975,084. 

The revenue ton miles showed an increase of 5.9 per cent 
and passenger traffic was also slightly heavier than in 1925. 

Operating expenses were ‘heavier than in 1925 by $9,050,339, 
or 6.4 per cent. Maintenance of equipment expenses, amounting 
to $36,895,771, were heavier than for 1925 by $3,644,717, or 11 
per cent, and ‘maintenance of way and structures were increased 
by $2,848,282, or 11.2 per cent. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed the fol- 
lowing orders. 

Suspending, pending review by the Board, Order No. 38450, 
Nov, 2, 1926, requiring Canadian National forthwith to amend 
its tariff applying on coal, C. L., by publishing competitive rates 
on coal from Three Hills, Alta., to common points in Saskatche- 
wan and Manitoba, which shall not exceed the rates published 
by the Canadian Pacific Ry. to the same destinations. 

Approving Burrard Inlet Tunnel & Bridge Co.’s Tariff of 
Standard Maximum Tolls, C. R. C. No. 2. 


CANADIAN CAR LOADING 


Car loadings for the week ended March 12, aggregating 
65,103, gained 2,039 cars over the previous week, grain account- 
ing for 1,115 cars and miscellaneous freight for 858 cars of it. 
Compared with the loadings in 1926, the gain was 11,403 cars, 
or 21 per cent. The largest gains were 3,247 cars of pulpwood, 
2,961 cars of grain, 2,197 cars of coal, 1,604 cars of merchandise 
and 1,338 cars of miscellaneous freight. 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


--For the Week Ended— 
Mar. 12, Mar. 5, Mar. 13, 















































Commodities 1927 1927 1926 
Grain and Grain Products............0.0. 2,017 2,074 2,501 
RUE Het s56n 4:6 awecsSeweeseeopaeersaniee é 974 9 

= 2,497 
2,357 2310 

pwi 5,634 5,475 2,888 
55.6 i604 5:4i9's:0: 0:00 00.04:0-6 ue 2,244 2,028 2,294 
Other Forest’ Products Waive ia bits iioteleinls Weveimieravens »534 1,698 1,504 

MEAL ES. SAE SEE EIS A eR ee 636 695 6 
Merchandise, SS Ee Ee aS 12,460 12,161 11,358 
it teal Nee i RG IR 9,791 9,132 9,017 

Total Cars LeGGOd.... 20006. .cccceceee 43,042 40,981 36,201 

Total Cars Received from Connections 41,140 38,116 37,863 

WESTERN CANADA 

Grain and Grain Products...........sce08 7,212 6,040 3,767 
at BOOK, oo cece cvccccesccccccccccceeese 1,026 1,115 1, 
GEE GeO ab ccintscbeesipswe es seuwecacbevesewe 1,429 2,140 ; 
Golte aataca er wiala Bre grgisle oielbiolavaten GIFs awa a wiemae 44 96 57 
TAMBUEE é.cccccce i id aetna: ars sie aaa aioe 976 1,059 998 
Re eo Repeat ewe Sanssce weewen sues enews 921 1,032 436 
0 Ue) ee ern 244 151 
Other Forset’: Products Sree eee rey ee eee eae 2,008 2,151 2,014 
Nears ar cis creas W's coco Ose 6h ee 806 44 
SS. Be. He. Tite 065-0 cccownws.c0sseeeies 4,445 4,737 3,943 
ee er 2,950 2;751 2,386 

a en 22,061 22,083 17,499 

Total Cars Received from Connections 3,198 3,225 2,673 

TOTAL FOR CANADA 

Grain and Grain Products........sssccoce 9,229 8,114 6,268 
RE SIE opis hese esos eassuroabesseuenmes J 2,089 2,114 
MEMED, 106s &s'paislewteibioe suse eewtiwoeeeeeese res 4 6,246 4,177 
SE Gb Saictira Ga. catitsseckeus Ghetei edie Shee 377 3 
DE ons na Shine wa enwneecbiiewues ewes 3,416 3,308 
io Sees oa ree 6,507 3,324 
Cg ree eee % 2,179 2,619 
— Forest Products. 3,849 3,518 

ee ee rt 1,506 1,386 
Merchandise, Be Mis, Bicep rine casenwsaeheebo 16,898 15,301 
MERCONOME. sox cee ule os RA 11,883 11,403 

Total Cars Loaded 63,064 53,700 

Total Cars Received from Connections 44,338 41,341 40,536 

CUMULATIVE TOTALS TO DATE 
1927 1926 

Grain and Grain Products............se0. 85,387 ; 73,302 
I Cea cwbsbeesawntesenes ee oumnse 20,460 20,174 
Se Vinia ios leis slows clo uceiaiaielcre o4ie oures eebwisrie 66, 50,524 
a ae ee ee ae ee 3,9 5, 

Pe bint dite 4nd 04 cab Oe iwew ewes ents 29,873 30,876 
Pulpwood ...... icles Wee a SORES er ATS 57,559 39,435 
I aioe 6.0.00 015 4siens ieee ag eee 22,217 26,892 
Other Forest. Prodacts Ris saben ngewe eee 377 35,975 

Sse bta all, ula sip ata laiare lose Wi eient nine 6a ORn ee 13,846 14, 
Merchandise, Be Se Sitvawsaedanwece nes heen 157,612 145,202 
I oo munbinary 111, 911 106, 934 

Total Cope Tie oes socks ec pcccssccs 603,647 548,885 

Total Cars Received from Connections 381,803 360,690 


CANADIAN RAIL EARNINGS 


The gross earnings of the Canadian National for the week 
ended March 14, 1927, were $5,144,327 as compared with $4,- 
887,259 for the same week of 1926, an increase of $257,067. 

Traffic earnings of the Canadian Pacific for the same period 
were $3,483,000, an increase, compared with the same period last 
year, of $466,000. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
December, 1926: 


COMPARATIVE SUMMARY, TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 


Dec., 1926 Dec., 1925 Nov., 1926 
Province Tons -Tons Tons 
Prince Edward Island.......... 16,884 13,322 48,447 
| eee a 668,895 487,545 680,160 
WOW TIMOR cc kicccicvevadses 220,107 198,748 242,959 
RD 55565. Vi0.00sousceed sen ewr 1,244,842 1,226,622 1,515,228 
ara dum dwok bare yswnbenees 4,032,913 3,879,852 4,386,519 
EE, Neiis eco eck vent a eenee ees 625,109 578,978 70, 
Saskatchewan ........ssccccccee 701,727 1,168,307 1,438,903 
PRE ee ee 1,146,881 1,323,259 1,606,065 
CON ooo oi scence evens 512,977 44,817 "610, 869 
Total for Canada........... 9,170,225 9,321,450 11,399,679 
Products 
MEL, 6505 << sc aiesewstOoOs 2,742,249 3,419,075 4,118,245 
BEE te seeninteerc sare emene 278,315 543 "326 01 3 
EAS A PARES Soa Pea 3,313,880 2,647,820 3,673, "955 
ME 5500s whan Ghoess scabies eae 1,028,500 1,049,652 1,133, 227 
Manufactures and Miscellaneous 1 807, 281 1,918,360 2°148,239 
SNE NE oid. ccna Hkoe Sgeide 9,170,225 9,321,450 11,399,679 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF DEC., 1926 
AGRICULTURAL PRODUCTS 























Originated —————_—_—_—______ ——— Terminated ——_——__, 
Loaded Received from Foreign Total Unloaded Deliv- 
at Sta- -—Connections Destined to— Freight at Sta- mak to 
tions in Canadian Foreign Originated tions in Foreign 
Canada Points . Points for Month Canada Connections 
Commodities Tons Tons Tons Tons Tons ons 
DT cht Ueeadéendaesecwewee ee 1,475,908 5,565 11,775 1,493,248 1,334,657 316,043 
hic cave Phen Kenand cecewwen es 28,430 36,467 81,084 i 38,848 
i adie naa bahd en He acai al ieee oe »215 448 142,677 124,163 24,303 
PT - 0 cheeeerddeetacentwikdeaee os 614 1,486 162,034 135,599 31,589 
eS eee RS Ee 2,956 i, 437 37,836 ,846 10,063 
D(lCttitancetespeavcscnectese VE  j- weias 25,534 21,969 355 
other Ns leeiad setae des 684 1,949 13,182 9854 6,130 
Sabine anes ake 1,378 55,324 226,117 110,051 148,604 
Otter “Mill ee eat 4,677 59,228 179,782 97,506 79,344 
y and Straw.......... 58 4,301 97,227 63,938 41,308 
CT ahnddaneeteceseces ~ 11,628 13,068 25,440 9,825 14,461 
I EE 366 »578 21,670 8,123 14,194 
Other Fruit (fresh)..........00. 17,265 11,397 30,705 18,784 12,237 
PE iididlecansbc0es<cwesees~ee 196 12,313 51,606 13,897 38,412 
Other Fresh Vegetables 15,777 3,716 8,986 28,479 8,327 20,805 
Other Agricultural Products.... 78,449 18,111 34,068 130, 628 59,478 83,253 
TE i hove eheenneieens sans 2,361,939 105,381 274,929 2,742,249 2,086,946 879,949 
ANIMAL PRODUCTS 
ED eae macine doko esnanene ° 7,669 66 223 7,958 8,360 232 
Cattle and Calves..........se.0% 58,780 104 2,711 61,595 58,074 8,002 
IGE cubits oo vxves-etewecinnn cae 4,308 373 2,088 ,769 4,307 2,554 
SN re er 36,257 115 3,303 39,675 33,659 5,096 
Dressed. Ment (fresh) <ccccccccce 10,995 579 31,593 43,167 10,256 34,100 
Dressed Meats (cured or salted) 6,793 3,277 13,677 23,747 ,760 21,345 
Other Packing House Products. 4,358 3,306 13,559 21,223 4,086 16,671 
DEE pbbdeecvccesecds eCoccccce 4,100 21 16,787 20,908 3,473 17,376 
DEL. nceRudshinwaeeteVeeeoesene e 721 470 »942 133 1,127 8,060 
Butter, and Cheese eaew eoovseene 5,317 436 10,689 16,442 2,423 14,438 
ee eT eoove 958 ,859 3,533 1,252 2189 
Hides and Leather.............. 7,110 2,938 »769 15,817 7,336 8,839 
Other Animal Products......... 3,257 1,487 3,604 8,348 2,275 5,066 
ME Sbebeweeraes gievedesseu ‘SENee 14,130 113,804 278,315 139,388 143,968 
MINE PRODUCTS 
Anthracite Coal.............+. a 14,839 296,069 107,698 418,606 330,848 105,133 
Bituminous Coal..........s00. eee 703,444 793,623 594 1,502,661 1,543,100 633 
BENS COB). ccccvecccecece mee a 8 8€3©6h)(. ape seaee 561,379 449,828 9308 
DE vecetvene eee weshetedoaoes eee 49,352 80,671 4,508 134,531 124,027 7,361 
SY Svc cicinccndeewtenecevones 3,534 58 40 ‘ 3,520 847 
Other Ores and Concentrates. . 262,932 13,836 4,082 280,850 249,966 15,412 
Base Bullion and Matte........ ae 8  —_i edie »230 6,30 66 5,746 
Clay, Gravel, Sand, a (ersh.) 207,536 26,715 21,227 255,478 199,013 32,248 
Slate—Dimension or Block Stone 7,901 1,262 745 18,908 12,330 10,235 
Crude Petroleum..........+++++. 4,327 59,402 81 63,810 63,811 2,227 
PEED occ cccéccccccecsecece 2,736 »746 3,185 ,667 68 3,185 
SE cierdcccesewertemededs+a emes 9,604 ,830 6,940 22,374 16,165 7,080 
Other Mine Products........... 27, 384 4,040 5,752 37, "176 11,441 26,918 
ae ee .» 1,859,046 1,283,252 171,582 3,313,880 3,008,795 254,333 
FOREST PRODUCTS 
257,508 528 6,110 am, peed 263,282 wg 266 
three: ae 105 3,980 5,524 467 
EE Oe 235,745 mane 5,796 at’ ‘541 97,254 136 638 
oy, ey eee 21,098 71,682 453,911 244,244 226,965 
Other Forest Producis.......... 39,417 , 16,141 61,022 23,804 4,5 
RD EAR ee .. 897,596 27,195 103,709 1,028,500 634,108 423,872 
MANUFACTURE AND MISCELLANEOUS 
‘ 38, 178 44,948 9,659 132,785 106,421 14,633 
ee, ae 10/254 13,885 42,220 28,541 15,163 
ee eee 23,077 ’ ’ . , . 
irom L Ty bom Samant 3827 389 281 4,497 7288 455 
dy b » Any gegen 38,313 42,148 26,060 106,521 70,120 30,788 
ti , Machinery and Boilers 
 -  oatpsaaadapmeiaaedneamnpate 18,030 9,223 22,193 49,446 24,415 23,274 
Brick and Artificial Stone...... 32,894 70 1,829 34,793 27,858 892 
Lime and Plaster............... 47,053 9,050 3,182 59,285 48,623 4,645 
Sewer Pipe and Drain Tile. part 23,262 1,158 1,552 25, 972 26,344 2,018 
Agricultural Implements an 
Vehicles other than Autos.. 3,581 116 395 4,092 5,087 755 
Automobiles and Auto Trucks.. 11,243 3,470 6,913 21,626 7,727 17,056 
Household Goods...........-00. 11,554 5,726 80,073 97,353 9,829 92,729 
IE cdc snecsiais eee ceecewe 4,493 437 410 5,340 4,974 449 
Liquor Beverages..........++.+- 3,503 153 3,719 7,375 3,555 3,750 
Fertilizers, all kinds............ ae-ae 4 ot +4 erty ba Ht 
ae, eae 2/100 33,259 173,603 21565 163/051 
Fish (fresh, frozen, cured, etc.). 91,602 3,001 18,522 113,125 54,301 92,560 
ee — OO aa 14,610 87 +289 15,986 7,067 9,175 
Canned Goods (all canned Food 244 90 177 511 588 275 
Products other than Meat).. 11,474 2,204 15,831 29,509 11,422 18,475 
Other Manufactures & Miscel.. 236,579 77,087 178, ast 492° 013 260, 401 250,297 
POUND hn Sb. do oko cccvelvcdeos 208,523 28,333 84,6 321,483 247,684 88,616 
CE ee ove t Oboe 1,053,045 246,877 507,359 1,807,281 1,030,361 843,927 
MAND BOWALs. co cccccccve 6,322,007 1,676,835 1,171,383 9,170,225 6,899,598 2,546,049 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 
-—Received from Foreign Connections— Delivered 
Total Loaded at ——Destined to———, Unloaded at to For- 
Freight Stations in Canadian Foreign Stations in eign Con- 
Commodity Group Carried Canada Points Points Total Canada nections 
Sn le cig a oe ~ S 29.90 a y - 1.15 3.00 4.15 * 76 9.60 
EN as Sel Oe bis: as.5 ble oe dale dv eve pwiebaincse 3.03 .16 1.24 1.40 1.52 1.57 
PT dutcuxeth aliens teecsb sev weetre cusweesenes 36.14 20. z 13.99 1,87 15.86 32. = 2.77 
I, Janik iniete BMA Rian aces in Oa 6dr bear ee ane oe eiehelge'e 11.22 9.7 -30 1.18 1.43 6.9 4.62 
Manufactures and Miscellaneous............00. 19.71 1148 2.69 5.53 8.22 pe i 9.20 
EE > LUM CY hc BIST ehieS i ioe ees cwece san 100.00 68.94 18.29 12.77 31.06 75.24 27.76 
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16,965 
54,536 
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23,872 


14,633 
15,162 


March 26, 1927 


MARITIME PROVINCE RATES 


Premier King announced March 18 in the Canadian House 
the intentions of the government on the question of the claims 
of the Maritime Provinces for better treatment. Dealing with 
the matter of freight rates, he said: 


I come now to the important subject of transportation and freight 
rates and to the far-reaching recommendations of the Commission 
“that an immediate reduction of 20 per cent be made on all rates 
charged on traffic which originates and terminates at stations in 
the Atlantic division of the Canadian National Railways—including 
export and import traffic by sea from and to that division—and that 
the same reduction be also applied to the Atlantic division propor- 
tion of the through rates on all traffic which originates at stations 
on the Atlantic division—excluding import traffic by sea—and is des- 
tined to points outside the Atlantic division.” 

Subject to certain modifications, which may appear to be neces- 
sary respecting international rates and through import rates by sea, 
a bill will be introduced at the present session giving effect to this 
recommendation. 

With respect to the recommendation “that the railway board 
should be vested with somewhat fuller supervisory powers,”’ it is felt 
that, if accepted, this recommendation would bring about a radical 
change in the fundamental powers of the railway commission affecting 
the whole of Canada. It has no immediate bearing on the rights of 
the maritime provinces any more than of other parts of Canada and 
is of such a far reaching character as to demand more mature con- 
sideration than has been possible up to this time. 

There is now before the railway commission the whole matter of 
flat percentage increases, known as horizontal increases, which the 
commission recommends should be taken into fresh consideration by 
the railway commission. 


The announced intention of the government is likely to be 
of far-reaching importance in the freight situation, as, if the 
proposed reductions in the east are carried out, it will provide a 
reason for claims for reductions in the west and central parts 
of Canada. 


CANADIAN FREIGHT TRAFFIC 


Freight traffic handled by Canadian railways in 1926 was 
the heaviest on record, according to final statistics compiled by 
the Dominion Bureau. The total freight loaded at stations in 
Canada was 73,336,487 tons, the total received from foreign con- 
nections and destined to Canadian points was 18,466,053 tons, 
and the total received from foreign connections and destined for 
foreign points was 15,201,374 tons. The grand total was 
10,764,485 tons heavier than in 1925 and 3,000,000 tons ahead of 
1923, when Canada harvested a record grain crop. 

Products of agriculture amounted to 25,717,532 tons, or 24 
per cent of the total. The long haul of grain makes the ton 
miles of agricultural products a much larger percentage of the 
total. 

Agricultural products were 759,049 tons over 1925, and 
greater than in 1923 by 222,693 tons. 

The big increase in 1926 was in mine products, heavier than 
in 1925 by 6,815,401 tons, coal accounting for 4,109,257 tons of 
this. The large increase in lignite coal was due, in part, to a 
corrected classification in 1926 of coal which, in previous years, 
had been classed as bituminous. There were large increases in 
the tonnage of clay, gravel, sand, and crushed stone in Alberta, 
Saskatchewan, Manitoba, Ontario, Quebec and New Brunswick. 
This was due to extensive highway construction. Crude petro- 
leum and refined petroleum and its products showed substantial 
increases, indicating increased consumption of gasoline and fuel 
oil, especially in the western provinces. Logs, posts, poles, and 
cordwood showed an increase of 658,132 tons, the bulk of which 
was in October-December. 

Sugar shipments were lighter by 103,044 tons, 54,968 tons of 
which were in the traffic passing through Canada. Bar, sheet 
and structural iron, and iron pipe showed increases throughout 
the year and were heavier than in 1925 by 237,765 tons. Auto- 
mobile traffic was heavier by 232,345 tons. The United States 
traffic through Canada increased by 187,708 tons, imports in- 
creased by 29,349 tons and autos loaded in Canada by 15,288 
tons. Paper, printed matter, books, etc., increased by 176,479 
tons, the increase in Quebec being 111,131 tons, in Ontario 
34,310 tons, and in New Brunswick 18,859 tons. Merchandise 
loading increased by 177,034 tons, or 6.5 per cent, and imports 
increased by 89,371 tons, or 36 per cent. 


EXPRESS RATES ON BERRIES 


It is announced by the Dominion Fruit Commissioner that 
a rate adjustment has been arranged with the express com- 
panies. Hereafter, berries will be carried from Quebec City to 
Montreal in carloads of 20,000 pounds at the rate of 95 cents 
per 100 pounds, the previous rate having been $1.30. This levels 
the cost of the movement with that of Niagara fruits to Montreal. 
Strawberries to the value of $200,000 were produced in the Isle 
of Orleans last season, and raspberries are also proving a suc- 
cess there. 


ACCIDENTS IN CANADA 
In February 180 accidents were reported to the Board of 
Railway Commissioners, involving 16 deaths and injuries to 198 
Persons. In February of last year 21 persons were killed and 
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150 were injured. Of the 16 killed one was a passenger, eight 
were employes and two were motorists. Not since the snow of 
last February kept automobiles off the roads had the level 
crossings of Canada taken so few lives in a month. Of eleven 
crossing accidents reported, motor cars were involved in nine, 
and - addition to the two deaths there were nine persons 
injured. 


CANADIAN COMMITTEE ACTION 


A bill extending the time for the completion of a railway line 
from Fortierville, Que., to Levis, Que., by the Quebec, Montreal 
& Southern Railway Company was approved by the railways and 
telegraphs committee of the Canadian House March 18. The 
measure provides that the branch railway may be completed 
and put into operation within the next five years. 

Premier John Oliver, of British Columbia, was to be heard 
March 25, respecting the question of a western outlet to the 
Pacific from the Peace River district, 

Under cross-examination E. Hill, exploration and locating 
engineer of the C. N. R., contended, in answer to a question, that 
the Edmonton and Dunvegan Railway was not self-sustaining. 

“Will the creation of a new western outlet have a tendency 
to reduce the traffic on the Edmonton and Dunvegan Railway?” 
questioned a member of the committee. 

“Yes,” he answered, 

C. S. Czowski, chief engineer of construction, C. N. R., 
under cross-examination, said that the investigations of the rail- 
way engineers showed that 36.04 cents freight rate on grain 
going to Vancouver from the Peace River district, via Obed, 
would be required to allow the railway handling the grain to 
“break even.” 


TRANS-MO.-KANSAS BOARD 


The seventeenth regular meeting of the Trans-Missouri-Kan- 
sas Shipper’s Advisory Board was held at the City Club, St. 
Louis, March 15. Chairman Clyde M. Reed presided. Reports 
rendered by the commodity and railroad committees presented 
an optimistic view of the general business situation for the sec- 
ond quarter of 1927, and, in some cases, indicated an increase 
compared with the same period last year. 

In view of the success of the joint terminal grain commit- 
tees established at the various primary markets throughout the 
territory of the board, it was decided to re-establish them, in 
expectation of increased grain shipments. All reports indicated 
a favorable wheat crop and, with increased acreage sown this 
year, it was said consideration should be given to the use of the 
“combine thresher” machine by the grain interests and the rail- 
roads. Attention was directed to the increased number of these 
machines within the state of Kansas alone, which played such 
an important role in the harvest last year. Reports of the 
United States Department of Agriculture, Bureau of Economics, 
co-operating with the Kansas State Board of Agriculture, indi- 
cate that there were 8,274 operated in Kansas last year. Con- 
servative estimates, it was said, indicated there would be 10,000 
machines in use this year. 

An average of three or four months’ coal supply will have 
been stored by the railroads and large industrial plants by April 
1, it was said, though retail coal dealers appeared to have been 
little interested in storing coal in January and February. No 
shortage of cars was reported. 

Reports were to the effect that building operations were 
developing normally with the opening of the spring season, and 
it was anticipated that activity for the year would be greater 
than usual. 

Consideration was given to the establishment of a commit- 
tee to consist of representatives of the state agricultural colleges 
and agricultural departments of the railroads. 

The next meeting will be held at Wichita, Kan., June 15. 


ATLANTIC STATES BOARD 


Secretary of Commerce Herbert Hoover will be the principal 
speaker at the fourteenth regular meeting of the Atlantic States 
Shippers’ Advisory Board at Washington, D. C., April 5, according 
to an announcement of W. J. L. Banham, New York, general chair- 
man of the board. Estimates of the volume of business expected 
to move in the next three months will be presented by about 
40 commodity committees and officials of the American Railway 
Association will discuss the transportation situation in the coun- 
try. The executive committee of the board will meet on April 
4. The meetings are to be held at the New Willard Hotel. 
Heavier loading of freight cars is one of the subjects to receive 
attention at the meeting. In an effort to ascertain what can 
be done in that connnection, the month of May has been set 
aside by the board as a test period on heavier loading of such 
commodities as cement, brick, fertilizer, sugar, and salt. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 








814 THE TRAFFIC WORLD 


OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


Continued inactivity and a tendency toward weakness in 
rates were the principal features of the full cargo market this 
week. The situation seems to have developed into a waiting 
attitude on the part of both charterers and shipowners, with the 
future trend to be determined by the side which first has té 
yield to the pressure of business. Both the coal and grain 
trades from North Atlantic ports have been dull, but recessions 
in rates have been prevented by strength in other routes, such 
as those from South America to the Continent, which have at- 
tracted numerous vessels and have prevented overtonnaging in 
the local trades. Reports received by local brokers from Lon- 
don have been optimistic. 

Attention is now being directed toward the opening of navi- 
gation at Montreal. Shipowners are offering several ships for 
the start of traffic but their quotations are one to one and a 
half cents a hundred pounds above the figures acceptable to 
shippers. It is probable that the owners will have to make 
some concessions before the movement begins. 

Fixtures reported from abroad indicated expectation of ad- 
vancing rates for April and May. 

Revision in overseas tariffs have been announced as follows: 

Levant, Black Sea and Adriatic—While there are no 
changes in this Conference, the contract rate on flour, in bags, 
from April 1 to August 31, inclusive, will be, to Pirzeus and 
Salonica, 30 cents per 100 pounds; same to Constantinople and 
Alexandria over the period will be 32% cents per 100 pounds. 
The tariff rate bases 8 cents higher per 100 pounds on this 
commodity to all ports. 

West Coast South America (Chile, Ecuador, Peru, Bolivia). 
—Changes: Valises and traveling bags made of artificial leather 
now take a rate of 35 cents per cubic foot or 63 cents per 100 
pounds ship’s option. Magnesium sulphate now takes a rate of 
$10.00 per 2,240 pounds. No consular invoice is now necessary 
on parcel post shipments to Peru when valued at less than 
$50.00. 

Australasia-Australia, New Zealand, Oceania.—Clay targets 
or pigeons, shade rollers and paper cups, which formerly took a 
rate of $18.00 to Australia ports of call and $20.00 to New Zea- 
land ports of call, per ton of 2,240 pounds or 40 cubic feet, now 
take a rate of $15.00 per ton W/M to Australia ports of call 
and $18.00 per ton W/M to New Zealand ports of call. Red 
lead, white lead and blue lead, which formerly took a rate of 
$18.00 per ton W/M when packed in drums or cases to Australia 
ports of call and $20.00 to New Zealand ports of call, has been 
reduced to $13.00 to Australia ports of call—when packed in 
drums—and $15.00 to New Zealand—when packed in drums. The 
case rate on this material remains the same, viz.: $18.00 to 
Australia ports of call and $20.00 to New Zealand ports of call. 

Effective April 2, with the departure of the Metapan from 
New York, the United Fruit Company will inaugurate a pas- 
senger and freight service between that port and Santiago, 
Cuba, in order to care for the demands of the latter port, which 
have been growing in importance for the last several years. 
The Zacapa has also been assigned to the run, and she, together 
with the Metapan, will alternate in this trade, leaving New York 
every other Saturday. 

In order to give Santiago regular north and south bound 
service, the two liners will be forced to quit calling at Havana, 
but in their regular calls the United Fruit service will not be 
impaired. 

The attention of shippers is called to Circular No. 8, issued 
by the Cuban Treasury Department, dated February 23, which 
provides that all Consular Invoices covering merchandise sub- 
ject to ad-valorem duty must be accompanied by commercial or 
manufacturer’s invoice, duly sworn to before a notary public 
and legalized by a Cuban Consul, showing that prices are true 
and correct and cover all expenses incident to placing such 
merchandise in condition packed and ready for shipment to 
Cuba. 

The United Fruit Company has been advised that these reg- 
ulations have been made effective March 21 and goods subject to 
ad-valorem duty arriving at Cuban ports after that date not 
properly supported by documents as above described, will be 
subject to delay in clearance through the customs. 

Considerable progress is reported in the reorganization of 
the intercoastal conference. It is understood that, with the 
exception of two, or possibly three, lines, all of the companies 
engaged in the trade will subscribe to the new plan, which will 
embrace assurance that rate schedules will be observed by all of 
the conference members. 

While the plan is said to include a definite division of ports 
On the basis of specific differentials which have not yet been 
Worked out in their entirety, there will not be any attempt to 
reserve the higher and more desirable classes of cargo for the 
larger and faster lines. The plan as now outlined contemplates 
giving full opportunity to all of the member lines to derive the 
fullest advantage from their own enterprise. 

The main purpose of the reorganization is to attain the 
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same degree of stabilization of rates that has been achieved in 
other trades, bearing in mind that in the intercoastal trade and 
the transcontinental rail rates always operate as a check against 
any undue advances in water rates. 

Effective April 15 the Transmarine Lines will establish a 
new ten-day service from Port Newark to Gulf and Pacific 
ports, with calls at Houston, Mobile and New Orleans. On the 
eastbound voyage the vessels will load on the Pacific for Hous- 
ton, New Orleans and Mobile and will load at Mobile and Pen- 
sacola for Port Newark. The line will then have twenty-nine 
out of its fleet of thirty-one vessels in service. 


HAGUE RULES DISCUSSED 
The Trafic World New York Bureau 


Allotment of damages from collision of ships, adoption of 
The Hague international uniform bill of lading rules, and fed- 
eral legislation requiring railroads to furnish bills of lading 
negotiable at banks were discussed before the committee of 
commerce of the American Bar Association. 

The present United States laws governing collisions where 
more than one vessel is at fault, which allot damages on a fifty- 
fifty basis, were said to be unjust by sponsors of the Hague 
rules. Proponents of The Hague rules which may be adopted 
in this country either in treaty form or by the enactment of 
statutes, included Charles C. Bingham, former chairman of the 
committee on admiralty, Charles R. Hickox and W. H. McGrann, 
admiralty lawyers, and Arlington Putnam, former justice of the 
Supreme Court. 

The principal opponent of the rules was T. C. Jones, ad- 
miralty lawyer, of Bingham, Englar and Jones. Adoption of 
the rules, he maintained, would only increase litigation and pre- 
vent settlement by parties involved in collisions. The American 
courts, he pointed out, were not so well equipped for handling 
such litigation as the English courts, where the rules had been 
adopted. In addition, he said, there would be a conflict between 
and state courts in this country as to the method of handling such 
cases. 

Passage by the next Congress of legislation putting the 
Hague rules for carriage of goods by sea into effect was urged 
by representatives of shippers’ interests. 

Howard Ayres, representing the chamber of commerce, said 
the adoption of a uniform bill of lading would do much to 
eliminate the many controversies arising from the complicated 
forms now used by steamship companies. 

John S. Burchmore, representing the National Industrial 
Traffic League, said adoption by the railroads of a uniform bill 
of lading had proved satisfactory to both shippers and carriers 
and expressed the belief that a uniform bill of lading for car- 
riage of goods by sea should have equally satisfactory results. 
The League, he said, was strongly in favor of making adoption 
of a uniform bill of lading compulsory and putting the Hague 
rules into effect by statute rather than by treaty. 


He pointed out that the rules did not establish any uniform 
bill of lading, but merely purported-’to outline the situations in 
which a vessel might not free itself from liability. Clauses 
in which shippers were keenly interested, he said, were those 
dealing with deviation presentation of claims responsibility of 
owners for seaworthiness, and exemptions from liability. 
Most of the nations that had adopted the Hague rules, he said, 
had included modifications to suit their own particular needs. 

Mr. Burchmore suggested that the clause relating to strikes 
and lockouts be amended to protect shippers. He pointed out 
that the clause exempting carrier and ship from excessive dam- 
age in cases where value had not been inserted did not make 
provision for higher damage if the value was so declared. The 
carrier, he asserted, should be bound to exercise due diligence 
to make and keep the vessel seaworthy and provid proper re- 
frigeration instead of merely making the vessel seaworthy at 
the beginning of the voyage. 

W. H. Chandler, traffic manager of the Merchants’ Associa- 
tion and chairman of the Shippers’ Conference, said the Mer- 
chants’ Association. would prefer to put a limit of $500 damages 
a package or ordinary freight unit. As to the provision of the 
Hague rules barring damage claims if notice is not given at 
time of delivery or within three days thereafter, he suggested 
that this be amended to provide that, unless notice of claim 
be given before or at time of delivery, or if the loss be not 
apparent within thirty days, this shall be prima facie evidence 
that there is not intention to present a claim. If goods should 
be accepted in a damaged condition, however, this fact should 
be sufficient notice of damage claim, but the Hague rules did 
not provide for this. In addition, the provisions of the rules 
applied only during the period of transportation and not prior 
to loading or subsequent to discharge of goods. The bill which 
had been before Congress and which it was hoped would be 
presented again at the next session, he said, included the pro- 
visions of the Harter act on this point, outlining clearly the 
responsibility of the carrier in such cases. 

Charles R. Hickox, a member of the committee of the Mari- 
time Law Association, dealing with carriage of goods by sea, 
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said litigation had not been increased in England by adoption of 
the Hague rules. He advocated the plan of allocating damages 
in proportion to the degree of fault in collision cases, which 
had been criticized in a brief submitted by T. Catesby Jones, in 
behalf of the underwriters. 

Adoption of a uniform bill of lading was opposed by Mr. 
Hickox on the ground that it would have the effect of putting 
a “straitjacket” on commerce. Trade he said, would seem to 
be best off with as little regulation as possible. Sellers of goods, 
he said, gave little attention to terms of bills of lading. What 
they were most interested in was the cost of the goods, the 
transportation charge, and the insurance premium. Under the 
c. i. f. system of sales, he said, the risk of sea carriage was 
put on the purchaser and not on the seller. 

Other speakers were Commander W. H. McGrann, Charles 
C. Burlingham, and Harrington Putnam. Province M. Pogue, of 
Cincinnati, chairman of the committee, presided. Other mem- 
bers of the committee present were: Julius Henry Cohen, Hollis 
R. Bailey, of Boston, Rush C. Butler of Chicago and Thomas W. 
Davis of Wilmington, N. C. 


OPPOSE LIGHTERAGE RATE ADVANCE 
The Trafic World New York Bureau 


Charges by representatives of shippers that the proposal of 
lighterage interests in New York for an advance in local rates 
was not sufficiently definite to warrant further discussion at 
this time brought about an abrupt termination of the hearing 
scheduled before the Trunk Line Association on this subject. 
The meeting was called by the rate committee of the associa- 
tion, of which Harvey Wilson is chairman, and was held at the 
association’s offices. It was attended by a large number of 
traffic managers of commercial and industrial organizations. The 
move for adjournment was made by W. H. Chandler, manager 
of the traffic bureau of the Merchants’ Association and chairman 
of the Shippers’ Conference of Greater New York. 

Mr. Chandler served notice that he considered the proceed- 
ings irregular and that he would. oppose any further plan to 
increase lighterage rates, saying that the matter would be taken 
before the Commission if it arose again. 

The notice sent out by the railroads proposed to assess, on 
pieces of freight weighing up to 3 tons, $1.25 a ton, with a mini- 
mum charge of $1.25, where no charges are now made. The 
railroads said this was an error, as they proposed to do their 
own lightering of all shipments weighing up to 3 tons. From 
3 to 20 tons it was proposed to increase the charge from $1.10 
to $2 a ton, with a minimum charge of $1.25 where no minimum 
charge is now made. On shipments from 20 to 35 tons, the 
increase was to be from $2.36 to $3 a ton, with a minimum of 
$1.75 where no minimum charge is now assessed. 

At the hearing the chairman stated that the proposed figures 
were inadequate; that, as a matter of fact, they did not propose 
to make any charge up to three tons and shipments weighing 
from three to twenty tons would be $1.40, and from twenty to 
thirty-five tons $2.40. Shipments over thirty-five tons were to be 
made the subject of special contract, as at present. It developed 
that certain railroads such as the Lackawanna, Lehigh Valley, 
and New York Central, proposed to handle their own shipments 
up to thirty-five tons and said they were not asking for any 
change in their rates. Asked if, later on, they would increase 
their rates, they were non-committal. 

Lewis D. Smith of Meritt, Champan and Scott, called on 
to present his claim for an advance in rates, said that while 
everything had been raised in price and cost, especially during 
the last decade, lighterage rates had not been raised for forty 
years. He said present rates did not pay. 

It was pointed out that the railroads had had their rates 
increased and that they had absorbed these charges for lighter- 
age and made their own arrangements for lighterage rates, to 
which Mr. Smith replied that the basic rate had not been raised. 

Chairman Wilson said that what it was sought to find out 
was whether shippers were willing to pay an increased charge 
for service where the railroads had to hire lighterage companies 
that handled heavy freight that the railroads could not handle. 

After some discussion in which P. W. Moore, of the Queens- 
boro Chamber of Commerce, W. A. Becker, of the Brooklyn 
ener of Commerce, and others took part, the meeting ad- 
ourned. 


CANAL TANKER TRAFFIC 


In February, 104 tank ships transited the Panama Canal, 
according to the Panama Canal Record. The aggregate net ton- 
nage of the vessels was 615,505. Tolls amounting to $520,542.06 
Were collected on these transits. In point of net tonnage, tanker 

c for the month showed an increase of approximately 22.8 
ber cent over the same traffic for February, 1926, while cargo 
tonnage showed an increase of 4.7 per cent over that for Feb- 
Tuary, 1926. Tank ships comprised 23.1 per cent of the total 
Commercial transits for the month. They made up approxi- 
mately 28 per cent of the total Panama Canal net tonnage, were 
the source of 26 per cent of the tolls collected, and carried 
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approximately 21.2 per cent of the total cargo in transit through 
the canal. 


CONTRACT RATE INQUIRY 


The Shipping Board has adopted a resolution dismissing 
Ex Parte 5, Contract Rate Investigation. This proceeding was 
instituted by the board to determine the legality of the practice 
of carriers of charging “contract” and “non-contract” rates, At 
the hearing, November 10, 1926, the board, on its own motion, 
discontinued the proceeding as a formal case and heard state- 
ments informally. 





PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, effective April 1, the following transit rates 
will apply with respect to parcel post packages addressed for 
delivery in Portuguese Timor: 1 to 2 pounds, 78 cents; 3 to 
7 pounds, $1.14; and 8 to 11 pounds, $1.38. This modifies the 
transit rates under the item “Portuguese Timor” on page 257 
of the annual Postal Guide for 1926. 


DAMAGED FLOUR CONFERENCE 


President Dalton, of the Fleet Corporation, said March 22 
representatives of the Netherlands Flour Trade Association, of 
Amsterdam, Holland, were sailing on the Leviathan to attend 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Certified Traffic Manager, familiar with 
rates all territories, also I. C. C. rules, thirteen years railroad agent, 
unusual practical training and experience with I. C. R. R., industrial 
field, age 29, married, good education, executive ability, desires good 
—e in traffic field. Address L. D. R. 18, care Traffic World, Chi- 
cago, Ill. 


COMPETENT TRAFFIC MAN with over twenty years’ railroad 
and meral experience, desires position with civic or industrial 
organization. Thoroughly familiar with transportation conditions and 
rate structure in all territories, handling c 
. C. C., etc. Any locality. Best references. A 
Traffic ‘World, Chicago, Il. 

















WANTED—Set of I. C. C. reports; quote price, volumes, location, 
conditions, terms first letter. Interstate Traffic Co., Dallas, Texas. 













NEW ORLEANS, LA. 
STORAGE 
Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


Merchandise Storage and Pool Car 
Sonsetteace* Distribution 


CROOKS TERMINAL WAREHOUSES 


2,000 CARLOAD 
CAPACITY 


CHICAGO, ILL. KANSAS CITY, MO. 
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a conference to be held in Washington on the subject of damage 
to flour shipments caused by weevils. The date for the con- 
ference will be announced shortly. Representatives of Ameri- 
can millers will participate in the conference, the object of 
which will be to find an equitable basis for settlement of the 
damage to flour shipments. Mr. Dalton said American flour, 
shipments were embargoed or were threatened with embargo at 
Amsterdam, but that as the result of action taken by him, it 
had been announced that the flour shipments would not be 
barred. The question of what should be done about the damage 
to flour shipments caused by weevils was recently considered 
at a conference held at Kansas City by President Dalton with 
miller representatives. 


SHIPPING LINES SHOW PROFIT 


President Dalton, of the Fleet Corporation, said March 22 
that a majority of Shipping Board lines in the last month or so 
reported voyages of vessels that showed profits. He said this 
was due to the increase in rates as the result of the demand for 
tonnage that grew out of the British coal strike. He said the 
Fleet Corporation obtained business for the additional vessels 
that were put into service when the coal strike was in progress, 
that was still keeping many of them in active service. Ninety- 
two additional vessels were put in service. Thus far, eighteen 
of the vessels have been returned to tie-up. 


TIDEWATER TERMINAL LEASES 


Chairman O’Connor, of the Shipping Board, said March 22 
he had nothing to say at that time with respect to the charges 
made against him and the board by John C. Hackett in New 
York City in connection with the leasing of tidewater terminals. 
He said he had not been served with any sort of papers con- 
taining the charges nor had any sort of legal notice been served 
on him in connection with the matter. 


MERGER OF SHIPPING LINES 


The Shipping Board has under consideration a proposal to 
place the United States Lines, the board’s passenger service in 
the north Atlantic, and the American Merchant Lines, the gov- 
ernment combination passenger and cargo service in the north 
Atlantic, under a single management. Chairman OConnor said 
no conclusion had been reached in the matter. 


VESSEL SALE APPROVED 


The Shipping Board has approved the sale of the steel 
cargo steamer. Federal Bridge, of 5,291 deadweight tons, to 
Swayne & Hoyt, Inc., of San Francisco, for $30,000. The terms 
of sale were 25 per cent cash and the balance over a period of 
five years. The vessel had been tied up in the James River. 


OCEAN RATE AGREEMENT 


An agreement between the United States Lines, the Cunard 
Steamship Company and the White Star Line, providing that 
on general cargo carried from Southampton to New York the 
first named carrier will observe the rates established by the 
North Atlantic United Kingdom Westbound Conference, has been 
approved by the Shipping Board. . 


FOREIGN TRADE CONFERENCE 


A conference of the interests involved in handling export 
and import shipments was held under the auspices of the foreign 
trade committee of the Detroit Board of Commerce March 21. 
The purpose is to develop a cooperative program seeking to 
improve the facilities in Detroit concerned with the handling of 
foreign traffic. The principal subject of discussion was the use 
of through export and import bills of lading. The following 
participated in the conference: Chairman, J. H. McBride, Pen- 
berthy Injector Company; S. T. Stackpole, BE. S. Neilson, W. L. 
Newberry, R. C. Miller, A. H. Miller, Pennsylvania R. R.; BE. L. 
Jennings, L. J. Brinkman, Michigan Central R. R.; H. H. Hamill, 
Cc. A. Gormaly, Grand Trunk R. R.; W. V. Carroll, Joseph Rein- 
lein, New York Central R. R.; J. A. Ferguson, Canadian Pacific 
Ry.; F. S. Ross, O. C. Conlee, D. T. & S. L.; J. A. Sullivan, 
N. G. Marklewitz, Wabash R. R.; Charles H. Ward, Cunard 
Steamship Co.; E. A. Kersten, S. S. Kresge Co.; Rod. P. Fraser, 
The Peoples State Bank; W. G. McGongh, Ford Motor Co.; 
Richard Stephenson, U. S. Dept. of Commerce; E. J. Hern, 
Ford Motor Co.; J. C. Mathews, H. M. Robins Co.; A. Lane 
Cricher, chief of transportation, U. S. Dept. of Commerce, 
Washington, D. C.; L. G. Macomber, H. D. Fenske and E. E. 
Prine, Board of Commerce. 


TRAFFIC ON GREAT LAKES 

The volume of bulk freight handled by vessels operated on 
the Great Lakes set a new record in 1926, according to an official 
report forwarded to Chairman O’Connor, of the Shipping Board, 
by the Lake Carriers’ Association. The total movement in the 
year amounted to 121,289,502 net tons, a figure 8,000,000 tons 
greater than the movement in 1925, and 260,000 tons greater 
than in 1923, when the previous record was reached. 
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The report shows a total of 437 steel cargo ships and 32 
steel passenger ships operating on the lakes under the American 
flag, while 183 steel cargo vessels and 21 steel passenger vessels 
were listed as Canadian-flag ships. In addition, there are large 
numbers of tugs, wooden steamers, wooden barges and steel car 
ferries under each flag. 

The total number of vessels operating as cargo carriers on 
the lakes was increased from 752 to 755 in the year, and the 
capacity of the total rose from 4,322,317 gross tons on January 
1, 1926, to 4,372,767 gross tons on January 1, 1927. The change 
in this total resulted from a loss of 36,800 gross tons and the 
addition of 87,250 gross tons in new ships. 

The movement of bulk freight, which is by far the most 
important traffic on the lakes, shows substantial advances in all 
departments excepting grain. The movement of iron ore 
amounted to 58,538,000 tons, a gain of about four and one-half 
million gross tons over 1925; coal shipments totaled 31,011,000 
gross tons, a gain of 3,000,000 gross tons over 1925, stone ship- 
ments advanced 1,300,000 tons to a total of 12,628,000, while 
shipments of the various kinds of grain fell off about 1,300,000 
gross tons to 12,087,000 for last year. 


WESTERN WAGE DEMAND 


The wage demands of conductors and trainmen on roads 
west of Chicago, which have been the subject of conferences 
since March 4, will go to an arbitration board of six members, 
as a result of agreements reached in Chicago March 19 between 
representatives of 55 roads and union officials. The board will 
be composed of two union representatives and two rail officials, 
two other members to be chosen by these four. Should there 
fail to be agreement on the two additional members, it is agreed 
that they shall be selected by the federal mediation board. The 
hearings are to be held in Chicago. 

The original demand of the workers was for an increase 
of $1 a day. They later modified that to a request for an in- 
crease of 7.5 per cent, with certain stipulations regarding rules 
and working conditions. However, with the placing of the mat- 
ter before an arbitration board, the original demand for an 
increase of $1 a day will be insisted on. 


RAILROAD FUEL COSTS 


The average cost of locomotive fuel used by Class I rail- 
roads in transportation train service in January, according 
to the National Coal Association, was as follows: Eastern dis- 
trict, $2.84 per net ton; southern district, $2.24; western district, 
$2.89; United States, $2.71. These averages show decreases from 
the month of December, 1926, in every case. The decreases were 
as follows: Eastern district, 4 cents per net ton; southern dis- 
trict, 7 cents; western district, 3 cents; United States, 5 cents. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of March 1, was 68.7, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment, the percentages were as follows: Box, 
61.5; refrigerator, 79.7; coal and coke, 71.9; stock, 90.1; flat, 
79.5; tanks and others, 94.5. By districts the percentages for 
all classes of equipment were as follows: Eastern, 58.5; Alle- 
gheny, 74.6; Pocahontas, 62.6; southern, 69.1; western, 73.1. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on March 1 totaled 138,292 or 
6.1 per cent of the number on line, according to reports filed by 
the carriers with the car service division of the American Rail- 
way Association. This was an increase of 2,236 cars above the 
number reported on February 15, at which time there were 
136,056 or 6 per cent. It was, however, a decrease of 23,667 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on March 1 totaled 95,531 or 4.2 per cent, an 
increase of eighty-eight cars compared with February 15, while 
freight cars in need of light repair totaled 42,761 or 1.9 per cent, 
an increase of 2,148 cars compared with February 15. 


GORMLEY ADDRESSES ARMY MEN 


The car service division of the American Railway Associa- 
tion is prepared to meet war-time emergencies, M. J. Gormley, 
chairman of the division, said in an address March 18 before a 
meeting of quartermasters of the United States Army. He ex- 
plained the organization of the car service division and pointed 
out how it was equipped to deal with emergencies in car service 
matters. He expressed the view that, if there was a war in the 
future, the railroads would be able to meet the situation if they 
were operated by railway officials who knew what to do. Plans 
for co-operation with army officers, in the event of war, had 
been worked out, Mr. Gormley said. One point emphasized by 
Mr. Gormley was that, if there was another war, camps should 
be built on existing lines of railroads, preferably on double 
track lines, instead of a number of miles from existing lines, a5 
in the last war. 
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New Orleans 


All the year ‘round big ships come 
up to the wharves of New Orleans, 
in deep water that knows no tides 
and is always ice-free. Many ship- 
pers profit from this advantage. 


So do many gain through the far- 
reaching help of the Federal Barge Line 
(the Mississippi-Warrior service). Over 


TH E inland waterways New Orleans thus 

holds contact with points connecting to 

FR ONT 165 railroads, penetrating some forty 
States 

D OOR Eleven railroads run right into New 

O Orleans. Each is serviced by our own 


Public Belt Railroad, with 88 miles of 
switching tracks, linking rail and river 
INDUSTRIAL g : 


and sea-borne freight movements here in- 
to one smooth-working, swift and cheap 
AMERICA operation, run wholly in the shipper'’s 
own interest. Just so is administered the 
wonderful public wharfage and public 
warehousing and commodity handling 


equipment that is the pride of com- 
mercial New Orleans. 


Every traffic manager can profit by 
the facts about using New Orleans. Let 
us put those facts before you. Address: 


Room No. 204. 
NEW ORLEANS 
ON of COMMERCE 
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The Southern 
Steamship Co. 


Serves 






Ghe 


Port of Houston 
With Unexcelled 


Coastwise Service 







os 


Fast, roomy Freighters from Philadel- 
phia carry the tonnage of shippers who 
recognize in PORT HOUSTON the 
logical Gateway to the vast markets of 
the Southwest. The Southern Steam- 
ship Company’s vessels, connecting as 
they do with SEVENTEEN RAIL- 
ROADS, start the shippers merchan- 
dise on the way to every corner of 
TEXAS and, at substantial rate advan- 
tages, to portions of Louisiana, Okla- 
homa, Arkansas, Arizona, New Mexico, 
and Colorado, forming another strong 
link in PORT HOUSTON’S CHAIN 
OF SERVICE TO SHIPPERS 
EVERYWHERE. 


Pane! 





























Send for the story of this 
fast growing port. The official 
organ of the Port Commission 


“PORT HOUSTON” 
is free for the asking. 
et 
Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tr. rtation of freight. A traffic man of long experience 
and wide knowledge will answer questions pan 9 practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. : i 

The right is reserved to refuse to answer in this department any 


question, legal or traffic, that it may angers to us unwise to answer 
° 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 


Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Application of Mixed Carloads Ratings on 
Straight Carload Shipments 


Wisconsin.—Question: Southwestern Lines Tariff 1-P, page 
137, Item 528, Section 4, names rates on Internal Combustion 
Engines, Milwaukee to Texas Common Points, with the provision 
that “Engines and parts” are not to exceed 33% per cent of total 
weight of the shipments. 

We are shippers of internal combustion engines, but find it 
necessary to load in most instances 100 per cent of load. Our 
question is: Does not a straight carload take precedence over 
a mixed carload? In other words, can a carrier rule that a cer- 
tain percentage of a load must be of a certain commodity and 
then not permit a carload of the same commodity to be carried 
at the same rate? 

Answer:—Southwestern Lines Tariff 1-P, Johanson’s I. C. C. 
1807, Item 5280, Sections 1, 2 and 3, as you will observe, are 
applicable on various agricultural implements in straight or 
mixed carload. On the other hand, Section 4 is clearly restricted 
to mixed carloads only, it reading as follows: 


Engines, steam or internal combustion, as described in items 22 
and 23, page 282 of items 1 to 4, inclusive, page 283 of Current 
Western Classification No. 59, R. C. Fyfe’s I. C. C. 17, and iron or 
steel parts of such articles, in mixed carloads with agricultural 
implements, other than hand, and other articles named in section 1; 
or in mixed carloads with pumping jacks, wind mills or wind mill 
parts (weight of engines and parts not to exceed 33% per cent of 
aot weight of shipment). Minimum weight as provided in Note 1 

elow. 


A similar situation was involved in Johnson-Porter Clay 
Company vs. C. B. & Q. et al., 91 I. C. C. 71. Therein complain- 
ant contended that the joint fifth class rate of 68%4c charged on 
dump cars from Clyde, Ill., to McKenzie, Tenn, was illegal and 
unreasonable to the extent that it exceeded the joint sixth class 
—_ of 56%c in effect between said points. The Commission 

eld: 


Under the Southern Classification, ‘‘cars, railway, not moved 
on own wheels,’ of the following descriptions: ‘‘Cinder, dump, fur- 
nace charging, hot metal, ladle, mine, pit, plantation, push or slag, 
four-wheeled, or railway cars, four-wheeled, n. o. i. b. n.,’”’ are rated 
fifth class, in carload. ‘Outfits, bridge builders’, contractors’, or 
graders’, n. o. i. b. n.” are rated sixth class, in carloads, a note 
stating that— 

“Ratings apply in mixed carloads of used (not new) outfits, com- 
monly known as contractors’ outfits, and including coal, coke, im- 
plements, machines, vehicles other than motor vehicles, pulley or 
tackle blocks, tools, chain, rope, ladders, scaffolds, tents and tent 
fixtures, portable houses, k. d., scows, dump cars, narrow gauge lo- 
comotives, rails or track or other used (not new) construction 
equipment * * *,” 

Although complainant contends that the fifth-class rate was in- 
applicable, this is apparently predicated on the further contention 
that it is unreasonable to require that mixed carloads of the desig- 
nated articles be offered in order to obtain the sixth-class rating, 
for the reason that straight carloads are capable of more economical 
ewe | and unloading, and are more conducive to car conservation. 
Defendants point out that complainant is not a contractor moving 
equipment from job to job, and the rates on many of the designated 
articles other than dump cars are higher than the sixth-class rates. 
They contend that the sixth-class item covering mixed carloads of 
miscellaneous equipment was provided as an approximation for the 
convenience of the shipper and the carrier, in order to avoid the 
separate weighing and rating of various articles of equipment shipped; 
that the mixing required is a convenient and reasonable test for the 
application of the item and to prevent its abuse; and that there is 
no reason why straight carloads of the designated articles should 
take the sixth-class rating. No other evidence was submitted. 

We find that the joint fifth-class rate was applicable and not un- 
reasonable. The complaint will be dismissed. 


Delivery of Order Notify Shipment—Certified Check in Lieu of 
Order Notify Bill of Lading 


Michigan.—Question: We made a carload shipment to a 
point in South Carolina from Michigan, billed order notify, and 
we sent the draft with bill of lading attached to a bank at 
destination, but this bank was in the hands of a receiver and 
the draft was returned to us. We wired consignee to deposit 
certified check with the railroad to release the car until we 
could get bill of lading to him. The agent would not release 
the car except on receipt of 150% of the invoice price and the 
consignee would not deposit this amount. The car stood on 
track until the bill of lading was returned and $83.00 demurrage 
accumulated. Have we a claim against the delivering carrier 
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whose agent would not release the car on 125% of the invoice 
value from the time he was asked to release it until date bill 
of lading was surrendered? 

Answer:—wWhile we locate no case in which the Commission 
has had this question before it, we direct your attention to the 
provision of Rule 7 of Consolidated Classification No. 4, which 
reads as follows: 


The surrender of carriers original order bill of lading properly 
endorsed is required before delivery of the property, but if such bill 
of lading be lost or delayed, the following will govern: The property 
may be delivered in advance of the surrender of the bill of lading 
upon receipt of the carriers agent of a certified check for an amount 
equal to one hunderd and twenty-five per cent of the invoice or value 
of the property, or, at the carrier’s option, upon the receipt of a bond, 
acceptable to the carrier, in the amount of twice the amount of the 
invoice or value of the property, or a blanket bond may be accepted 
when satisfactory to the carrier as to surety, amount and form. 


Inasmuch as it is provided in Rule 7 of the Classification 
that the property may be delivered in advance of the surrender 
of the bill of lading upon receipt by the carrier’s agent of a 
certified check for an amount equal to 125% of the invoice value 
of the property it would seem that the principle of the Com- 
mission’s findings in Porter vs. St. L. & S. F. Ry. Co., 15 I. C. C. 
1, 5; Crutchfield-Woolfolk vs. So. Pac. Co., 24 I. C. C. 651; 
Warren-Godwin Lumber Co. vs. I. C. R. Co., 42 I. C. C. 343, 
is applicable in the instant case. In these cases the Commission 
held that where the bill of lading carrier demands more than 
the lawfully established rate, the consignee is released from 
the obligation to pay demurrage during the pendency of the 
dispute and the Commission may award reparation to the 
amount of the demurrage charges so paid. 

Liability of Carrier for Failure to Perform Service Covered by 
Bill of Lading Notation but not Tariff Provision 

Alabama.—Question: Bill of lading issued by rail carrier 
at point in seaboard territory covering shipment for point in 
Texas routed rail, water and rail, bears the notation, “Effect 
ary insurance under your open policy for invoice value 

5,000.” 

Please advise if the carriers are liable for loss or damage 
to a shipment caused by conditions covered by marine insur- 
ance policies, if the carriers fail to effect marine insurance as 
requested by the notation made on the Dill of lading. You 
understand the through rates from seaboard territory to Dallas 
via rail, water and rail do not include marine insurance, and 
we find a number of instances where the carriers have failed 
ao with marine insurance when so requested in bill of 
lading. 

Answer:—In Agent Sedgman’s I. C. C. No. 176, Item 1775, 
it is provided that “rates named herein, do not include insur- 
ance against marine risks (except as specified in Item 780) 
from New York to Galveston, etc. * * *; insurance against such 
risk may be effected under open policies of the ‘issuing steam- 
ship lines’ at a rate of premium of 15 cents per $100.00, with 
minimum charge of 25 cents.” 


There appears to be no holding out on the part of the initial 
carrier under item 775 that it will affect insurance on a ship- 
ment where the bill of lading contains a notation such as was 
placed on the bill of lading in question. While Item 775 states 
that insurance may be affected it does not state that a carrier 
issuing a bill of lading will undertake to arrange for insurance. 

Unless under a tariff provision a carrier undertakes to per- 
form a service, its failure to perform the service required by 
a bill of lading notation placed thereon by the carrier does not 
make a carrier liable in damages. See Trexler Lumber Co. vs. 
Director General, 58 I. C. C. 754; Famechon Co. vs. C. B. & Q. 
R. Co., 45 I. C. C. 598; Pole Stock Lumber Co. vs. G. & S. I. 
R. Co., 26 I. C. ‘C. 451, 454; Wall vs. American Railway Express 
Co., 272 S. W. 76; Pa. R. Co. vs. S. M. Hamilton Coal Co., 125 
Atl. 405. 


In the latter case it is held that a carrier of freight can 
contract for no service not provided for in its tariff, and, if it 
undertakes to do so, such a contract is unenforceable. 


Damages—Interest on Loss and Damage Claims 
New York.—Question: Will you kindly give citations, if 


there are any, in cases where interest was allowed on loss and 
damage claims. 


Has the Commission, the Supreme Court of the United 
States, or any other court rendered an opinion on this? 


Answer:—With respect to this question see Hobart Mill & 
Elevator Co. vs. Director General, 61 I. C. C. 192 and 69 I. C. C. 
412; Danzer & Co. vs. G. & S. I., 69 I. C. C. 59; Orange National 
Bank vs. Southern Pacific Co., 110 Sou. 329; Amber vs. Davis, 
282 S. W. 459; Southern Ry. Co. vs. Consumers Fuel Co., 262 
S. W. 581; H. B. Richard & Sons vs. Director General, 107 Sou. 
891; Davis vs. Stamford Mill & Elevator Co., 260 U. S. 1081. 
See also L. & N. vs. Sloss-Sheffield Steel & Iron Co., 269 U. S. 
217, citing Arkadelphia Co. vs. St. L. S. W. Ry. Co., 249 U. S. 
134; Eddy vs. La Fayette, 163 U. S. 456, 467, and the Scotland, 
118 U. S. 507, 519. 

Routing—Rate Specified in Bill of Lading Determines Route 

New York.—Question: In connection with your answer 00 


March 26, 1927 THE TRAFFIC WORLD 819 


CUT YOUR BRACING COSTS— 


USE 


ACME “UNIT-LOAD" 


If you ship anything that must be braced in box 
cars, use Acme “Unit-Load” and save money. 

This method of bracing car ladings with flat steel 
bands— 


aoe gees eae Brn eg Mgeng nT ee REDUCES BRACING COSTS 
ee Average about $1.67 a car 


DECREASES LOADING TIME 
Time per car, 20 to 30 minutes 


ELIMINATES DAMAGE 

Far superior to wood blocking 
LOWERS FREIGHT BILLS 

No freight paid on wood dunnage 


FACILITATES UNLOADING 
No blocking to pry loose 


paren the Big = yes re, ~~ are - P — . ‘ 
a “Lee Acme “Unit-Load” is applicable to practically every 


commodity shipped in freight cars. Every day 
hundreds of loads braced in this manner are being 
received in perfect condition. 


iitial 
ship- 


was a . it Mail the coupon below for complete details. 


rrier 
ance. 
per- 


=| ACME STEEL COMPANY 


3 not 
Manufacturers Since 1880 CHICAGO 2840 ARCHER AVENUE 


Brooklyn Atlanta New Orleans San Francisco Seattle Montreal 


Showing the steel bands threaded through 
slots in the stays and held in position ready 
for loading. 


ACME STEEL COMPANY 
2840 ARCHER AVENUE 
CHICAGO, ILLINOIS 


Gentlemen: 
Send us full particulars about Acme “Unit-Load.” 


We ship 
Individual 


Firm Name 


‘land, Street Address 


Tightening and sealing the bands around the 

ute unit. The stays pull away from the sides of 

er on the car and the load is free to shift with 
train shocks. 







































page 570 of the issue under date of February 26th, 1927, re 
“Routing—Rate Specified in Bill of Lading Determines Route.” 

Possibly we did not make ourselves clear regarding the rate 
that appeared in the bill of lading. The rate that appeared in 
the bill of lading was not the joint through rate applicable via 
either Junction “C” or “D” nor was it the correct combination, 
of locals via Junction “E” at the time of shipment. 

When shipment moved the rate made ‘on Junction “E” was 
lower than the rate appearing in the bill of lading, although 
same was in effect at one time via “E.” In other words, the 
present combination via “E” supersedes the rate appearing in 
the bill of lading. 

The point we wish to get clear is, was it not the duty of 
the initial line agent to learn from the shipper the basis for 
the rate appearing in the bill of lading? It occurs to us that 
had the initial line determined the basis of the rate in the bill 
of lading they would have found that the rate in effect at the 
time of shipment via “E” would have made lower than the 
through rate in effect via Junction “C” or “D.” 

Can the carriers be held for the difference between the 
present combination made via “E” and the through rate via 
Junction “C” or “D?” 

Answer:—Our answer to which you refer, was based upon 
the understanding on our part that the rate shown in the bill 
A or te was the through rate applicable via either junction 

or Ti ‘wg 

Where a shipment is delivered to a carrier without routing 
instructions and is forwarded via a route taking a through rate 
higher than a combination in force via another available route, 
the carrier is guilty of misroute. Chattanooga Implement & 
Mfg. Co. vs. L. & N. Ry. Co., 40 I. C. C. 146; United Kansas 
Portland Cement Co. vs. So. Pa. Ry. Co., Unreported Opinion 
No. A-321. 

In the instant case, while the carriers forming the through 
route from origin to destination were named, we understand 
that no junction point was named and furthermore, the rate 
which was named in the bill of lading was not a rate applicable 
via any route from origin to destination. Under these circum- 
stances, it is our opinion that it was the duty of the carrier to 
have forwarded the shipment via the junction over which the 
lower combination rate applied. See, also, in this connection 
Union Sawmill Co. vs. St. L. I. M. & S. Ry. Co., 40 I. C. C. 661. 


Liability of Carrier for Concealed Loss or Damage as to 
Imported Goods 


Connecticut.—Question: Will appreciate very much your 
opinion first of the right of the X Line, a water carrier between 
New York City and New Haven, Conn., to place a rubber stamp 
notation on a bill of lading reading “Accepted at owner’s risk 
of concealed damage or breakage,” and thereby refusing to pay 
a claim for $53.00 covering a concealed damage in a stick crate 
of earthenware received by us seemingly in good order in the 
original package as shipped from Birmingham, England. 

The carrier contends that the rubber stamp notation is used 
for the purpose of calling the shipper’s attention to the fact 
that the shipment is received in apparent good order (contents 
and condition of contents unknown) and they therefore refuse 
to accept full liability for a shipment packed in Europe, handled 
three or four thousand miles via various carriers, drayman, 
customs, etc., with whom they are unable to prorate. How 
should a matter of this kind be referred to the Interstate Com- 
merce Commission? 

Answer:—The Interstate Commerce Commission has no 
jurisdiction over claims for loss or damage unless a result of 
a violation of the Interstate Commerce Act, such as the mis- 
routing of a shipment. See Samuel Rinelli vs. N. Y. N. H. & 
H. R. Co., 112 I. C. C. 567; Atwater & Co. vs. M. C. Ry. Co., 
107 I. C. C. 491 In the former case the Commission said: 


The effort of complainant to recover the value of the shipment 
is properly a loss and damage claim and not covered by the provisions 
of section 3. We have repeatedly found that ‘such claims, and the 
measure of damages applicable thereto, and cognizable only in the 
courts.”’ Rosser & Fitch vs. A. C. R. R. Co., 91 I. C. C. 611; Buss Co. 
vs. A. & R. R. Co., 61 Is C. C. 120. 

The complaint will be dismissed. 


The notation placed by the carrier on the bill of lading 
is apparently intended as a qualification of the bill of lading in 
so far as it constitutes a receipt for the goods covered thereby. 
As it is worded, however, it would seem to release the carrier 
from liability for concealed damage or breakage regardless of 
whether occurring prior to or after receipt of the goods by the 
carrier. 

In so far as the notation may be an attempt to release the 
carrier from the result of its negligence in transporting the 
goods, such a provision is unlawful, it being settled by the 
weight of authority in the United States that in the absence of 
a statute whatever limitations against its liability are permis- 
sible to a carrier, it cannot limit its liability for injury or loss 
of goods shipped where such injury or loss is caused by its 
own negligence. See R. Co. vs. Produce Co., 235 Fed. 857; 
Oil Co. vs. Steamship Co., 125 N. E. 855; Geo. M. Pierce Co. 
vs. ‘Wells, 336 U. S. 278; the Kensington, 183 U. S. 263; Calderon 
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vs. Atlas S. S. Co., 170 U. S. 272; Camp vs. Hartford, etc., S. S. 
Co., 43 Conn. 333; Hale vs. New Jersey Steam Nav. Co., 15 
Conn. 539, 39 Am. D. 398. 

However, in so far as such a notation may constitute a 
qualification of the. bill of lading as a receipt, it is not, in our 
opinion, lawful. See our answer to “Iowa” on page 876 of the 
March 27, 1926, Traffic World, under the above caption. 
Liability of Carrier for Failure to Make Delivery Contracted for 

but not Covered by Tariff Provision 

New York.—Kindly advise your opinion and authority for 
same on the following problem: 

A shipper of glass globes in A has made a number of ship- 
ments via the X Railroad, and each shipment consisted of about 
450 cartons of globes, each carton weighing on the average of 
seven pounds a piece. 

The bill of lading was signed by the agent at point of ship- 
ment, on the Y Railroad, and had notated thereon very clearly 
in type: “Conforms with Rule 41,” and also in plain type, the 
words: “For Export, Lighterage—Weehawken, New Jersey.” 

The total weight of each shipment was about 4,000 Ibs. 
Upon arrival at the lighterage station, X Railroad, and receiv- 
ing arrival notice from the X Railroad with the notation: “For 
lighterage” and extra charge of $7.56, for this lighterage, we 
placed lighter orders, and same was received and stamped by 
the order clerk. After a period of two days, we were advised 
by the railroad company, that this shipment would not be light- 
ered, and on their own initiative, reloaded the material and 
brought it over to a local pier in New York City, and insisted 
that we truck same away at our own expense. They quoted 
the Lighterage Tariff Rule, wherein packages under 15 Ibs., 
are not entitled to lighterage, and they refused absolutely to 
abide by the bill of lading, claiming that even if the receiving 
agent either intentionally or unintentionally signed for the ship- 
ment consigned to a lighterage station for lighterage, they would 
not be a party to the violation of the rule. 


We have no quarrel on this particular point of the violation 
of the rule, but we were put to additional expense and missed 
two steamers, as the railroad company did not bring this mate- 
rial from a lighterage station to a local pier, until a period of 
12 days had elapsed. They accepted the lighterage order, then 
without advice to us, they cancelled same and it was only when 
we inquired after the delivery of same that we were informed 
of the above action. 

Answer:—With respect to this question see James Long, 
Inc., vs. A. C. L., 120 I. C. C. 601. In this case the Commission 
on page 603 said: 


The contention that the shipment was misrouted can not be sus- 
tained. There was no deviation from the route named in the bill of 
lading in the movement of the shipment from point of origin to 
Manhattan Produce Yards, where delivery was accepted by complain- 
ant’s agent, and where the rail transportation therefore terminated. 
The transportation and refrigeration charges were, as_ stated, the 
same to Manhattan Produce Yards as to Jersey City. The situation 
here is one involving defendant’s failure to complete a transporta- 
tion service which they contracted to perform, and on which no 
violation of the interstate commerce act can be predicated. Com- 
plainant’s remedy, if any, lies in the courts. 


See also, Wall vs. American Railway Express Co., 272 S. W. 
76 and Penna. Co. vs. S. M. Hamilton Coal Co., 125 Atl. 405, 
which cases are to the effect that a carrier of freight can con- 
tract for no service not provided for in its tariff, and if it under- 
takes to do so such a contract is unenforceable. 


Routing and Misrouting—Duty of Carrier to Refuse Shipment 
Consigned to Station Not Located on Its Line 

New York.—Question: Will you please give me your opin- 
ion on the following? 

We shipped a consignment of four (4) cases to X Company, 
Woodbridge, New Jersey. Woodbridge, New Jersey, is located 
on the Pennsylvania Railroad. Our truckman delivered this 
shipment to the Erie Railroad station in error. The receiving 
clerk accepted the shipment and forwarded, it to Woodridge 
New Jersey, a point on the Erie Railroad. Upon discovering 
this error we took the matter up with the Erie Railroad, re- 
questing them to have the shipment forwarded to the correct 
destination. This was done and the Pennsylvania collected 
charges of $6.84, based on a weight of 2,170 pounds at a rate 
of 31% cents. As advance charges they showed $6.84, which 
is based on the same weight at the same rate from New York, 
N. Y., to Woodridge, New Jersey, of the Erie Railroad’s charges 
to the wrong destination. They also assessed storage charges 
of 66 cents, the total charges to the consignee being $14.34. 

We filed claim against the Erie Railroad for $7.50, con- 
tending that they forwarded the consignment in error to Wood- 
ridge, New Jersey, also that they should not have accepted 
the shipment knowing that Woodbridge was not on their line. 
They have declined the claim and have quoted a decision in 
the Traffic World, issue of July 3, 1926, page 50, in the case 
of McLean Lumber Company vs. L. & N., 22 I. C. C. 349. We 
note that the answer to this question was given by you as 
follows: 


Where a shipper tendered a shipment to a carrier with a Dill 
of lading showing a certain rate, which rate is not applicable via 
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any route in connection with that carrier as initial carrier, the line 
to which the shipment is tendered is not obligated to deliver it to 
a competing line for the purpose of giving the shipper the benefit 
of the rate shown on the bill of lading. 


The Erie Railroad contends that they had a perfect right 
to accept this shipment and forward it, charging a rate of 31% 
cents to Jersey City and a rate of 31% cents over the Penn- 
sylvania Railroad to Woodbridge, New Jersey. ° 

In this instance the bill of lading showed no routing and 
specified no rate and the Erie Railroad forwarded the shipment 
to an incorrect destination in the first place. 

Would you please be good enough to give us your ideas 
as to whether we have a just claim on the charges assessed 
to Woodridge and storage at that point. 

Answer:—The case to which you have been referred, name- 
ly, the McLean case, 22 I. C. C. 349, has no application to the 
facts in the instant case. It applies only where the rate ap- 
plicable via a carrier to which the shipment is tendered is 
higher than the rate via another route to which the carrier to 
whom the shipment is tendered is not a party, the Commission 
holding that there is no obligation on the part of the carrier 
to whom a shipment is tendered to deliver it to a competing 
line in order that the shipper may secure the benefit of the 
cheaper rate. 

In the instant case, if the two stations in New Jersey are 
separate and distinct stations, as we understand them to be, 
the Erie Railroad should have refused the shipment when 
tendered to it. 

In our opinion the Erie Railrodd is not lawfully entitled to 
the charges collected on-the shipment for its transportation of 
the same to Woodridge, New Jersey, which transportation re- 
sulted in no benefit to the shipper. 

Carload versus Less-Than-Carload Shipments 

Massachusetts.—Question: On April 8th, 1926, we made a 
shipment of one power pump, weight 12,856 pounds. 

At the time shipment went forward we did not have on 
hand the rates on power pumps but as the shipment weighed 
12,856 pounds, we assumed it would be cheaper to forward the 
pump as a minimum carload. 

It developed that it would have been cheaper to the extent 
of $54.70 if the shipment had gone forward as an L. C. L. ship- 
ment. The consignee advises that the carriers would not honor 
a claim for the difference between the carload and less than 
carload shipment, due to the fact that shipment had been ten- 
dered as a carload. 

Section 3, Rule 15 of the Consolidated Freight Classification 
No. 4, reads: 


When freight is loaded in car by shipper and such car is not 
fully loaded, but is tendered as a carload shipment, and the car is 
forwarded without other freight therein, the shipment will be charged 
for as a carlead. 


The pump in question was loaded on an open flat car, and 
we believe that the carriers were not put to any extra expense 
by handling this shipment as a carload. In fact, we believe 
the carrier’s expense would have been greater if the shipment 
had been tendered as an L. C. L. shipment, which would have 
at least involved additional switching expense. 

We also believe that had shipment been tendered as an 
L. C. L. the carriers would not have loaded other material on 
car on account of it being an open flat car. 

Under such circumstances, which simmers down to the mere 
technicality of the presentation of the bill of lading either as 
an L. C. L. or C. L., we believe that a refund from carriers is 
in order. 

You, undoubtedly, have on file a rule governing such condi- 
tions, and we would appreciate your favoring us with your views 
on the subject, and if possible furnish us with a ruling govern- 
ing such a case. 

Answer:—In several cases the Commission has held that, 
where a shipment is tendered to the carrier as a carload ship- 
ment, the carload rate must be applied thereon. See Passow 
& Sons vs. C. M. & St. P., 37 N. C. C. 711; Sam Kyle vs. M. K. 
& T., 42 I. C. C. 335; Columbian Iron Works vs. Southern Ry. 
Co., 45 I, C. C. 173, and Walter Zelnicker Supply Co. vs. T. & O. 
Cc. Ry., 61 I. C. C. 183. 

Shipper’s Load and Count 

Louisiana.—Question: Kindly give us your opinion as to the 
shipper’s rights of recovery for loss under the following 
circumstances. 

A shipper made an interstate carload shipment of bags to 
a customer of many year’s standing, said customer being a large 
firm of irreproachable standing. These bags were printed in 
shipper’s factory and a complete check is maintained through 
three different departments before being loaded into car. Ship- 
ment was made “shipper’s load and count,” but when car reached 
destination a shortage of two bales was discovered. 

Account of shipper’s complete check through the three de- 
partments and into car, it was quite conclusive that the full 
amount was loaded into car. The car arrived at destination 
with no report to the contrary that seals were intact and the 
consignee discovered the loss. The consignee also made a 
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thorough recheck to be convinced that a shortage existed and 
immediately notified shipper. 

It is our understanding that the burden of the proof is 
thrown on the shipper, when bill of lading shows “S. L. & C.,” 
but under the circumstances recited above,, supported with 
affidavits from both shipper and consignee, would not the car- 
rier be liable? 

Car seals do not necessarily insure against theft. Some are 
often improperly sealed and certain kinds can be tampered with 
and put back in such a way that, unless by very close investiga- 
tion, such tampering would not be discovered. 

Answer: Where a shipper’s load and count notation is 
placed on a bill of lading by the carrier, the receipt given by 
the carrier as evidenced by the issuance of the bill of lading, 
is a qualified one, and it becomes a matter of proof, when suit 
is brought by the shipper, as to whether the amount specified 
in the bill of lading was actually loaded, after it has shown that 
a lesser amount was delivered at destination. The fact that the 
loading and counting was done by the shipper, without super- 
vision or check by the carrier, necessarily places upon the ship- 
per the burden of showing the amount stated in the bill of lading 
was, in fact, loaded into the car. 

How this burden of proof is to be met is a matter to be 
determined by the shipper in a given case, the handling accorded 
the shipment by the carrier being a circumstance to be taken 
into consideration in weighing the evidence submitted by the 
shipper, which may consist of the testimony of the party who 
loaded the car, as to the loading and counting of the shipment, 
when it was placed in the car. See the decision in Lewis 
Poultry Co. vs. N. Y. C. R. R. Co., 105 Atlantic 109, and Palmetto 
Fertilizer Co. vs. C. N. & L. Ry., 83 S. E. 36. 

The decision in Brewster vs. N. Y. C. & H. R. R. Co., 129 
N. Y. S. 368, indicates the form of proof which a shipper should 
offer in support of his allegation of loss or damage by a carrier. 

Your method of loading and the complete record thereof 
which is made of the loading of your shipments should enable 
you to substantiate a claim for loss from a car so loaded, pro- 
vided it be shown by proper proof that a less amount was re- 
ceived at destination. 

With respect to affidavits as proof of loss or damage, see our 
answer to “New York,” on page 1864 of the June 19, 1926, 
Traffic World. 


Liability of Carrier for Permitting Unauthorized Inspection 
of Goods 

Ohio.— Question: We shipped a carload oi lard to our order 
and did not authorize inspection. The car was forwarded to des- 
tination and inspection allowed resulting in refusal of the ship- 
ment. The lard was resold by a broker at a loss of $102.13. 
There was nothing wrong with the lard, original consignee took 
exception to the label. We filed claim which the railroad refused 
to settle claiming carrier was not liable for the loss. 

We have been under the impression that the carrier is 
bound to comply with the provisions of the order bill of lading, 
but it seems that the carrier in this case does not consider the 
inspection provision at all obligatory. 


Will you kindly advise if you have knowledge of similar 
cases and how they are settled? 

Answer: In the case of Earnest vs. D. L. & W., 134 N. Y. S. 
322, and the cases cited therein, it is held that a carrier is not 
liable in conversion for the value of goods because of an un- 
authorized inspection. 

Furthermore, it has been held that, where a consignee of 
goods examined them while in the car without the permission or 
knowledge of the railroad company, and it was not shown to 
have been negligent, the railroad company is not liable for 
allowing the inspection. See Elm City Lumber Co. vs. A. C. L., 
88 S. E. 139, and Yuille-Miller Co. vs. C. I. & L., 128 N. W. 1099. 
See, also, the case of Quinn-Shepardson Co. vs. Great Northern 
Ry., 169 N. W. 422, in which it was held that where a contract 
for the shipment of a car of wheat over the line of defendant’s 
road contained the provision that the wheat should not be 
delivered to a named prospective purchaser without a surrender 
of the bill of lading, and that such prospective purchaser should 
not be permitted to inspect the wheat before such delivery, the 
act of defendant on the arrival of the car at destination in 
switching the same at the instance of the prospective purchaser 
onto an unloading side track did not constitute a delivery to 
such purchaser; and the carrier in such a case is not responsible 
for an inspection by the prospective purchaser, when made 
through secret and stealthy means, without the knowledge or 
consent of the carrier. 

It might be, if the carrier were sued for breach of its con- 
tract not to allow inspection that damages proved -to have re- 
sulted from the rejection of the goods could be recovered, but 
we know of no case so holding, provided the inspection was the 
result of negligence on the part of the carrier. 

Weights—Carrier’s vs. Shipper’s Weights 

Massachusetts.—Question: We recently had a car of to- 
matoes shipped from Mexico. We understand that this car was 
track scaled at Nogales, Arizona, and the weight as shown on 
the freight bill, taken, as we understand it, from the track scale, 





wePee VS VR ee WS ss Wer me ore ON SS . ce Wy 


ld 


+ tT @ Ree” 


, 


aA T + 


Os* 2 


March 26, 1927 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 
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shows weight of approximately five thousand pounds more, we 
believe, than it should be. We weighed quite a number of the 
packages in the car, and we also have advice from the shipper 
that the weight should be, according to his understanding, ap- 
proximately five thousand pounds less than the track scale 
weight shows. 

Will you kindly advise us your understanding with referente 
to what we should do in order to get the proper reimbursement 
from the railroad company. 

Answer: While the Commission has said that a carrier 
should not be required to accept weights ascertained by shippers 
on their private scales (Providence Fruit & Produce Exchange 
vs. Director-General, 66 I. C. C. 300, and S. C. Schenck vs. N. & 
W. Ry. Co., 29 I. C. C. 125), it has, where a carrier’s weights 
were questioned, given consideration to weights found by a 
consignee on his scales at point of destination. See Keystone 
Wood Co. vs. Pa. R. R. Co., 38 I. C. C. 622; S. C. Woolman & Co. 
vs. Pa. R. R. Co., 44 I. C C. 530, and Aetna Portland Cement Co. 
vs. D. G. H. & M. Ry. Co., 46 I. C. C. 407. Nevertheless, inasmuch 
as disputes as to the weights of past shipments raise questions 
of fact which are quite difficult of determination, evidence of 
a very positive character as to the incorrectness of the scaling 
by the carrier is necessary before another weight will be sub- 
stituted therefor. Browne Grain Co. vs. G. C. & S. F. Ry. Co., 
20 I. C. C. 163. 

Whether in the instant case a refund of charges based upon 
the difference in the weights found by the carrier and that found 
by the consignee can be had will depend on the evidence which 
can be produced as to the accuracy of the weights found at 
destination by the consignee as compared with the weights 
found by the carrier on its track scales. 

Equipment—Furnishing Of 

Tennessee.—Question: Will you kindly refer me to any 
rulings of the Commission or decisions or any cases before the 
court bearing on a situation such as the following: 

A shipper manufactures a product requiring first class 
equipment, in other words, A or B class cars with tight roofs. 
The carrier furnishes a class C car with a leaky roof, attaches 
a card to the car indicating that it is a class C car, and tenders 
to the shipper their usual form of car inspection report. This 
report also indicates that the car furnished is a class C car, 
and unfit for anything except rough freight. The shipper loaded 
the car with a product which was seriously damaged, necessitat- 
ing a heavy claim. 

The purpose of this inquiry is to locate some ruling, deci- 
sion of the Commission or some court decision bearing on such 
cases. It is the writer’s impression that there has been quite 
a few cases of this kind settled either by the Commission or 
the court in favor of the shipper. In other words, it was shown 
that the carrier must furnish the proper sort of equipment and 
see that it is the proper sort of equipment before undertaking 
to transport it to its destination. 


Answer: Section 88 of Vol. 10, Corpus Juris, reads, in part, 
as follows: 


__ It is the primary duty of the common carrier to furnish vehicles 
suitable in every respect in building, strength, and mode of construc- 
tion, for the safe transportation of the various kinds of property which 
are usually carried by it, and any failure to observe its duty in this 
regard will render it liable for loss or pena | caused thereby. 

In the fulfillment of its duty to provide safe and suitable cars 
for the transportation of goods offered, the carrier must provide 
cars which will protect the goods from the elements, and no defect 
in the cars will excuse a carrier from liability on proof of injury 
to the goods. Nevertheless a carrier is not required to furnish cars 
of sufficient strength to withstand a storm which it could not rea- 
sonably anticipate as likely to occur. 


Section 93 of Vol. 10, Corpus Juris, reads as follows: 


Where the shipper of the goods voluntarily selects vehicles him- 
self, by virtue of express contract or under circumstances which 
charge him with full knowledge of their capabilities and defects, 
relying on his own judgment and not on the duty of the carrier, 
the carrier is not liable for loss or injury caused by defects (Edward 
Frolich Glass Co. vs. Pennsylvania Co., 101 . » 223 (Mich.); 
Nicholson vs. St. Louis, etc., R. Co., 124 S. W. 573 (Mo.); Densmore 
Comm. Co. vs. Duluth, etc., R. Co., 77 N. W. 904 (Wis.)), except 
such as are latent and not readily discoverable. (Seaboard Air Line 
R. Co. vs. McRae, 80 S. E. 211 (Ga.)). Nevertheless it should appear 
either that there was a distinct agreement by the shipper to as- 
sume the risk of the sufficiency of the car furnished (Ogdensburg, 
etc., R. Co. vs. Pratt, 22 Wall. (U. S.) 125, 22 L. ed. 827; Cleveland, 
etc., R. Co. vs. Louisville Tin, etc., Co., 111 S. W. 358 (Ky); Forres- 
ter vs. Southern R. Co., 61 S. E. 524 (N. C.)), or that the shipper did 
not leave the selection of the car to the carrier, but assumed that 
duty himself. (Cleveland, etc., R. Co. vs. Louisville Tin, etc., Co., 111 
8. W. 358 (Ky.)). And it has been held that a consideration is neces- 
sary to render a contract of the character under consideration valid. 
(Seaboard Air Line R. Co. vs. McRae, 80 So. E. 211 (Ga.)). The mere 
fact that the at had inspected the car (St. Louis, etc., R. Co. vs. 
Marshall, 86 S. - 802 (Ark.); Chicago, etc., R. Co. vs. Davis, 42 N. 
B. 382 (iil.); Jones vs. St. Louis, etc., R. Co., 91 S. W. 158 (Mo.); 
Hunt vs. Nutt, 27 S. W. 1031 (Tex.)), or knows of the defects (Ogdens- 
burg, etc., R. Co. vs. Pratt, 22 Wall. (U. S.) 123; St. Louis, etc., R. 
Co. vs. Marshall, 86 S. W. 802 (Ark.); Missouri, etc., R. Co. vs. Mc- 
Lean, 118 S. W. 161 (Tex.)), will not exempt the carrier from liability 
caused by such defects. No duty rests on the shipper to inspect a 
car furnished by a carrier or to exercise care to know whether the 
car is in condition. (Cleveland, etc., R. Co. vs. Louisville Tin, etc., 
Co., 111 S. W. 358 (Ky.). 


There are two cases, namely, Schreiber Milling & Grain Co. 
vs. C. G. W., 246 S. W. 647, and DeVita vs. Payne, 184 N. W. 184 
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(Minn.), in which the courts have arrived at conclusions directly 
opposite to each other on the question of whether or not a 
carrier is liable for damage to goods loaded in a car, which car 
the shipper inspected before loading his goods therein. 

In the Schreiber case, 246 S. W. 647, decided by the Kansas 
City, Mo., Court of Appeals, Dec. 4, 1922, it was held that when 
a shipper is afforded an opportunity to select the vehicle in 
which his goods shall be transported and makes such selection 
with knowledge of the defects of the vehicle, the carrier is not 
liable for injury resulting therefrom. In the course of its 
opinion in this case, the court, on page 649, said: 


It is clear. from the authorities that when a shipper is afforded 
an opportunity to select the vehicle and makes such selection with 
knowledge of its defects, and injury results therefrom, the carrier 
is not liable. In Paddock vs. Railroad, 60 Mo. App. 328, it was held 
that, although plaintiff had knowledge of defects in the car, it did 
not appear that he had any choice in the matter, and was therefore 
compelled to abide by the selection made by the carrier, he was 
not estopped from complaining of injury resulting from the use of 
the car furnished him. Where a shipper, after due time for de- 
liberation, elects to ship his commodity in an unsuitable or defective 
ear, the carrier is not liable for damage thereto by reason of such 
defect. Huston vs. Railroad, 63 Mo. App. 671; Coupland vs. Railroad, 
23 Atl. 870 (Conn.); Densmore Com. Co. vs. Railroad, 11 N. W. 904 
(Wis.); Frolich vs. Railroad, 102 N. W. 223 (Mich.). The following 
cases seem to follow the decision in this case: M. K. & T. of Texas 
vs. McLean, 118 S. W. 161 (Tex.); Seneker vs. Lusk, 190 S. W. 96 
(Mo.), but modified by the condition that there must be other cars 
free from defects reasonably available. 


In the Seneker case, it was held that the mere knowledge 
of a shipper of strawberries of the defects in a refrigerator car 
which he had ordered and the probable effect of a shipping 
in such defective car, would not necessitate a verdict for the 
carrier in an action for damages to the berries; in such case, the 
carrier could not avoid liability on account of the shipper’s 
knowledge of the defects in the refrigerator car, without showing 
that another car could have been so provided that loss would 
have thereby been avoided to a material extent, but that a ship- 
per is bound to protest against shipping in a defective car. 

In the DeVita case, 184 N. W. 184, decided by the Supreme 
Court of Minnesota, July 1, 1921, it was held that it is the duty 
of a railway company as a common carrier, to furnish suitable 
cars for the transportation of the particular class of goods in- 
tended to be shipped, and it is not relieved from such duty by 
reason of the fact that the consignor inspected the car before 
loading. The court, on page 185, said: 


When appellant (carrier) received the bill of lading issued by 
the joint agent it had full notice that the car which the inspector 
condemned two days before was loaded with flour and offered for 
shipment. In accepting the same under such circumstances it can- 
not be held that the carrier is not liable for damage to the shipment 
on account of the defective condition of the car. Shea vs, Railway 
Co., 68 N. W. 608 (Minn.); Leonard vs. Whitcomb 70 N. W. 819 (Wis.). 


The following cases seem to follow the reasoning of the 
DeVita case; McDaniel Milling Co. vs. Mo. Pac., 191 S. W. 1021 
(Mo.); Constantine vs. L. R. & N. Co., 98 So. 81 (La.); F. D. 
Forester & Co. vs. Sou. Ry. Co., 61 S. E. 524 (N. C.); C. C. C. 
& St. L. vs. Louisville Tin & Stove Co., 111 S. W. 358 (Ky.); 
St. L. M. & S. vs. Marshall, 86 S. W. 803. 


In the Marshall case, 86 S. W. 803, the court, on page 
803, said: 


If the carrier fails to furnish proper cars and damage results 
from the defect in the car, then the carrier who furnished the de- 
fective car is liable, altohugh the actual injury may have occurred 
beyond its line. 

This is true although the shipper may have inspected the car 
before its acceptance and was aware of its condition. The Supreme 
Court of the United States thus stated this proposition: It is said that 
Pratt was aware of the defective condition of the car; that he 
voluntarily made use of it; and that the risk of loss by its use thus 
became his and ceased to be that of the company. The judge charged 
the jury that it was the duty of the carrier to furnish a suitable 
vehicle of transportation, that, if he furnished unfit or unsafe ve- 
hicles, he is not exempt from responsibility by the fact that the 
shipper knew them to be unsafe and used them; and that nothing 
less than a direct agreement by the shipper to assume the risk would 
have that effect. The judge at the trial in this case might have gone 
further than he did and charged that, if the — found the company 
to have been negligent and careless in furnishing cars, they would 
not be relieved from responsibility, although there had been an agree- 
ment that they should not be liable. 


In the Louisville Tin Company case the court said: 


It was not the duty of Ball Bros. to inspect the car or to exercise 
care to know whether it was in condition for the goods to be shipped 
in it; but they had a right to put the goods in, the car assuming 
that the railroad company would not have directed this to be done, 
unless the car was suitable. It is not charged that Ball Bros. were 
not authorized to place the cans in the car. The fact that it was done 
without the defendant’s knowledge or consent does not show that the 
initial carrier did not authorize it, and it was the duty of the de- 
fendant to keep the goods safely after it received them. 


The car was loaded with soda ash, a chemical, the action 
of which causes boards to shrink and metals to rust, and was 
delivered to Ball Bros. and reloaded with cans. Carrier set uD 
that car had been reloaded without its consent or knowledge. 

See, also, the following cases which relate in general to the 
liability of a carrier to furnish suitable cars for the transporta- 
tion of goods: St. L. & S. F. Ry. vs. State, 184 Pac, 442 (Okla.); 
N. C. & St. L. vs. Hopper, 217 S. W. 661 (Tenn.); Pacific Fruit 
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GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Datch East Indies for trans- 
shipment at San Franciseo. 


Calls are made at Tampa and San Diego as Carge offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 

THE STEELE STEAMSHIP LINE, INC. 

15 Meeore Street New York, N. Y. 
320 Merchants kashanes Denhaiee ™ Se. Louis, Mo. 

on SMITH, General Agent 
208 South La Salle Street Chieage, Ill. 





2 | ‘Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water heen New York, Telephone Bowling Green 7394 
Baltimore, Md. Fitebargh, Pi a. A>. Va. 
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WHY SHIPPERS USE 
SHIPPERS’ GUIDE SERVICE 


THIS FACT 


points to the enviable record attained in 
55 years of reputable service, based on 
completeness of information, reliability 
and regularity of revisions. Men well in- 
formed in Traffic Matters know that The 
Shippers’ Guide and its allied Guides could 
not continue all these years unless they 
give Value Received to the users. Think 
it over. 


THE SHIPPERS’ GUIDE CO., Inc. 


626 Federal St., CHICAGO 


New York Philadelphia St. Louis 
15 Park Row 308 Chestnut Street 508 Olive Street 
Mail this advertisement for free details of our service. 


Check here: Shippers by Frt. { ), Exp. ( ), Parcel Post (  ). 


Your name and address here. 


TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From From 


Mobile New Orleans 
April 9 
April 19 
April 30 
COASTWISE GULF SERVICE 


From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 
spre nadoets flsiclion, every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 5 oe moog ah Chen New York City 
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& Produce Co., 186 Pac. 852 (Wash.); L. & N. R. R. vs. Carr, 
81 Sou. 779 (Fla.); St. L. S. W. of Texas vs. Morehead, 207 S. W. 
336 (Tex.); L. E. & W. vs. Holland, 69 N. E. 138 (Ind.); S. A. L. 
Ry. Co. vs. McRae & Bro., 80 S. E. 211 (Ga.); Trout & Newberry 
vs. G. Cc. & S. F., 111 S. W. 220 (Texas); Sou. Kansas Ry. Co. 
of Texas vs. Hughey, 182 S. W. 361 (Tex.). 

State vs. Interstate Traffic 

Florida.—Question: During the embargo period in Oct., 
1925, we had some lumber shipped from Greenhead, Fla., on the 
B. Cc. & S. T. A. R. R. to Jacksonville, Fla., and here loaded it 
on a boat for Miami, Fla., and the lumber moved over the intra- 
state route of B. C. & S. T. A. to Chipley, and L. & N. to River 
Junction and Seaboard Air Line to Jacksonville, Fla. 

There is an intrastate and an interstate rate in effect from 
Greenhead to Jacksonville, the intrastate rate being 17 cents 
per 100 pounds, and the interstate rate being 26 cents per 100 
pounds, and upon arrival at Jacksonville the S. A. L. collected 
the interstate rate of 26 cents per 100 pounds. 

Claim was filed with the Seaboard on basis of the intrastate 
rate of 17 cents, which they have declined to pay, stating that 
because of the fact that the lumber was loaded on a boat at 
Jacksonville, and was moved to Miami over the Atlantic Ocean, 
it left the authority of the State Commission and the interstate 
rate will have to apply, although the Interstate Commerce Act 
in Section 1, paragraph 2, plainly states that it does not cover 
property moving within one state and not through another state 
or to or from a foreign country, and if you can locate any 
decision having a direct bearing upon the correct status of this 
lumber, I wish you would kindly point it out. 


Answer: We have endeavored to locate an opinion of the 
Commission or a decision of the courts which will definitely 
determine this question, but with the exception of two decisions 
of the courts we have been unable to locate any cases which 
have a definite bearing upon the question. The two cases to 
which we refer above are Lord vs. Steamship Company, 102 
U. S. 541, and Wilmington Transportation Co. vs. Railroad 
Commission of California, 236 U. S. 151. 

This case relates to the regulation of the charges for the 
transportation of goods and passengers between San Pedro, 
Calif, on the mainland, and Avalon on Santa Catalina Island, 
both of these places being within the county of Los Angeles 
in the state of California. 


The Supreme Court, in this case, held that the Railroad 
Commission of the State of California had, in the absence of any 
action by Congress, the power to regulate the charges for this 
transportation service. 


In Wilmington Transportation Co. vs. R. R. Commission of 
California the court said: 


Relying upon Lord vs. Steamship Co., 102 U. S. 541, the plain- 
tiff in error contends that transportation over the high seas is 
“commerce with foreign nations’ in the constitutional sense. (See 
Lehigh Valley R. R. vs. Pennsylvania, 145 U. S. 192; the Abby Dodge, 
223 U. S. 166, 176). But if it be assumed for the present purpose 
that the power of Congress extends to the subject of this contro- 
versy, the fact remains that the power has not been exercised. 
The provisions of the Federal statutes relating to vessels do not go 
so far, and the Interstate Commerce Commission has not been au- 
thorized to prescribe rates for water transportation unconnected with 
transportation by railroad, 36 Stat. 539, 545. In this aspect, the 
question is whether the mere existence of the Federal power, that 
is, while it is dormant, precludes the exercise of state authority to 
prevent exorbitant charges with respect to this traffic which has its 
origin and destination within the limits of the state. 


In connection with this paragraph we also direct your atten- 
tion to the opinion of the Commission in I. & S. Docket No. 613, 
New York, Jersey City Ferry Rates, 37 I. C. C. 108, which opinion 
is based upon the decision of the Supreme Court of the United 
States in N. Y. C. R. Co. vs. Hudson Co., 227 U. S. 248. 

While so far as the transportation of goods and passengers 
by a separate steamship company, as distinguished from a rail- 
road ferry service, is concerned, it seems clear that under the 
decision of the Supreme Court of the United States in the Wil- 
mington Transportation Co., 236 U. S: 152, the State Commission 
has the power to regulate the rates for such service, it is not 
so clear that where the service is a rail and water service, 
either rail and steamship or rail and railroad ferry service, that 
the decision in the Wilmington Transportation Company case, 
236 U. S. 152, can be relied upon as establishing the power of the 
State Commission to regulate such traffic. In this connection, 
we direct your attention to the decision in United States vs. 
Yohn, 275 Fed 234, in which case Judge Learned Hand, judge 
of the District Court, Southern District of New York, construes 
the decision in the Wilmington Transportation Company case, 
236 U. S. 152. This is the only case in which the latter case 
has been cited either by the courts or by the Commission. 

Reconsignment—Charges Applicable Where Shipment 
Reconsigned 

Illinois.—Question: A carload of eggs was shipped from 
Alton, Iowa, to Chicago, and at Chicago is reconsigned to 
Providence, R. I. The car is again reconsigned at Buffalo to 
Pittsburgh, Pa. 

Is the second diversion at Buffalo a reconsignment, calling 
for the application of local rates to and from the point of second 
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diversion, viz.: Buffalo, or is it merely a “stopping short of billed 
destination,” providing for the application of rates to and 
from the point of first diversion, plus a $6.30 reconsigning charge? 

Answer: The provisions of Rule 5 of the reconsigning rules 
which are published by most carriers are as follows: 


(a) Only one change in destination will be permitted by this 
company under these rules, except as provided in Section (b) of this 
rule, and then only provided the car has not had a previous change in 
destination after leaving the initial billing point. (See note.) 

(b) If the consignor, or consignee or owner requests a subsequent 
change necessitating movement of the car, the shipment will be 
treated as a reshipment from point of reforwarding and will be 
charged at the tariff rate therefrom, plus $6.30 per car. 

(c) If a car is stopped short of billed destination after it has had 
one diversion or reconsignment under these rules, charges will be 
made on basis of the tariff rates to and from the point at which the 
first diversion or reconsignment was accomplished, plus $6.30 per car 
in — to the other diversion or reconsignment charges previously 
accrued. 


See the opinion of the Commission in Tuffli Brothers Pig 
Iron & Coke Co. vs. Director-General, 62 I. C. C. 107, and Lowry 
Lumber Co. vs. Director-General, 59 I. C. C. 159. 

Under the findings in these cases the provisions of para- 
graphs (a) and (b) of Rule 5, as above quoted, are applicable. 
Liability for Defective Car Under Provisions for Milling in 

Transit at Point on Connecting Line Whose Charges Are 

Absorbed by Initial Carrier 

Nebraska.—Question: A car of wheat is shipped from A to 
B over the AB Railroad for milling in transit at B for destina- 
tion C. An industry who mills the wheat into flour, loads the 
flour in a car furnished by the Belt Railway, on whose tracks 
the industry is located, after which this flour is then switched 
to a third railroad, the BC Railroad, for destination C. 

It is afterward proved to the satisfaction of the three rail- 
roads involved that there were weevil in the lining of this car 
when it was set in by the Belt Railway for the industry to load. 

It is customary for the Belt Railway to inspect and tag cars 
O. K.’d for flour, and both the AB and the BC Railroads con- 
sider the inspections made by the Belt Railway the same as 
they do cars inspected by their own car inspectors. 

The AB Railroad publishes a through rate from A to C and 
also publishes a milling in transit arrangement at B on this 
through rate. 

On account of the weevil in the lining of this car getting 
into the flour the shipment is refused at destination and the 
entire shipment has to be re-conditioned at a cost of several 
hundred dollars. 

The AB Railroad, who published the rate and transit privi- 
lege, sign the bill of lading covering the shipment from B to C, 
but do not furnish the car or do not receive any haul and, in 
fact, do not even handle the car on a switch movement, but 
simply sign the bill of lading and issue the waybill, which way- 
bill is forwarded on to the BC Railroad and upon which the 
BC Railroad carries the shipment from B to C. 

The Belt Railway inspects the car, O. K.’s it for flour and 
sets it into the industry to load and after the flour is loaded 
they receive only the switch haul from the industry to the BC 
Railroad. 

The BC Railroad, who do not have anything to do with the 
furnishing of the empty car or with issuing the bill of lading 
contract, then move the shipment from B to C, where the ship- 
ment is refused on account of arriving in damaged condition. 

In the above case, who would be considered the initial car- 
rier? Against whom should we file our claim? And, if neces- 
sary to sue, against whom should we bring suit? 

Answer: If, as we understand to be the case, the switching 
charges of the belt line at B, both inbound and outbound, are 
absorbed by the AB Railroad, that carrier in the furnishing of 
equipment acted as the agent of the AB Railroad and the latter 
is the party against whom suit should be brought. See Mo. 
Pac. R. Co. vs. Reynolds-Davis Grocery Co., 268 U. S. 366. See, 
also, Brook-Rouch Mill & Elevator Co. vs. St. L. I. M. & S.,, 
21 I. C. C. 651, and Elimination of Transit Privileges on Export 
Cotton, 73 I. C. C. 299. 


Limitations—Suits for Loss, Damage or Delay 


Texas.—Question: Item 321, page 14, supplement 8, R. C. 
Fyfe’s I. C. C. 11, bill of lading conditions carries this clause: 
“Suits for recovery of claims for loss, damage, or delay shall 
be instituted only within two years, etc.” 

August 15, 1916, item 321-A, p. 9, supplement 20, substituted 
for the clause above quoted the following: “Suits for 108s, 
damage or delay shall be instituted only within two years and 
one day, etc.” This condition continued in effect until February 
28, 1920. 

Inadvertenly a bill of lading form with conditions authorized 
by item 321, supplement 8, was used for a shipment in January, 
1920. What time limit for filing of suit is applicable? 

Answer: With respect to this question, see the decision of 
the Supreme Court of the United States in Louisiana & WesterD 
Ry. Co. vs. John B. Gardiner, opinion No. 120, October Term, 
1926, decided February 21, 1927. 

As we construe the decision of the Supreme Court in Low 
isiana & Western Ry. Co. vs. Gardiner, above referred to, the 
court holds that a provision in the bill of lading governing 42 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 
CANAL ZONE ee 
Cristobal ALSO 
PANAMA any 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place.................. New York, N. Y. 
321 St. Charles Street ........... New Orleans, La. 
a in on nwt kenee Boston, Mass. 
Marquette Building.................. Chicago, Ill. 


Huff Shipping Company...... 
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In the Heart of New York State 


Broad Street Warehouse Corp’n 
700 Broad Street 
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Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroadsidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP'N, Utica, NV. Y. 














I1 Days Across 
the Pacific 


The fastest service over the 
shortest route to the Orient. 
Build your business in the Ori- 
ent by prompt deliveries. Save 
insurance, too, because of 
shorter petiod in transit plus 
high marineclassification. Every 
fourteen days a sailing from 
Seattle for Yokohama, Kobe, 
Shanghai, Hong Kong, Manila. 


L. L. BATES, General Freight Agent 
1519 Railroad Ave. So., Seattle, Wash. 





American Mail Line 


Admiral Oriental Line 








































GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 





Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. War ehouse, Inc., ws ca 
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interstate shipment which is not in accord with the provisions 
of the interstate commerce act, in this instance the provision of 
paragraph 11 of section 20 of the act relating to the time within 
which suits for loss, damage or delay may be instituted against 
a carrier, are unlawful and void and therefore ineffective. 

The court, in this case, held that inasmuch as the bill of 
lading which was issued for the shipment covered by the de- 
cision contained a provision respecting the time within which 
a suit could be brought for loss, damage or delay, which provision 
allowed a lesser time than the minimum period prescribed in 
paragraph 11 of section 20 of the interstate commerce act as 
amended February 28, 1920, the provision of the bill of lading 
was ineffective, and, there being no federal statute of limitation 
fixing a definite time within which a suit must be brought but 
merely a minimum period which must be observed by the car- 
riers in their bills of lading contract provision relating to the 
period of limitation within which a suit for loss, damage or 
delay must be brought, held that the state statute. of limitation 
applied. 





Personal Notes 





Joseph E. Sheedy, who has had charge of European affairs 
of the Fleet Corporation, has resigned, effective May 31. 


Frederick I. Cox; formerly a member of the Commission, 
has become associated with C. Bascom Slemp and John W. Price 
and associates, with offices in Washington. 

Edward F. Stock has been appointed traffic manager, Peoria 
& Pekin Union Railway. The office of general freight and 
passenger agent has been abolished. 

H. G. Allen has been appointed traveling coal freight agent, 
B. & O., at Fairmont, W. Va. 

E. N. Kendall, formerly assistant traffic manager, Interna- 
tional Supply Company, Tulsa, has been appointed traveling 
freight agent, C. & A., at Tulsa. 

R. P. Patterson has been appointed assistant freight traffic 
manager, Pere Marquette; E. T. Reynolds has been appointed 
general freight agent; J. C. Harms has been appointed assistant 
general freight agent, with offices at Detroit. 

Following is a corrected list of executives and officials of 
the Campbell’s Creek Railroad: President, R. P. Gillham; vice- 
president, C. R. Gillham; secretary, O. Gillham; general man- 
ager, W. V. Rensford; assistant general manager, J. B. Rens- 
ford; comptroller, W. E. Streng; traffic manager, A. R. Yar- 
borough; auditor, J. C. Plant. Changes were occasioned by 
the death of the president, Col. E. O. Dana, and the resignation 
of the traffic manager, H. D. Harner. 

Mrs. Robert L. Eaton has been appointed to the state rail- 
road commission of Florida by the governor of that state. She 
succeeds her husband, who died in February, after serving less 
than two months. 

D. P. Grier has been appointed general western agent, Sea- 
board Air Line at Chicago, succeeding J. G. Cantrell, who died. 
H. P. Smith has been appointed commercial agent at St. Louis; 
C. 8. Mayne has been appointed commercial agent at Denver, 
— Mr. Smith. The last two appointments are effective 
April 1. 

Edward F. Crowe has been appointed commercial agent, C. 
& E. 1, at St. Louis. 

Samuel Moody, retired passenger traffic maneger of the 
Pennsylvania, died at his home in Beaver, Pa., March 16. 

R. De Groote has been appointed district manager, Houston 
& Beaumont, of the Luckenbach Steamship Company; E. C. 
Becker has been appointed assistant district manager, succeed- 
ing H. S. Le Blanc, resigned; H. M. Cahill has been appointed 
southwestern freight agent at St. Louis, succeeding Mr. De 
Groote. 

The Missouri Southern Railroad Company announces that 
C. A. Patterson is appointed auditor, with office at Leeper, Mo., 
vice J. R. Midkiff. 

George H. Kinney, for fifteen years traffic manager of the 
Kansas City Structural Steel Company, has opened an office 
at Kansas City as industrial freight traffic counselor. 


DOINGS OF THE TRAFFIC CLUBS 


The twentieth annual dinner of the Traffic Club of Chicago, 
in the new ball room of the Palmer House the evening of March 
23, was the largest by far in the history of the club and was also 
the most orderly, at least in recent years. There was only a 
little disturbance, confined to, perhaps, half dozen men. Slightly 
less than 1300 members and guests were present. Before the 
dinner there was opportunity to inspect the new quarters of 
the club in the hotel. They are not quite ready for occupancy 
but were sufficiently in order to impress visitors with their 
beautiful appointments. Senator Fess, of Ohio, was the principal 
speaker, his subject being, “Some Unsolved Problems Before 
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the Country.” Touching on transportation, he said he saw no 
prospect of a general reduction in freight rates, though there 
might be reductions on some commodities at the expense of 
others in some sort of readjustment. However, he said, such 
readjustment must be worked out by men who were competent 
and not by Congress, “which knows nothing about it.” He 
thought all such transportation problems ought to be solved by 
cooperative effort of shippers and carriers rather than by 
Congress. Senator Fess is the author of a railroad consolidation 
bill, and he said he was greatly interested in its success. He 
opposed compulsory consolidation, but said there must be con- 
solidation by evolutionary process or government ownership, to 
be avoided as an evil, would be the alternative. As to the 
American merchant marine, he said it was being operated at a 
loss, but that the government would continue to operate it, even 
at continued .loss, if it could not be disposed of to private inter- 
ests. Herbert Leon Cope was the humorist. President Murray N. 
Billings presided and made some opening remarks referring to 
the history of the club and its progress. The invocation was by 
the Rev. John Timothy Stone, of the Fourth Presbyterian Church. 
Music was furnished throughout the dinner by the Chicago and 
Northwestern band. 





The following officers were elected at the annual banquet 
of the Women’s Traffic Club of San Francisco at the Hotel 
Bellevue: President, Winifred Bauer, American-Hawaiian Steam- 
ship Co.; vice-president, Hilda Miehle, Wholesalers’ Traffic As- 
sociation; secretary, Lee Wagner, E. C. Evans & Sons; treasurer, 
Esther Whitehead, Overland Freight Transfer Co. Mrs. Anne 
Schuster, Western Pacific, was elected to the board of directors. 
A program of entertainment was provided by members of the 
clud. 





The Transportation Club of Louisville held a meeting at the 
Tyler Hotel, March 24. Brainard Platt, of the Courier-Journal 
and Times, spoke. There was a program of entertainment and 
a buffet luncheon. 





The Traffic Club of Kalamazoo held a ‘“‘Pennsy Night” at the 
Columbia Hotel March 15. There was an attendance of 125. 
J. T. Johnson, freight traffic manager, Chicago, and others spoke. 
E. O. Wagner, division freight agent, Grand Rapids, was toast- 
master. There was a musical program which featured the 
Broadway Quartette, composed of employes of the Pennsylvania. 





The Omaha Traffic Club will hold a “smoker” and dinner at 
the Ad-Sell Grill Room in the Brandeis Building March 29. 
Brigadier General George B. Duncan will speak. 





The Oklahoma City Traffic Club held a meeting at the 
Y. M. C. A. March 21. A delegate to the annual meeting of the 
Associated Traffic Clubs of America was selected. 





The Transportation Club of Saint Paul held a meeting at 
the Saint Paul Hotel March 19. O. B. Higgins, Chicago, 
freight traffic manager, Universal Carloading and Distributing 
Company ‘and the Nicholson Universal Steamship Company, 
spoke on “Freight Consolidation, Its Origin and Effect upon 
Present Day Transportation Methods.” 





The Traffic Club of Houston held the first of a series of 
“ladies’ nights” in the form of a dinner-dance at the Warwick 
Hotel March 15. There was an attendance of 75. A program 
of music was provided and short talks were made by members 
of the club. Music for dancing was furnished by the Traffic 
Club Orchestra, under leadership of William Dunn. 





The Traffic Study Club of The Atlanta Traffic Club held a 
meeting at the Chamber of Commerce March 22. Charles E. 
Cotterill was the speaker. 





The Twin City Woman’s Traffic Club has elected Mrs. M. 
Degroff delegate to the annual meeting of the Associated Traffic 
Clubs of America at Memphis. 





The Traffic Club of Kansas City has elected A. W. Mackie, 
manager, Combustion Equipment Company, and L. B. Ayer, 
general agents, Canadian National Grand Trunk, delegates to the 
the annual meeting of the Associated Traffic Clubs of America at 
Memphis. G. L. Walker, traffic manager, Continental Oil Com- 
pany, G. F. Macgregor, executive general agent, Frisco, and A. A. 
Luttrell, C. & A., were elected alternates. 





The Traffic Club of New York will hold a meeting March 29. 
R. S. Parsons, chief engineer, Erie, will speak. 





The Traffic Club of St. Louis held a meeting at the Chamber 
of Commerce March 21. 





The Traffic Club of Sioux City held a meeting at the Cham- 
ber of Commerce club rooms March 23. R. B. Whitlock, secretary 
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In loading this first order received over the 
new Trans-Atlantic telephone the Freedom Oil 
Company, of Freedom, Pa., used Gerrard Uni- 
Lastic Stowage. Why? They knew from 
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months that this was the best guarantee they 
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stowing method not only because it is the saf- 
est, but because it gives them a direct saving 
of $2.00 to $30.00 per car, because it eliminates 
damage and freight paid on dunnage over 30 
pounds, and because it materially reduces load- 
ing and unloading costs. 


Adopt Gerrard Uni-Lastic Stowage—the cost 
is exceptionally low and the savings enormous. 
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and traffic manager, Sioux City Live Stock Exchange, spoke on 
“Fifty Years of Progress.” 





The Traffic Club of Memphis has ratified the resolution per- 
taining to consolidation of the railroads and the educational 
program adopted by the Associated Traffic Clubs of America. 





The Traffic Club of South Bend has elected Grant Clapperton, 
general agent, New York Central, and H. J. Jackson, general 
freight agent, N. J. I. & I., delegate and alternate to the annual 
meeting of the Associated Traffic Clubs of America at Memphis. 





There was an attendance of 450 at the seventh annual in- 
dustrial banquet of the Transportation Club of Decatur at the 
Hotel Orlando March 17. Frederick Landis, former congressman, 
Logansport, Ind., and L. W. Baldwin, president, Missouri Pacific, 
spoke. Dancing followed the program. 





The Shreveport Traffic Club has elected the following of- 
ficers: President, C. C. Phillips, traffic manager, Long Bell Lum- 
ber Company; first vice-president, J. T. Ringenback, traveling 
freight agent, Missouri Pacific; second vice-president, P. A. Frye, 
general agent, Mississippi Central; secretary, John Rieves, traffic 
manager, Southwestern Gas & Electric Company; treasurer, J. W. 
Leggett, car accountant, L. R. & N. 





The Traffic Club of Tulsa held a meeting March 22. Ezra 
Brainerd, Muscogee, Oklahoma, recently appointed a member of 
the Commission, was the principal speaker. He spoke on the 
work and purpose of the Commission. He was introduced by 
Edgar A. de Meules, president, Oklahoma State Bar Association. 
A. C. Holmes, traffic manager, Empire Refineries, Inc., was in 
charge of a program of entertainment. The meeting was well 
attended and there were numerous guests, including local at- 
torneys and members of the Chamber of Commerce. 





The monthly dinner meeting of the Motor City Traffic Club 
(Detroit) March 21, was devoted to the discussion of foreign 
trade. E. A. Kersten, import manager for S. S. Kresge Com- 
pany, described the conditions that must be taken into con- 
sideration when arranging transportation of shipments from 
foreign countries. John C. Mathews, secretary of H. M. Robins 
Company, exporters, explained the details of handling export 
shipments, emphasizing the facilities that are placed at the hands 
of American exporters by the government through the Depart- 
ment of Foreign and Domestic Commerce, of which there is a 
divisional office in Detroit. E. S. Neilson, general foreign freight 
agent, Pennsylvania Lines, Philadelphia, described the trans- 
portation of foreign shipments and explained the different forms 
of water-borne commerce and how the rail carriers cooperate. 
W. J. Thorpe, chief clerk, Pennsylvania Lines, Detroit, was in 


charge of arrangements for the meeting. The next meeting will . 


be held April 18 and will be in the form of a dancing party at the 
new Masonic Temple. 





The report dealing with the educational program and the 
resolution pertaining to the consolidation of railroads, adopted 
by the delegates to the meeting of the Associated Traffic Clubs 
of America at Milwaukee, October 26 and 27, 1926, have been 
ratified by a majority of member clubs. 


CHANDLER HEADS SHIPPERS’ CONFERENCE 


W. H. Chandler, manager of the traffic bureau of the Mer- 
chants’ Association, was elected chairman of the Shippers’ Con- 
ference of Greater New York, at a meeting held in the New 
York Traffic Club headquarters. Other officers elected are: 
W. A. Becker, vice-chairman, traffic manager of the Brooklyn 
Chamber of Commerce; P. W. Moore, secretary-treasurer, traffic 
manager of the Queensborough Chamber of Commerce; D. T. 
Waring, board of directors. The speakers included William S. 
Bowie, president of the Traffic Club; T. T. Harkrader, traffic 
manager of the American Tobacco Company, former chairman; 
L. M. Porter, traffic manager of the United Fruit Company; 
P. W. Moore, secretary, and D. T. Waring, retiring chairman. 
Mr. Moore was the recipient of a gift from the members as 
an acknowledgment of his services during the last year. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 

to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. E. Fox, Pres.; 
K. K. Bradley, Secy. and Treas. 

Akron (0.) Traffic Club. H. W. Young, Pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. D. G. 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—Traffic Club of Atlanta. T. B. Curtis, Pres.; F. B. 
Porter, Secy.-Treas. 
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Baltimore—Traffic Club of Baltimore. 
C. E. France, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. E. M. 
Cole, Pres.; R. A. McCaffrey, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

_ Brooklyn—Traffic Club of Brooklyn, Chamber of Commerce. 
Frank Bilek, Pres.; W. A. Becker, Secy.-Treas. 

Buffalo Transportation Club. W. D. Sanderson, Pres.; O. J. 
Farron, Secy.-Treas. 

Canton (O.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
Secy. 

Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chattanooga Traffic and Transportation Club. J. L. Griffith, 
Pres.; B. R. Shepherd, Secy.-Treas. 

Chicago Traffic Club. Murray N. Billings, Pres.; H. E. Mac- 
Niven, Secy. 

Chicago, Junior Traffic Club of. H. W. Hamilton, Pres.; 
J. E. Paulen, Secy. 

Cincinnati Traffic Club. J. W. Flannery, Pres.; G. W. Doll, 
Secy. 

Clarksburg (W. Va.) Traffic Club. C. A. Saylor, Pres.; 
L. M. Murphy, Secy.-Treas. 

Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray, 
Secy. 

Columbus, O., Transportation Club. C. O. Ruggles, Pres.; 
C. H. Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. G. W. Wood, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. B. W. Thomas, Pres.; C. V. Ruden, 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres.; 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.) Transportation Club. D. C. O’Dell, 
J. W. Beckum, Secy. 

Des Moines Transportation Club. E. J. Heck, Pres.; A. L. 
Johnson, Secy.-Treas. 

Denver Traffic Club. R. W. Lentz, Pres.; T. V. Kirk, Secy. 
and Treas. 

Denver Commercial Traffic Club. J. W. Day, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. J. H. Myler, Pres.; 
Secy. 

Detroit, Mich. Motor-City Traffic Club. E. F. Stewart, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. C. F. Bagley, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. L. V. Gardiner, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres.; 
Secy. 

Evansville (Ind.) Transportation Club. O. T. Myerhoff, Pres.; 
R. E .Ferguson, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. BE. E. Wyatt, Pres.; I. 8. McCon 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. D. E. Carrier, 
Pres.; C. P. Rennacker, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Transportation Club. L. M. MacPherson, 
Pres.; P. F. Burns, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi: 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
Pres.; W. D. Collins, Secy. 

Jackson (Mich.) Transportation Club. H. A. Plumer, Pres.; 
G. L. Baldwin, Secy. 

Jamestown (N. Y.) Traffic Club. W. H. Swanson, Pres.; 
O. M. Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City” Traffic Club. J. E. DeShazo, Pres.; J. J. Cul 
lington, Secy. 

Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; W. B. 
Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. H. W. Moore, Pres.; C. H. Win 
low, Secy. 

Kansas City Traffic Club. Fred Sobotta, Pres.; A. A. Lat 
trell, Secy.-Treas. 


A. J. Brannen, Pres.; 


Pres.; 


T. R. Cochrane, 


W. M. BHismann, 


O. R. Davies, 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 


under rates that have been revised ~ 


without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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RARER AEA 


x rn 
“Good Public Service 


We Save the Time 
You Save the Money 


The Important Commercial 
Cities of Ohio, Indiana and 
Michigan are your next 
door neighbors when you 
use Fast, Dependable, 
Electric Freight Service 


Between 


ZANESVILLE, OHIO 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana- Michigan 


Overnight Service 
Dayton, Lima, Columbus, Toledo, Detroit, 
Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine. 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Newark, Zanesville, 
Terre Haute, Peru, Logansport, 

New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, La Fayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


Write for free copies of Shippers’ 
Guide and Large Map in Colors. 


The “SOUTHERN OHIO” Traction Lines 


A. E. WILLIAMS, P. R. A. Zanesville, Ohio 
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Knoxville (Tenn.) Traffic Club. A. M. McCabe, Pres.; S. L. 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. D. C. Whitmore, Pres.; C. B. 


Tefft, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; BE. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. G. A. Weldon, Pres.; J. 
Meaders, Secy.-Treas. 

Los Angeles Transportation Club. E. D. Briggs, Pres.; 
L. G. Wilson, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Emma A. Kentz, Pres.; 
Myrtle Cranch, Secy.-Treas. 


Louisville Transportation Club. H. T. Lively, Pres.; C. A. 
Pennington, Secy. 
Madison, (Wis.) Traffic Club. S. L. Foote, Pres.; R. H. 


Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (0O.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 

Memphis Traffic Club. W. D. May, Pres.; H. H. Schutt, 
Secy. 

Milwaukee Traffic Club. J. E. Kraseman, 
Manske, Secy. and Treas. 

Minneapolis Traffic Club. G. R. Martin, Pres.; L. L. San- 
ford, Secy. - 

Minneapolis Junior Traffic Club. C. E. Belanger, Pres.; 
A. A. Luedke, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic and Transportation Club. W. E. Kennedy, 
Pres.; T. C. Schley, Secy. 

Montreal, Can., Traffic Club of; J. K. Smith, Pres.; F. T. 
Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. W. A. Ruehl, Pres.; 
Secy. 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Yung, Secy. 

New York Traffic Club. H. C. Snyder, Pres.; C. A. Swope, 
Secy. 

New York Traffic Forum. W. C. McKenna, Pres.; 
Hoyer, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.: P. W. Moore, Secy. 

New York Junior Traffic Club. J. E. McDonald, Pres.; 
V. Wanamaker, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

New York, N. Y.—Cooperative Traffic Association of New 
York. P. J. Winters, Pres.; C. J. Baker, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. 
Pres.; R. T. Etheredge, Secy. 

Oklahoma City Traffic Club. C. B. Robertson, Pres.; 
Krarup, Secy.-Treas. 

Omaha Traffic Club. M. S. Hartman, Pres.; 
mack, Secy. and Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. EB, Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 


Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. J. P. Brown, Pres.; 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. D. L. Wells, Pres.; A. H. Orr, Secy. 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
J. J. Reilly, Pres.; Thos. Byers, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. P. N. Moore, Pres.; E. G. Chadwick, Secy. 

Portland (Ore.) Industrial Traffic Club. F. 
Pres.; L. L. Brosy, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 
Letgh, Secy. —_ . 


Pres.; Ervin 


R. W. Tims, 
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Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Louis Traffic Club. H. J. Dentzman, Pres.; S. E. Wilson, 
Secy. 

St. Louis, Junior Traffic Club of. 
J. R. Staley, Secy. 

St. Paul Transportation Club. A. J. nneumnaie Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. L. Gohmert, Pres.; 
Chas. Wynne, Secy.-Treas. 

San Francisco Transportation Club. Frank G. Cole, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. S. K. Burke, 
Pres.; E. S. Clark, Secy. 

San Francisco Women’s Traffic Club. Winifred Bauer, Pres.; 
Lee Wagner, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Mc- 
Donald, Secy.-Treas. 


J. R. Spitznagel, Pres.; 


Seattle Transportation Club. A. F. Haines, Pres.; E. W. 
Mosher, Secy.-Treas. 
Shreveport (La.) Traffic Club. C. C. Phillips, Pres.; John 


Rieves, Secy. 
Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas. 


South Bend (Ind.) Traffic Club. G. S. Hess, Pres.; G. W. 
Orewiler, Secy.-Treas. 
Springfield (Mass.) Traffic Club. D. L. Topham, Pres,; 


B, A. Hapgood, Secy.-Treas. 


Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Syracuse Traffic Club. J. J. Jacobs, Pres.; F. M. Varah, 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 


Toledo Transportation Club. C. W. Dennison, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—-The Transportation Club of Toronto. W. R. 
Ingram, Pres.; W. J. Hotrum, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. W. Stumph, Pres.; 
B. A. Everett, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Twin City Women’s Traffic Club. Mrs. Mynoma De Groff, 
Pres.; Miss Emily Knutson, Secy. 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; 
Darrigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy, 
Treas. 

Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. G. A. Blackford, Pres.; 
E. C. Jepson, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. H. G. Watts, Pres.; W. C. More 
house, Secy.-Treas. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W. S. Taylor, Pres.; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N. 
Gingerich, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


Digest of New Complaints | 
i isi iiss 


No. 19149. Sub. No. 1. Providence Fruit & Produce Exchange et al. 
Providence, R. I., vs. New Haven et al. 
Rates in violation of first four sections of the act, on green 


C. E. 


a 


beans from Port Norfolk, Va., to Providence, R. I. Asks rates 
for future and reparation. & 
No. jorge. Sub. No. 1. Federal Radiator Co., Chicago, Ill., vs. B. 


al. 

Fitth class rates in violation of first three sections of the act 
on radiators from Zanesville, O., to Springfield, Mass., and Ja- 
maica, L. I. Asks rates for future and reparation. Gal- 

No. 19237, Sub. No. 1. Southern Traffic & Audit Association, © 
veston, Tex., vs. St. Louis-San Francisco et al. 


Rates in violation of first three sections of the act, on cotton 
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from Ashdown, Ark., to Brenham, Tex., because in excess of rates 
to other cotton mill points in Texas. Asks rates for future and 
reparation. 

No. 19289. James S. Kirk & Co., Chicago, Ill., vs. B. & O. 

Illegal charges on paper shopping bags from Lockland, O., to 
Chicago, Ill. Asks cease and desist order, and reparation. 

No. 19290. Peninsula Produce Exchange, Pocomoke City, Md., vs. 
Pennsylvania et al. 

Illegal charges on shipments of strawberries from points of 
origin in Eastern Shore territory to destinations in eastern states 
and eastern Canada because of inclusion of charges for trans- 
portation of ice placed in cars for refrigeration of the equipment. 
Asks reparation. 

No. 19291. Peninsula Produce Exchange, Pocomoke City, Md., vs. 
New York, Philadelphia & Norfolk et al. 

Illegal charges for refrigeration on shipments of fruits and 
vegetables from points in the Eastern Shore district to interstate 
destinations. Asks reparation. 

No. 19292. Peninsula Produce Exchange, Pocomoke City, Md., vs. 
Pennsylvania et al. 

Illegal refrigeration charges on shipments of strawberries from 
points in Eastern Shore territory to various interstate destinations. 
Asks reparation. 

No. 19292, Sub. 1. Same vs. Same. 

Charges in violation of sections 1 and 6 of the act on straw- 
berries from points in the Eastern Shore territory to various inter- 
state destinations because of application of charges for transporta- 
tion of ice used for refrigeration. Asks reparaton. 

No. 19293. Midland Chemical Laboratories, Inc., Dubuque, Ia., vs. 
Santa Fe et al. 

Unreasonable rate on gas oil from Oklahoma producing points 

and from Wichita Falls, Tex., to Dubuque, Ia. Asks reparation. 
No. — Ontonagon Fibre Co., Ontonagon, Mich., vs. C. M. & St. P. 
et al. 

Rates and charges in violation of section 6 of the act, on plain 
soapstone blocks, nat lettered, polished or traced, from Schuyler, 
Va., to Ontonagon, Mich. Asks reparation. 

No. 19295. The Hill-Lawson Co., Middlesboro, Ky., vs. Yazoo & Mis- 
sissippi Valley et al. 

Unjust and unreasonable rates on green tomatoes from Utica, 
Miss., to Middlesboro, Ky. Asks cease and desist order, rates 
for the future, and reparation. 

No. 19296. Brennan Packing Co., Chicago, Ill., vs. B. & O. et al. 

Unreasonable rates on sweet pickled meats (cured meats), loose, 
in straight and mixed carloads, from Chicago, Ill., to various 
destinations in official classification territory. Asks reparation. 

No. 19297. Dixie Underwear Co., Inc., Montgomery, Ala., vs. Central 
of Georgia et al. , 

Alleges that rates charged complainant on cotton fabrics or 
cotton piece goods (in the original piece containing a small 
stripe of rayon) from Chickamauga, Ga., to Montgomery and 
Wetumpka, Ala., are extortionate, unjust and unreasonable. Asks 
rates for the future, and reparation. 

No. — John F. Barker Produce Co., Phoenix, Ariz., vs. Santa Fe 
et al. 

Unreasonable rates on straight or mixed carloads of potatoes 
and onions from points in California to Tucson, Ariz.; on fresh 
fruits and vegetables, including cantaloupes and watermelons, 
from points in the Imperial Valley, Calif., to Tuscon, Ariz. Al- 
leges that rates also are prejudicial to Tuscon and preferential of 
Phoenix, Ariz. Asks rates for the future, and reparation. 

No. 19298. Sub. No. 1. Arizona Grocery Co. et al., Phoenix, Ariz., vs. 
Santa Fe et al. 

Unreasonable rates on potatoes and onions, straight or mixed 
carloads, and fresh fruits and vegetables, in straight or mixed 
carloads, including cantaloupes and watermelons, from points in 
California to Phoenix and Mesa, Ariz. Asks rates for future and 
reparation. 


No. 19299. The Railroad Commission of Wisconsin vs. Aberdeen & 
Rockfish et al. 

Complainant, as result of Supreme Court decisions holding that 
Congress has exclusively occupied the field with respect to 
equipment of locomotives, asks Commission for appropriate rules 
and regulations prescribing suitable cab curtains for protection 
of rail employes. 


No. 19300. The Ruwart Mfg. Co., by Louis Wagner, receiver, Denver, 
Colo., vs. C. B. & Q. et al. 
Unreasonable classification on saddle trees in three classifica- 
tion territories. Asks just and reasonable classifications. 
No. 19301. Swift & Co. et al., Chicago, Ill., vs. A. C. & Y. et al. 
Rates in violation of section 1 of the act, on fresh meat, packing 
house products and other articles, in peddler cars, from Chicago, 
Ill., Cleveland, O., St. Louis, Mo., E. St. Louis, Ill., Milwaukee, Wis., 
and Evansville, Ind., to points in Illinois. Michigan, Indiana, Ohio, 
Pennsylvania, New York and West Virginia, including all of that 
territory commonly known as C. F. A. Asks rates, rules and reg- 
ulations for the future, and reparation. 
No. ~— Kissel Motor Car Co., Hartford, Wis., vs. C. M. & St. P. 
et al. 
Rates in violation of sections 1, 4 and 6 of the act, on such 
articles as machinery, tools wheeis, iron and steel articles, etc., 
from points in New England, Trunk Line and C. F. A. territories 
to Hartford, Wis., and from Hartford, Wis., to destinations in 
oe territories on automobiles. Asks rates for future and repara- 


on. 

No. 19303. Utah Shippers’ Traffic Association, Salt k 
Oregon Short Line et al. Lake City, Utah, vs. 

cks class rates on commodities or property from Salt : 

City to points in Idaho, Montana and Oregon, he in Fa Amy “e 
sections 1, 3 and 13 of the act. Asks rates for future. 

No. 19304. American Cyanamid Co., New York, N. Y., vs. Michigan 
“a ~ Gio! tion of i 

ates in violation of sections 1 and 3 of the act, on cyanamid 

from Niagara Falls, Ont., to Cincinnati, O., and New "mans, 
Ind., destined to points in southeastern territory. Asks rates for 
future and reparation. 

No. 19305. The Southern Cotton Oil Co. et al., New Orleans, La., vs. 
Santa Fe et al. 

Unreasonable rates on lard substitute, both solid and liquid, 
from Gretna, La., to points in Kansas, Oklahoma and Texas. 
Asks rates which Commission found to be reasonable maximum 
rates in No. 14451, 101 I. C. C, 563-594, and reparation. 

No. B sy an eperheeeee Co. et al., Boston, Mass., vs. Santa 

e et al. 

Unreasonable rates and charges on theater chairs from Chicago, 
Ill., to points in Oklahoma and Texas. Asks rates for future and 
reparation. 

No. 19307. National Cottonseed Products Corp., Memphis, Tenn., vs. 
Alabama & North Western et al. , ® 

Rates in violation of sections 1, 3 and 13 of the act, on cotton- 

seed from points in Alabama, Florida, Georgia, Kentucky, Mis- 
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sissippi, North Carolina, South Carolina and Tennessee, to Louis- 
ville, Ky. Asks rates for the future. 

No, 19308. The Valentine Clark Co., St. Paul, Minn., vs. Canadian 
National et al. 

Charges in violation of sections 1 and 3 of the act, on cedar 
poles from Minnesota Transfer, Minn., to Charleston, W. Va., 
—— having originated in British Columbia. Asks repara- 

on. 

No. 19309. The Prairie Pipe Line Co., Independence, Kans., vs Mis- 
souri Pacific et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on machinery, portable houses and wood tanks, k. d., from Tyro, 
Kans., to Wilson, Okla. Asks rates for the future, and reparation. 

No, 19310. W. D. Hall, Atlanta, Ga., vs. Atlantic Coast Line et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
pone a from Columbia, S. C., to Palmertown, Conn. Asks rep- 
aration. 

No. 19311. Standard Gypsum Co., San Francisco, Calif., vs. Southern 
Pacific et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on plaster from Ludwig, Nev., to Seattle, University, Ballard, 
Fremont and Bellingham, Wash. Asks reparation. 

No. 19312, Munn, Griffin & Co., Rocky Mount, N. C., vs. A. C. L. 

Unlawful and excessive rates in violation of section 6 of the 
act, on corned herring from Norfolk, Va., to Rocky Mount, N. C. 
Asks reparation. 

No. hens po : —— Oil Co., Dallas, Tex., vs. Houston & Texas Cen- 
tral et al. 

Unreasonable rates on knocked down iron tanks from Wortham, 
Tex., to Smackover, Ark. Asks rates for the future, and repara- 


tion. 
No. 19314. Simms Oil Co., Dallas, Tex., vs. St. Louis-San Francisco 
et al. 

Unreasonable rates on oil well supplies between points in 
Texas and points in Arkansas and between points in Oklahoma 
and points in Texas. Asks rates for the future, and reparation. 

No. 19315. White Eagle Oil & Refining Co., Kansas City, Mo., vs. 
Union Pacific et al. 

Unreasonable rate on refined petroleum oil from Parco, Wyo., 
to Hotchkiss, Colo. Asks reparation. 

No. 19316. Wenatchee District Co-operative Assn., Wenatchee, Wash., 
vs. Great Northern et al. 

Rates in violation of sections 1, 2 and 3 of the act, on apples, 
from Cashmere, Wash., to Scranton, Pa. Asks rates for the 
future and reparation. 

No. 19317. Chas. F. Hause Mfg. Co., Inc., et al., Omaha, Neb., vs. 
Chicago & North Western et al. 

Unreasonable rates on drain pipe solvent from Omaha, Neb., 
to destinations in Illinois, Michigan, North Dakota, Iowa, South 
Dakota, Indiana and Ohio, Asks rates for the future and repara- 
tion. 

No. 19318. Jonesville Milling Co., Jonesville, Mich., vs. New York 
Central et al. ‘ 

Unreasonable charges on bulk wheat from Potterville, Mich., 
to Jonesville, Mich., there milled and products reforwarded to 
Kenton, Ohio. Ask rate for the future and reparation. 

No. 19319. North American Cement Corporation, Hagerstown, Md., 
vs. Central of New Jersey et al. 

Rates in violation of the first three sections of the act, on 
Portland cement from Alsen, N. Y., to destinations on the Staten 
Island Rapid Transit Railway’s line. Asks rates for the future 
and reparation. 

No. 19320. Nichols Contracting Co., Atlanta, Ga., vs. Seaboard Air 
Line. 

Rates in violation of sections 1 and 6 of the act, on contractors’ 
outfits from Alexander City, Ala., to Monticello, Fla., and reshipped 
to Drifton, Fla. Asks reparation. 

No. 19321. Iu. K. Stein Co., Minneapolis, Minn., vs. C. R. I. & P. 

Rates and charges in violation of section 6 of the act, on po- 
tatoes from Shafter, Calif., to Minneapolis, Minn. Asks repara- 
tion. 

No. 19322. Gamble Robinson Co., Minneapolis, Minn., vs. Northern 
Pacific. 

Rates or charges in violation of section 6 of the act, on onions 

from Walla Walla, Wash., to Minneapolis, Minn. Asks reparation. 


No. 19323. Federal Cement Tile Co., Chicago, Ill., vs. Indiana Harbor 
Belt et al. 

Unreasonable rates on slabs, cement or concrete, reinforced 
building or roofing, from Hammond, Ind., and sand from Michigan 
City, Ind., to Homewood, Ill. Asks reparation. 

No. 19324. Lewiston (Idaho) Commercial Club, vs. Northern Pacific 


et al. 

Asks that defendants be required to disclose what if any agree- 
ments they have in restraint of construction of railroads in 
central Idaho and eastern Washington, and that after due hear- 
ing and investigation an order be made commanding them to ex- 
tend a line from Homestead, Ore., through Clarkston to Lewis- 
ton, Ida., and to make common user of the line operated by the 
Camas Prairie Railroad from Lewiston to Riparia and such other 
common users as the Commission may deem to be requisite and 
proper. 

No. 19325. The Southern Cotton Oil Co., New Orleans, La., vs. Aber- 
deen & Rockfish et al. 

Unreasonable rates on cottonseed oil from points in North 
and South Carolina to Bayonne, N. J. Asks rates for the future 
and reparation. 


No. 19326. American Smelting & Refining Co. et al., New York, N. Y., 
vs. Santa Fe et al. 

Rates and charges in violation of sections 1, 3, 4 and 6 of the 
act, on copper from points in Nevada and Utah to Roebling, and 
Perth Amboy, N. J., and other points on Trenton division of the 
Pennsylvania, between Morris Junction and Perth Amboy. Asks 
rates for the future and reparation. 


No. Wal Miller Rose Co., LaCrosse, Wis., vs. Chicago & North 
estern. 

Rate or charge in violation of section 6 of the act, on empty 
second hand egg cases from Chicago, IIl., to LaCrosse, Wis. Asks 
reparation. 

No. 19328. Indianapolis Chamber of Commerce et al., Indianapolis, 
Ind., vs. Chicago & North Western et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on paper 
articles from points in the Fox River and northern Wisconsin 
districts to Indianapolis, as compared with rates to points in 
Illinois and Missouri. Asks rates for future and reparation. 

No. 19329. Western Asphalt Paving Corporation, Sioux City, Ia., vs. 
Chicago & North Western. 

Rates and charges in violation of sections 1 and 6 of the act, 
on asphalt from Port Neches, Tex., and Maurer, N. J., to Beres- 
ford, S. D., because of assessment of demurrage charges. Asks 
reparation. 
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*First Morning from New York Piers and Hoboken Cily. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


A 


FROM 


Ampere 

Bloomfield 

Boonton 

Cliftan 

Delawanna 

Harrison 

Hoboken City 

Hoboken Shore Railroad 
Jersey City 

Lyndhurst 

Newark 

Orange 

Passaic 

Paterson 

Watsessing 

And other New Jeuey eg 


aes Transfer 


gong Island City 


la _—" a 


fallabout 


=a 


"Se Cay St. 


NEW ae 
TRANSFER 


Y. Docks 


Sth St. 
Bush Docks 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 





what the Lackawanna Railroad is doing in the 


way of assembling shipments into through 


cars for the destinations named. 


Advantages: 


BOSTON 


80 Federal Street 
BROOKLYN 


32 Court Street 
BUFFALO 

Lackawanna Terminal 
CHICAGO 

111 West Jackson Blvd. 
CINCINNATI 

4th National Bank Bldg. 
CLEVELAND 

310 Park Building 


Quick service, advance infor- 
mation to agents concerning location of ship- 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 


ment of 10,000 Ibs., or more, of merchandise 


LACKAWANNA AGENCIES 


DETR 

1st National Bank Bldg. 
EASTON, PA. 

402 Northampton Street 
INDIANAPOLIS 

410 Guaranty Building 
KANSAS CITY 


Railway Exchange Bldg. 


MILWAUKEE 
1316 Majestic Building 
MINNEAPOLIS 
Metropolitan Life Bldg. 


NEWARK 
786 Broad Street 
N 


EW HAVEN 
39 Church Street 
NEW YORK CITY 

302 Broadway 
PHILADELPHIA 

1302 Finance Building 
PITTSBURGH 
428 Park Building 
ST. LOUIS 
112 North 4th Street 


per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


ST. PAUL 
Gor Merchants Bank Building 
SAN FRANCISCO 
823 Monadnock Bldg. 
SCRANTON 

Lackawanna Station 
SEATTLE 

1312 L. C. Smith Bldg. 
SYRACUSE 

Lackawanna Station 


TOLEDO 

1605 2nd National Bank Bldg. 
TORONTO 

1602 Royal Bank Bldg. 
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No. 19330. The Indianapolis Board of Trade, Indianapolis, Ind., vs. 
A. C. & %. ot Sh 

Rates in violation of sections 1, 2 and 3 of the act, on grain and 
grain products. Alleges that defendants originate and transport 
from origin points in Ohio, Illinois and western half of Indiana 
grain and grain products which move to consumers in C, F. A. 
territory and to destinations on C. & O. between Cincinnati and 
Huntington, W. Va., inclusive, and that defendants maintaiyg to 
Cc. & O. destinations relatively higher rates from origins in Illi- 
nois and western half of Indiana than are maintained from origins 
in eastern Indiana and Ohio; that such rates open to Indian- 
apolis from western half of Indiana and Illinois, compared with 
those from Ohio and eastern Indiana are unreasonable, and that 
defendants violate sections 2 and 3 of the act. Asks cease and 
desist order and rates for the future. 

No. 19331. Chevrolet Motor Company Division of General Motors Cor- 
poration, Janesville, Wis., vs. Chicago & North Western et al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 
on automobile bodies, passenger, set-up, finished (further finished 
= primed) from St. Louis, Mo., to Janesville, Wis. Asks rep- 
aration. 

No. 19332. Minnesota Photo Growers’ Exchange et al., St. Paul, Minn., 
vs. Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on potatoes 
from points in Minnesota and Wisconsin to points in Oklahoma. 
Asks rates for future and reparation. 

No. 19333. Gamble Robinson Co., Minneapolis, Minn., vs. Pere Mar- 
quette et al. . 

Rate or charge in violation of section 6 of the act, on grapes 

from Stevensville, Mich., to Alexandria, Minn. Asks reparation. 
No. 19334. Armour and Co., Chicago, Ill., vs. Santa Fe et al. 

Rates and charges in violation of section 1 of the act, on crude 
glycerin in tank cars from Los Angeles, Calif., to Chicago, IIl. 
Asks reparation. 

No. 19335. Charleston Milling & Produce Co., Charleston, W. Va., vs. 
Alabama Great Southern et al. 

Rates in violation of sections 1 and 4 of the act, on ground rice 
hulls and rice polish from New Orleans, La., to Charleston, W. 
Va. Asks rates not in excess of those to Gauley Bridge, W. Va., 
and reparation. 

No. 19336. Portsmouth Cotton Oil Refining Corporation, New York 
City, N. Y., vs. Delaware, Lackawanna & Western et al. 

Unreasonable rate on soyabean oil from Hoboken, N. J., to 
Portsmouth, Va. Asks rates for future and reparation. 

No. 19337. Haley-Neeley Co. et al., Sioux City, Ia., vs. Arkansas & 
Louisiana Missouri et al. 

Rates in violation of sectons 1 and 3 of the act, on fruits, vege- 
tables and melons, from points in Arkansas, Missouri, Texas and 
— to Sioux City, Ia. Asks rates for the future and repara- 
tion. 

No. 19338. John Wroe, Dayton, O., vs. Louisville & Nashville. 

Demurrage charges in violation of section 6 of the act, on 
32 carloads of cement received at Walton, Ky., from Ironton, O. 
Asks reparation, ; 

No. 19339. Armour and Co. et al., Chicago, Ill., vs. Chicago, Burling- 
ton & Quincy et al. é 

Unreasonable rates and charges on live hogs from Sioux City, 
Ia., to Oklahoma City, Okla. Asks reparation. 

No. 19339. Sub. No. 1. Armour & Co., Chicago, IIl., vs. Same. 

Rates and charges in violation of sections 1 and 6 of the act, 
on live hogs from Sioux City, Ia., to North Fort Worth, Tex. 
Asks reparation. 

No. 19340. American Chain Co., Inc., et al., Bridgeport, Conn., vs. 
Pennsylvania et al. 

Unreasonable rates in violation of the published tariff rates 
on bumpers for automobiles from East York, Pa., to points in 
New York, District of Columbia and New Jersey. Asks reparation. 

No. 19341. Schaperkotter Cooperage Co., St. Louis, Mo., vs. New 
York, Chicago & St. Louis et al. 

Illegal and unreasonable rates and charges on new wooden 
barrels, slack cooperage, carloads, from St. Louis, Mo., to Ambia, 
Ind. Asks rates for future and reparation. 

No. 19342. Gillican-Chipley Co. et al., New Orleans, La., vs. Apalachi- 
cola Northern et al. 

Unreasonable, discriminatory and prejudicial rates on naval 
stores from Florida peninsula points to various destinations in 
eastern and interior eastern territories. Asks rates for future and 
reparation. 

No. 19343. The Straight Line Engine Co., Inc., et al., Syracuse, N. Y., 
vs. New York Central et al. 

Rates in violation of first three sections of the act, on coke 
from Boston, East Boston, East Cambridge and Everett, Mass., 
to Syracuse, N. Y. Asks rate for future and reparation. 

No. 19344. J. A. Folger & Co., Kansas City, Mo., vs. Santa Fe et al. 

Unreasonable rates on tea from Kansas City, Mo., to Dallas, 
Tex. Asks rates and minimum carload weights for the future 
and reparation. 

No. 19346. James L. Purfield, St. Charles, Ill., vs. American Railway 
Express Co. 

Alleges that defendant’s joint directory of collection and de- 
livery limits Illinois section; tariff I. C. C. No. A-4, as pertains 

to territorial description of St. Charles, Ill., violates section 3 
of the act that under the circumstances now prevailing, the 
boundaries therein describe and at present exisiing in said tariff, 
are unjust, unreasonable, and discriminatory. Asks establish- 
ment of just and reasonable boundaries. 

No. 19347. Pruitt Commission Co. et al., San Antonio, Tex., vs. 
Beaumont, Sour Lake & Western et al. : 

Unreasonable rates on bananas and cocoanuts in straight or 
mixed carloads from New Orleans to San Antonio and Austin, 
Tex. Asks rates and unloading in transit privilege for future 
and reparation. 

No. 19348. Citizens Gas Co., Indianapolis, Ind., vs. Santa Fe et al. 

Rates in violation of sections 1, 4 and 6 of the act, on gas 
oil in tank cars from Oklahoma points to Indianapolis as com- 
pared with rates to Sheff, Ind. Asks reparation. 

No. 19349. Monarch Leather Co., Chicago, Ill., vs. Grand Trunk West- 
ern. 

Rates and charges in violation of section 6 of the act, on sea 
animal oil from Salem, Mass., to Chicago, Ill. Asks reparation. 

No. 19350. The Textile-Finishing Machinery Co., Providence, R. I 
vs. Chattahoochee Valley et al. 

Unreasonable rates on one car of textile machinery parts from 
Passaic, N. J., to Fairfax, Ala. Asks reparation. 

No. 19351. Clarksville (Tenn.) Traffic Bureau vs. L. & N. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on oats and 
corn from Cairo, Ill., to Clarksville, Tenn. Asks reparation. 

No. 19352. West Point Wholesale Grocery Co., West Point, Ga., vs. 
Atlanta & West Point et al. 

Rates in violation of sections 1 and 3 of the act, on cottonseed 
— from Memphis, Tenn., to West Point, Ga. Asks relief for 
uture, 
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No. 19353. The Southwestern Milling Co., Inc., Kansas City, Kans., 
vs. C. R. L.& P. et al. 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 of 
the act, on flour and other wheat products, milled at Kansas 
City, Kans. Asks relief for future and reparation. 

oe ~ aaa Cooperage & Lumber Co., Ft. Wayne, Ind., vs. 
rie et al. 

Unreasonable charges on basket hoops from Akron, Ind., to 
Pittsburgh, Pa. Asks rate for future and reparation. 

No. 19355. Kwikstik Co., Chicago, Ill., vs. A. & V. et al. 

Unreasonable rating on mucilage in three classification terri- 
tories. Asks just and reasonable classification. 

No. 19356. Simon Newman Co:, Newman, Calif., vs. Los Angeles & 
Salt Lake et al. 

Unreasonable rate on feeder cattle from Las Vegas, Nev., to 
Timba, Calif. Asks rates for future and reparation. 

No. 19357. Joslyn Mfg. & Supply Co., Chicago, Ill., vs. B. & O. et al. 

Unreasonable and prejudicial rates on wooden telegraph and 
telephone insulator pins and brackets from points in Virginia and 
Maryland to points in Illinois, Minnesota, Missouri and Ohio. Asks 
rates for future and reparation. 

or - Northwest Tablet Co., Minneapolis, Minn., vs. Northern 
acific. 

Rates and charges in violation of first four sections of the act, 
on writing tablets, from Minnesota Transfer, Minn., to Fargo, 
N. D. Asks rates for future and reparation. 

No. 19359. Cameron Auto Co., Dallas, Tex., vs. Texas & Pacific. 

Rates and charges in violation of sections 1 and 6 of the act, 
- automobiles from Flint, Mich., to Dallas, Tex. Asks repara- 
ion. 

No. 19360. Birmingham Traffic Bureau, Birmingham, Ala., vs. Mis- 
sissippi-Warrior Service et al. 

Unreasonable and prejudicial transit privileges on cotton at 
Birmingham, Ala. Asks establishment of just, reasonable and 
non-prejudicial transit privileges on cotton for application at 
Birmingham and rates for the future. 

No. 19361. Richmond (Va.) Union Stock Yards Co., vs. C. & O. et al. 

Rates, charges, minimum weight and mixing rules in violation 
of sections 1 and 3 of the act, on livestock from Richmond, Va., 
to Baltimore, Md. Asks relief for future and reparation. 

No. 19362. Northwestern Lumbermen’s Association, Minneapolis, Minn., 
vs. M. St. P. & S. Ste. M. 

Unreasonable rates and charges on sand and gravel from Barrett 
and Engen Spur, Minn., to Wyndmere, Adams, Lankin and Ne- 
Koma, N. D. Asks reparation. 

No. 19363. The Milwaukee Coke and Gas. Co., Milwaukee, Wis., vs. 
Ahnapee & Western et al. 

Rates in violation of sections 1, 3 and 13 of the act, on coke 
from Milwaukee, Wis., to points in Wisconsin, Illinois, Iowa, 
Minnesota, northern peninsula of Michigan, the Dakotas, Nebraska, 
Kansas and, Missouri, compared with rates from competitors’ 
plants at Chicago, Sault Ste. Marie, Ont.-Mich., Terre Haute, In- 
dianapolis, St. Louis, Mo., Granite City and East St. Louis, Il. 
Asks rates for future. 

No. 19364. Gilliland Oil Co., of New Mexico, Albuquerque, N. M., vs. 
Santa Fe et al. 

Unreasonable rates and charges on gasoline and lubricating 
oil from Barnsdall, Beggs, Shamrock and Tulsa, Okla., and Kan- 
sas City, Mo., to Albuquerque, N. M. Asks reparation. 

No. 19365. Flynn, Welch and Yates, Artesia, N. M., vs. Santa Fe. 

Unreasonable rates and charges on mixed acid from Denver, 
Colo., to Artesia, N. M. Asks rates for future and reparation. 

No. 19366. Magnolia Petroleum Co., Dallas, Tex., vs. Santa Fe et al. 

Unreasonable rates and charges on iron and steel tanks, K. D., 
from Cement and Wewoka, Okla., to points ‘in Arkansas and 
Louisiana. Asks rates for future and reparation. 

No. 19366. Sub. No. 1. Magnolia Pipe Line Co., Dallas, Tex., vs. 
Santa Fe et al. 

Same complaint and prayer with respect to shipments of same 
commodity from Cement, Okla., to Sarepta, La. 

No. ~~" Pratt & Lambert, Inc., Buffalo, N. Y., vs. Pennsylvania 
et al. 

Unreasonable rates on tin cans and tin pails in both straight 
and mixed carloads from Cleveland, O., to Black Rock, Buffalo, 
N. Y. Asks rates for future and reparation. 

No. 19368. A. S. Nowlin & Co., Lynchburg, Va., vs. N. & W. 

Objects to undercharge claim on shipment of coal from Gary, 
W. Va., to Lynchburg. Asks cancellation of undercharges. 

No. 19369. Kusa Brick & Tile Co., Kusa, Okla., vs. Kansas, Oklahoma 
& Gulf of Texas et al. 

Rates in violation of sections 1 and 6 of the act, on brick and 
hollow building tile from Kusa, Okla., to Wellington, Tex. Asks 
reparation. 

No. 19370. Merchants’ and Manufacturers’ Traffic Bureau et al., Mus- 
kogee, Okla., vs. Arkansas & -—Louisiana Missouri et al. 

Rates in violation of sections 1 and 3 of the,act, on polished 
wire glass from Okmulgee, Okla., to New Orleans, La. Asks 
rates for future. 

No. ae _ Refining Co., Charleston, W. Va., vs. Atlantic Coast 
ine et al. 

Charges in violation of sections 1 and 3 of the act, on Fullers 
earth from Attapulgus, Ga., Quincy and Jamieson, Fla., to Falling 
Rock, W. Va. Asks rates for the future and reparation. 

No. 19371. Liberty Cooperage & Lumber Co., Ft. Wayne, Ind., vs. 
Michigan Central et al. 

Unreasonable charges on basket tops from Benton Harbor, 
Mich., to North East, Pa. Asks reparation. 

No. 19372. Liberty Cooperage & Lumber Co., Ft. Wayne, Ind., vs. 
Missouri Pacific et al. 

Unreasonable charges on elm hoops from West Helena, Ark., to 
San Francisco, Calif. Asks rates for future and reparation. 

No. 19373. American Hide & Leather Co., Boston, Mass., vs. Central 
of New Jersey et al. 

Illegal and inapplicable charges on bichromate of soda from 
Jersey City, N. J., to Ballston Spa, N. Y. Asks reparation. 

No. — Hartford City (Conn.) Gas Light Co. vs. Pennsylvania 
et al. 

Unreasonable charges on coke from Swedeland (Rambo), Pa., 
to Hartford, Conn. Asks cease and desist order and reparation. 

No. SS Board of City Commissioners, Okmulgee, Okla., vs. St. L.- 

Unreasonable rates on sulphate of aluminum from East St. 
Louis, Ill., and St. Louis, Mo., to Okmulgee, Okla. Asks rates 
for future and reparation. 

No. 19376. Flowers Lumber Co., Atlanta, Ga., vs. Seaboard Air Line. 

Inapplicable and unreasonable charges on lumber from Preston, 
Ga., and Cusseta, Ga., to points in Florida. Asks reparation. 

No. 19377. Certain-teed Products Corporation, New York City, vs. 
D. & H. et al. 

Unreasonable rates on red slate granules or crushed slate from 
Middle Granville, N. Y., and Poultney, Vt., to Niagara Falls, N. 
Y., diverted in transit to Marseilles, Ill. Asks reparation. 
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100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 





BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 

facilities. 


OF BUFFALO, N.Y. 





PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
10 Chestnut 8t., Philadelphia 
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BOSTON TIDEWATER TERMINAL, Ine. 


J. M. Heffman, V. P. & Gen’l Mgr. 
666 Summer S8t., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available—Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity—Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


ards of service to vessels and shippers 
Write or telephone the compan 
furnished, together with descriptive illustrated folder. 
HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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The Chain of Tidewater Terminals 


Warehouses 


All structures are concrete and steel, completely 
and security with lowest possible insurance rates. 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
alike. Our service costs no more—why pay as much for less? 
nearest to you and our rates and arrangements will be promptly 


Our 


NEW YORK 


ATLANTIC TIDEWATER TERMINAL 


G. W. Green, V. P. & Gen’l Mer. 
17 State St., New York 


Two modern fireproof double-decked piers. 1820 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age_and handling charges. 


PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 
Eleven mammoth warehouses, with 

floor area of 1,800,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 


NORFOLK 


NORFOLK TIDEWATER 
TERMINAL 
J. A. Moore, Manager 
Norfolk, Va. 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and _ classification 
yards have over 4,000-car capacity—Every 
modern device for rapid and economical 
handling, all classes of cargo—Forty 
acres open storage space for lumber, metals 
and ores. 





2 e The above means great money saving to you. Read carefully—then direct 
Shippers * your freight to be delivered to these s 
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No. — Roberts Construction Co., Lincoln, Neb., vs. C. B. & Q. 
et al. 
Unreasonable rates on paving brick from Buffalo, Kans., to 
Fairbury and Hebron, Neb. Asks reparation. 
No. a James S. Kirk & Co., Chicago, Ill., vs. Chicago & Eastern 
llinois. 

Illegal charges on soap from Chicago, Ill., to Terre Haute, Ind. 
Asks reparation. . 
No. 19381. Green & Stowe, Welch, W. Va., vs. Norfolk & Western. 
Unreasonable rates on sand and gravel from Sargents, O., to 

Welch, W. Va. Asks rates for future and reparation. 


o, 
9 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 28—Hartford, Conn.—Examiner McGrath: 
18873—Cheney Bros. et al. vs. South Manchester R. R. et al. 


March 28—Lockport, N. Y.—Examiner Fuller: 
17006—The Upson Co. vs. A. A. R. R. et al. 


March 28—Washington, D. C.—Examiner Trezise: 
12681—In re charges for wharfage, handling, storage, and other 
accessorial services at Atlantic and Gulf ports (further hearing). 


March 28—Houston, Tex.—Examiner Fleming: 
14346—Houston Cotten Exchange & Board of Trade et al. vs. A. & 
S. Ry. et al. (further hearing for purpose of affording complain- 
ants an opportunity to show whether they made any shipments 
under the rates thereon found unreasonable and in that event 
whether they paid and bore the charges thereon). 


March 28—Argument at Washington, D. C.: 
Valuation _ 221—In re tentative valuation of the property of B. 


M. R. R. 
Valuation No. 123—In re tentative valuation of the property of St. 
Johnsbury & Lake Champlain R. R. 
Valuation No. 116—In re tentative valuation of the property of 
Montpelier & Wells River R. R. 


March 28—Kansas City, Mo.—Examiner Disque: 
lL. & S. 2873—Furnishing Suitable Cars for Loading Flour and other 
grain products. 
March 28—Washington, D. C.—Examiner Keeler: 
1 Rate Structure Investigation, Part 4, Petroleum and Petrol- 
eum Products. 
18458—Rates on petroleum and petroleum products within the ter- 
ritory on and east of the Mississippi River, and south of Ohio 
River, and east of Indiana-Illinois State Line, and from points 
without to points within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refinrs Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Of: Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
18061 (Sub. 1).—Piedmont Oil Co. vs. A. & V. Ry. et al. 
18253 (Sub. No. 1 and 2).—Pure Oil Co. et al. vs. A. & R. R. R. et al. 
March 28—Galveston, Tex.—Examiner Fleming: 
14846—Houston Cotton Exchange & Board of Trade et al. vs. 
A. & 8S. Ry. et al. 

(Further hearing, for purpose of affording complainants an 
opportunity to show whether they made any shipments under 
the rates therein found unreasonable and in that event whether 
they paid and bore the charges thereon.) 


March 28—Kansas City, Mo.—Examiner Disque: 

* 1. & S. 2873 (1st supplemental order)—Furnishing suitable cars for 
loading flour and other grain products. 

March 29—Houston, Tex.—Examiner Fleming: 

I. & S. 2859—Import iron and steel articles from Texas Gulf Ports 
to Interstate destinations. 

March 30—Hartford, Conn.—Examiner McGrath: 

* Fourth Section Application No. 11863 et al. 

March 30—St. Louis, Mo.—Examiner Disque: 

* 18834—T. J. Moss Tie Co. vs. B. & O. R. R. et al. 

March 31—Washington, D. C.—Examiner Davis: 

* Finance No. 6177—Application of Chesapeake & Potomac Telephone 
Co. of West Virginia for a certificate that the acquisition by it 
of certain telephone properties of the Consolidated Power & Light 
Co. in the town of Milton and County of Cadell, W. Va., will 
be of advantage to the persons to whom service is to be ren- 
dered and in the public interest. 


April 1—St. Louis, Mo.—Examiner Disque: 
* I. & S. 2877—Grain and grain products from Illinois and Indiana 
to Arkansas. 
April 1—Argument in Washington, D. C.: 
1. & S. 2785 (and ist supplement)—Cedar Poles and Piling from 
North Pacific Coast to Destinations East of the Rocky Mountains. 
9971—-National Pole Co. vs. A. T. & S. F. Ry. et al. 
17077—Buffelin Lumber & Mfg. Co. et al. vs. O0.-W. R. & N. Co. et al. 
April 1—Los Angeles, Calif.—Examiner Beach: 
1. & S. 2829—Soda ash from Cartago, Skinner and Keeler, Calif., 
to Western Trunk Line and Southwestern territories. 
APril 2—Los Angeles, Cailf.—Examiner Beach: 
18933—American Potash and Chemical Corporation, successor to 
American Trona Corporation, vs. D. M. & N. Ry. et al. 
April 4—Cincinnati, O.—Examiner Disque: 
* 15627—Southern Agricultural Chemical Corp. vs. C. C. C. & St. L. 
Ry. et al. 
April 4—Los Angeles, Calif.—Examiner Beach: 
1767i—Whiting-Mead Co. vs. Andrew W. Mellon, Director General 
, of Railroads, as agent. 


Docket of the Commission 
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No. 19382. Fordson Coal Co., Inc., Stone, Ky., vs. Norfolk & Western. 
Unreasonable rates on sand and gravel from Kenova, W. Va., 
to Stone, Peg, McVeigh and Hardy, Ky. Asks rates for future 
and reparation. 
No. 19383. Ashtabula Hide & Leather Co. et al., Ashtabula, O., vs. 
New York Central et al. 

Rates in violation of sections 1 and 3 of the act, on tanning ex- 
tract from New York City and New York Harbor points and 
Wilmington, Del., to Ashtabula, O. Asks rates for future and 
reparation. 





o, 
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April 5—Washington, D, C.—Examiner Carter: 
1. & S. 2867—Icing of perishable commodities at points on New York, 
New Haven & Hartford R. R. 
16570—Joint Council of the International Apple Shippers Assn. et al. 
vs. N. Y. N. H. & H. R. R. et al. (further hearing). 
April 6—Brawley, Calif.—Examiner Beach: ; 
Fourth Section APplication 12836—Refrigeration charges from points 
in California. 
April 6—Argument at Washington, D. C.: 
16742—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. A. T. & S. F. Ry. et al. 
16770 (and Sub. 1 to 9, incl.)—Bashford-Burminster Co. vs. A. T. 


& S. F. Ry. et al. 
17549 —_ Sub. 1)—Phelps Dodge Mercantile Co. vs. A. T. & S. F. 
Ry. et al. 
17781_—Simpson- Ashby Co. vs. Sou. Pac. Co. 
14140—Solomon-Wickersham Co. vs. Santa Maria Valley R. R. et al. 
14449—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. A. T. & S. F. Ry. et al. 
17448—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 
16839—T. S. DeForest Co. vs. A. T. & S. F. Ry. et al. 
17466—United Verde Extension Mining Co. vs. Sou. Pac. Co. 

April 6—Washington, D. C.—Examiner Mullen: ; 

* a No. 6165_A pplication of Texas & Pacific Ry. for authority 
to acquire control of the Abilene & Southern Ry. by purchase of 
capital stock and bonds. 

April 7—Washington, D. C.—Examiner Carter: 

i & S. 2874 cena supplemental order)—Lime between southern 
oints. 

* portions Fourth Section Applications Nos. 600, 601, 542, 1024, 972 
et al.—In re authority to continue to charge for transportation 
of lime, in carloads, from lime producing points in Alabama, 
Georgia, Kentucky, Tennessee and Virginia to points in Southern 
Classification territory (to be heard in connection with I. & S. 
2874, lime between southern points). 

April 7—Washington, D. C.—Examiner Carter: 

1. & S. 2874—Lime between southern points. : 

1. & S. 2874 (1st supplemental order)—Lime between southern points. 

16407 (and Sub. ; and 2)—Security Cement and Lime Co. vs. B. & 
Oo. R. R. et al. 

16408—Security Cement and Lime Co. vs. A. & R. R. R. et al. 

April 7—Argument at Washington, D. C.: 

15230—Rauh & Sons Fertilizer Co. vs. A. C. & Y. Ry. et al. 

17721—Tucson Wholesalers’ Assn. et al. vs. A. T. & S. F. Ry. et al. 

18176 (and Sub. 1 and 2)—Peters Duncan, Ltd., et al. vs. Del., Md. 
& Va. R. R. et al. 

Finance No. 5744—Construction of Branch Lines by San Benito & 
Rio Grande Valley Ry. 

Finance No. 5869—Construction of Extension by San Antonio & 
Aransas Pass Ry. 

April 7—Kansas City, Mo.—Examiner Wagner and Commissioner Mc- 
Manamy: 

19272—Chamber of Commerce of Kearney, Neb., vs. A. & R. R. R. 
et al. (to be heard in connection with 17000, part 2). 


April 7—Kansas City, Mo.—Examiner Wagner and Commissioner Mc- 
Manamy: 
19195—Aliiance Chamber of Commerce et al. vs. A. & R. R. R. et al. 
(to be heard in connection with 17000, part 2). 
April 8—New Orleans, La.—Examiner Disque: 
16002—R. A. Gibson vs. K. C. S. Ry. et al. 
18702—Tennessee-Arkansas Gravel Co. vs. Mo. Pac. R. R. 
April 8&—Phoenix, Ariz.—Examiner Beach: 
17866—Apache Powder Co. vs. A. T. & S. F. Ry. et al. 


April 8—Argument at Washington, D. C.: 

17779—Stauffer Chemical Co. vs. Outer Harbor Dock and Wharf Co. 

18360—Public Service Commission of the State of Wyoming vs. B. 
& O. R. R. et al. 

April 9—Phoenix, Ariz.—Examiner Beach: 

Finance No. 5943—Application of California, Arizona and Santa Fe 
Ry. Co. for authority to construct a line of railroad in Maricopa 
county, Ariz. 

Finance No. 6042—Application of Atchison, Topeka & Santa Fe RY. 
for authority to acquire control by lease of a line of railroad 
proposed to be constructed by the California, Arizona and Santa 
Fe Ry. in Maricopa county, Ariz. 


April 11—Washington, D. C.—Examiner Boyden: 
Valuation No. 833—In re tentative valuation of the property of the 
Atlanta and West Point R. R. 
Valuation No. 847—In re tentative valuation of the property of 
the Western Ry. of Ala. 
April 11—Washington, D. C.—Examiner Carter: 
19826— American Smelting & Refining Co. et al. vs. A. T. & S. F. 
y. et al. 
April 11—Phoenix, Ariz.—Examiner Beach: 
ay eee Corporation Commission et al. vs. A. T. & S. F. RY. 
et al. 
April 12—Washington, D. C.—Examiner Bunten: 
19200—Depreciation Charges of Carriers by Pipe Lines. 
April 12—Washington, D. C.—Examiner Fuller: 
19053—Appalachian Electric Power Co. vs. Virgn. Ry. 
April 12—Washington, D. C.—Examiner Davis: : 
* Finance No. 6173—Application of Western Maryland Ry. for au- 
thority to acquire control of the Chesapeake & Curtis Bay R. R- 
by purchase of capital stock. 
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April 13—Argument at Washington, D. C.: 
17961—American Cyanamid Co. vs. Mich. Cent. R. R. et al. 
18272—Transcontinental Oil Co. vs. B. & O. R. R. et al. 
18427—Detmer, Bruner & Mason, Inc., vs. Bush Term. R. R. et al. 
April 13—Washington, D. C.—Examiner Macomber: 
Valuation No. 918—In re tentative valuation of the property of 
the Canton R. R. 
April 14—Washington, D. C.—Examiner Davis: 
* Finance No. 6175—Application of Chicago & Eastern Illinois *Ry. 
for authority to acquire control of Chicago Heights Terminal 
Transfer Railroad by purchase of capital stock. 


April 14—Argument at Washington, D. C.: 
17541—The Celotex Co. vs. A. & W. Ry. et al. 
18215—Greater Des Moines Committee, Inc., vs. A. & W. Ry. et al. 
— oe _— 1)—Railroad Commission of Ark. et al. vs. A. A. 
. R. et al. 


April 15—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director General, A. & V. Ry. 
13869 (and Sub. 1)—Certain-teed Products Corp. vs. Sou. Ry. et al. 
= Cement & Supply Co. et al. vs. A. & W. P. R. R. 


et ° 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al. 
15865—Florence Chamber of Commerce vs. L. & N. R. R. et al. 

April 15—Washington, D. C.—Examiner Haley: 

Finance No. 4086—Excess Income of the D. T. & I. R. R. Co. 

April 18—Washington, D. C.—Examiner Molster: 

* Finance No. 5956—Application of Smoky Mountain Railroad for au- 
thority to acquire a line of railroad in Knox and Sevier counties, 
Tenn. 

* Finance No. 5957—Application of Tennessee & North Carolina Ry. 
for authority to acquire control, by lease, of the Smoky Moun- 
tain R. R. 

* Finance No. 5958—Application of Smoky Mountain R. R. for au- 
thority to issue capital stock. 


April 18—Argument at Washington, D. C.: 
16707—Eastern Shore of Virginia Produce Exchange vs. Penna. R. R. 
17613—Harlan Elzey Randall Co. et al. vs. A. T. & S. F. Ry. et al. 
17868—C. Elias & Brother vs. Penna. R. R. et al. 
18331—-St. Louis Cooperage Co. et al. vs. C. B. & Q. R. R. et al. 


April 18—Washington, D. C.—Examiner Corbitt: 
Valuation No. 947—In re tentative valuation of the properties of 
the Tennessee Central R. R. et al. 


April 18—Washington, D. C.—Examiner Carter: 
. & S&S. 2846—Fullers’ earth from Georgia and Florida to destina- 
tions in the U. S. and Canada. 


April 18—Washington, D. C.—Examiner Faris: 

Valuation No. 898—In re tentative valuation of the properties of 
the Chicago & North Western Ry. et al. 

Valuation No. 549—In re tentative valuation of the properties of 
the C. St. P. M. & O. Ry. : 

Valuation No. 758—In re tentative valuation of the properties of 
the Sioux City Bridge Ry. 

Valuation No. 763—In re tentative valuation of the properties of 
the Wyoming & North Western Ry. 

Valuation No. 795—In re tentative valuation of the properties of 
the Pierre, Rapid City & North Western Ry. 

Valuation No. 653—In re tentative valuation of the properties of 
the Pierre and Fort Pierre Bridge Ry. 


April 18—Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess Income of Midland Valley R. R. 


April 19—Washington, D. C.—Examiner Carter: 
* 19394—Elk Refining Co. vs. A. C. L. R. R. et al. 


April 19—Argument at Washington, D. C.: 
18012—Cincinnati Coal Co. vs. C. & O. Ry. et al. 
18182—J. A. Folger & Co. vs. A. T. & S. F. Ry. et al. 
18620—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 
April 19—Columbus, O0.—Commissioner Campbell and Examiners Faul 
and Bardwell: 
19134—The National Supply Co. et al. vs. N. Y. C. R. R. et al. (to 
be heard in connection with 17000, part 6, iron and steel). 


April 19—Washington, D. C.—Examiner Macomber: 
Valuation No. 938—in re tentative valuation of the property of the 
Columbia, Newberry & Laurens R. R. 
April 19—Washington, D. C.—Examiner Hayes: 
Valuation No. 937—In re tentative valuation of the property of the 
R. 


April 19—Omaha, Neb.—Nebraska State Ry. Commission: 

* Finance 6086—Application of South Omaha Terminal Ry. for au- 
thority to acquire the railroad properties of the Union Stock 
Yards Co. of Omaha (Limited). 


April 19—Columbus, O.—Commissioner 
Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
17878—Rates on iron and steel articles, in carloads, within state of 


Ohio. 
18547—The Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 


et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19086—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19069—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19065—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 


April ae eeraee, Fla.—Commissioner Eastman and Director 


Campbell and Examiners 


17986—In re refrigeration charges of fruits, vegetables, berries, and 
melons from the South. 


April 20—Argument at Washington, D. C.: 
18073—International Paper Co. vs. A. & V. Ry. et al. 
18074—Brown Paper Mill Co., Inc., et al. vs. V. S. & P. Ry. et al. 
April 20—Washington, D. C.—Examiner Potter: 
Valuation No. 942—In re tentative valuation of the property of the 
Northampton & Bath R. R. 
April 20—Washington, D. C.—Examiner Quimby: 
Valuation No. 943—In re tentative valuation of the Watertown & 
Sioux Falls Ry. 
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April 21—Columbus, O.—Public Utilities Commission of Ohio: 
Finance No. 5806—Application of Ohio River & Western Ry. for 
authority to abandon its railroad. 


April 21—Argument at Washington, D. C.: 
1. & S. 2831—-Stone from Champaign, Ill., to certain points in ¢. 
F. A. territory. 
* 1. & S. 2811—Petroleum & Petroleum Products from Colorado orig- 
ins to Colorado & New Mexico destinations. 


April 21—Washington, D. C.—Examiner Roberts: 
Valuation No. 948—In re tentative valuation of the property of the 
Morristown & Erie R. R. 


April 22—Argument at Washington, D. C.: 
1. & S. 2810—Transit privileges on lumber from North Pacific Coast 
East-bound, Transcontinental. 
17506 — Sub. 1)\—Humble Oil & Refining Co. vs. A. G. S. R, R. 
et al. 


April 23—Argument at Washington, D. C.: 

1. & S&S 2850—Absorption of drayage charges on ore and concen- 
trates on the Southwest Missouri R. R. 

April 25—Washington, D. C.—Examiners Gibson and Woodrow: 

Valuation No. 386—In re tentative valuation of the property of the 
Pennsylvania Co. et al. 

Valuation No. 429—Manufacturers Ry. Co. (Toledo, O.). 
Valuation No. 436—Wheeling Term. Ry. 
Valuation No. 431—Lorain, Ashland & Southern R. R. 
Valuation No. 432—Calumet Western Ry. 
Valuation No. 425—Cincinnati, Lebanon & Northern Ry. 
Valuation No. 351—Grand Rapids & Indiana Ry. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. 
Valuation No. 462—Toledo, Peoria & Western Ry. 
Valuation No. 928—Pennsylvania R. R. et al. 
Valuation No. 382—West Jersey & Seashore R. R. 
Valuation No. 841—Winfield R. R. 
Valuation No. 837—Perth Amboy & Woodbridge Ry. 
Valuation No. 839—Delaware, Maryland & Virginia R. R. 
Valuation No. 80—Elmira & Lake Ontario R. R. 
Valuation No. 878—Freehold & Jamesburg Agricultural R. R. 
Valuation No. 877—Cherry Tree & Dixonville R. R. 
Valuation No. 880—Monongahela Ry. Co. et al. 
Valuation No. 881—Penna. & Atlantic R. R. 
Valuation No. 887—York, Hanover & Frederick Ry. 
Valuation No. 886—Western, New York & Pennsylvania Ry. 
Valuation No. 885—Pennsylvania Tunnel & Terminal R. R. 
Valuation No. 903—Philadelphia, Baltimore & Washington R. R. 
Valuation No. 437—Dayton Union Ry. Co. 
Valuation No. 435—Louisville Bridge & Terminal Ry. 
Valuation No. 434—Akron & Barberton Belt R. R. 
Valuation No. 879—Johnsonburg R. R. 


April 25—Washington, D. C.—Examiner Law: 
wimanee se. 3984—Excess Income of the West Virginia Northern 
a 10. 
a ena, D. C.—Examiner Folsom: 
aluation No. —In re tentative valuation of the t f 
Northwestern Pacific R. R. et al. Se 
April 25—Argument at Washington, D. C.: 
15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
15824—-Grand Forks Commercial Club vs. C. & N. W. Ry. et al. 
(further argument). 
April 25—Detroit, Mich.—Commissioner Campbell and Examiners 
Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
— on iron and steel articles, in carloads, within state of 
o. 
bar Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 


et al. 

18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 

18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 

18667—The American Rolling Mill Co. vs, Pa. R. R. et al. 

18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 

18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 

19023—Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 

19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 

19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 

19062—Krupp Foundry Co. vs. Reading Co. et al. 

19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 

19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 

19134—The National Supply Co. et al. vs. N. Y. C. R. R. et al. (to 
be heard in connection with 17000, part 6, iron and steel). 

April 26—Argument at Washington, D. C:: 

Fourth section departures in connection with transit shipments—of 
cottonseed and related vegetable products such as cottonseed 
and other vegetable oils, cakes, meals, etc., and other com- 
modities. 

April 27—Washington, D. C.—Examiner Walsh: 

Valuation No. 949—In re tentative valuation of the property of the 

Minnesota Dakota & Western Ry. 


May 2—Washington, D. C.—Examiner Carter: 
* 19363—The Milwaukee Coke & Gas Co. vs. A. & W. Ry. et al. 


May 2—Phoenix, Ariz.—Examiner Harraman: 
* Fourth Section Application No. 13022—Filed by R. C. Dearborn, for 
and on behalf of carriers parties thereto. 


as 2—Washington, D. C.—Examiner Faris: 
aluation No, 863—In re tentative valuation of the property of the 
G. H. & S. A. Ry. 
Valuation No. 728—Houston & Shreveport R. R. 
Valuation No. 804—Houston & Texas Central R. R. 
Valuation No. 842—Houston E. & W. Texas Ry. 
Valuation No. 701—Iberia & Vermilion R. R. 
Valuation No. 737—Lake Charles & Northern R. R. 
Valuation No. 784—Louisiana Western R. R. 
Valuation No, 883—Morgan’s La. & Texas R. R. & S. S. Co. 
Valuation No. 756—Texas & New Orleans R. R. 
Valuation No. 923—Southern Pacific Terminal Co. 
Valuation No. 750—Direct Navi. Co. 
Valuation No. 854—El Paso Union Passenger Depot Co. 
May 2—Washington, D. C.—Examiner Boyden: 
Valuation No. 65—In re tentative valuation of the property of the 
Great Southern R. R. 
May 2—Washington, D. C.—Examiner Hays: 
Valuation No. 940—In re tentative valuation of the property of the 
Kansas City Connecting R. R 
May 2—Washington, D. C.—Examiner Carter: 
16243—Indiana Coke & Gas Co. vs. A. & W. Ry. et al. 
16611—Citizens Gas Co. of Indianapolis vs. Ala. Cent. Ry. et al. 
ae 2—Washington, D. C.—Examiner Law: 
inance No. Excess income of the Pere Marquette Ry. Co. 
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Universal 
Carloading and Distributing 
Company 








| WHY SHIP 
THE “UNIVERSAL WAY” 


‘tr 


The most successful company 
in any field is that one from 
whose product the public re- 
ceives the most benefit. 


The volume of tonnage for- 
- warded via Universal and the 
economy derived from its re- 
duced rates, has steadily in- 
creased until today the Universal 
Carloading and Distributing 
Company is considered by many 
to be an economic necessity. 


ee 


Universal Freight Service 
Means Universal Satisfaction 





For Rates or further information apply to our 
local office in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Blvd. Telephone Wabash 5102 
CHICAGO, ILL. 
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New, Fast and Dependable 
Freight Service Between 
Chicago and the East 


Via South Shore Line from Chicago to Michigan City, Nickel 
Plate, L. E. & W. District and connections— 


Rates now applicable via this route on traffic to and from Chicago 
and points beyond; also to and from the west. 


Connections in Chicago with Elgin Joliet and Eastern Railroad 
(Chicago Outer Belt), Baltimore and Ohio Chicago Terminal and 
Pullman Railroad — give direct connections with all lines to and 
from Chicago. 


The South Shore Line has completely rehabilitated and re-electrified 
its property within the last year, adding new electric freight loco- 
motives, new steel passenger equipment, laid new ballast over the 
entire line and several miles of new 100-lb. rail, making it one of 
the most modern electrically operated railroads in the country. 


SOUTH, SHORE 











CHICAGO OFFICE 
Room 605, 79 West Monroe Street 
Telephone Central 8280 
F. W. Shappert, General Traffic Mgr. 
L. E. Butler, Ass’t Gen. Traffic Mgr. 
Wm. Petersen, Traffic Manager 
C. L. Binger, Ass’t Gen. Frt. Agt. 
W. R. Jones, Commercial Agt. 


SOUTH BEND OFFICE 
301 North Michigan Street 
Telephone Lincoln 5764 
A. W. Oberfell, General Freight Agent 
R. E. Frantz, Traffic Representative 





Waldbauer, G.A., 528 Park Bldg., at 
witdbonae Pa. ; Telephone Atlantic 0174 


m. H. McCloud, G.A., 3-223 General Motors 
Bide. Detroit, Mich. 4b Empire 6640 


Ernest Irber, G.A 6 Corn Exchange Bldg., 
Minneapolis, Minn» ~ oo a Geneva 1063 


J. M. Purcell, G.A., 717 Commerce Bidg., 
Kansas City, Mo. gr A Victor 0877 





One of the 80-ton electric locomotives used in South Shore Line freight service. 


Chicago South Shore and South Bend Railroad 
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—Booklet explaining L M S unusual 
FREE Warehousing Plan mailed free on request 


SLA ae 
Nu 
4 \ - 
Oe WBA ee bead 


~~ wrw~ew wn 
. 





pea a 
a 



















~~ wv 











4 
Senet 





= ‘ } f Bayh” , 


= — 
- = 
a 





Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 





You can save money right 
now on shipments to Britain 
by using the new L M S stor- 
age service. The L MS owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage capacity ex- 
ceeds 100,000,000 feet! Direct 
rail connections between 
warehouses. 


The L M S 1s the only British 
Railroad serving with tts own 
lines all major British ports. All 
merchandise 1s delivered right 
through to store door with its own 
teams and trucks. 1,300 motor 
trucks and 10,000 teams con- 
tinuously employed. 


Recently a prominent Ameri- 
can Exporter sold merchandise 
to a British customer for future 
delivery. He shipped directly 
to the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere frac- 
tion of cost which same storage 
would be anywhere in the 
United States. Delivery of the 
merchandise was given to buyer 
by special LMS motor truck 
service on exact delivery date. 


In addition to the example quoted, 
authentic bulletins will be published 
from time to time demonstrating 
how L M S Service assists Amer- 
ican business. Watch for the next 
example—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of 


GREAT 


BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
OnE Broapway,: NEw Yor«K CIty 


ro 


THE ONLY BRITISH RAILROAD WITH AN A 


CTIVE FREIGHT DEPARTMENT IN AMERICA 
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- Where the Money Goes 


Where on earth does all the money go? 


That household question makes the whole 
world kin. It is one that demands an account- 
ing, whether pennies or millions of dollars are 
involved. 


Here is one answer to it. This is what be- 
came of every $100 received by the Illinois 
Central System in 1926: 


The operation of trains, stations and other 
transportation services cost, including $5.85 
for fuel, $31.72. That left $68.28. 


The upkeep of locomotives, freight and pas- 
senger cars and other equipment cost $15.93. 
That left $52.35. 


The upkeep of tracks, roadbed, bridges, 
buildings and other structures cost $14.15. 
That left $38.20. 


The solicitation of traffic and the compila- 
tion and issuance of tariffs cost $1.81. Pay- 
ments for lost and damaged freight and for 
casualties took $1.24. The salaries of clerks 
and other general office employes took $1.22. 
Serving meals in dining and buffet cars and in 
restaurants used up 65 cents of every $100 the 
railroad received from all sources. Pensions 
to retired employes required 30 cents. Legal 
expense amounted to 27 cents. The expense of 
valuation work was 11 cents. Miscellaneous 
general expenses amounted to 39 cents. These 
items totaled $5.99. That left $32.21. 


The salaries of general officers took 19 cents. 
That left $32.02. 


There was put aside $5.36 in depreciation 
and retirement charges to pay for the wearing 
out of equipment. That left $26.66. 


Rentals of equipment, leased lines and joint 
facilities took $3.78. That left $22.88. 


Interest payments on borrowed money took 
$7.76. That left $15.12. 


Dividends to the owners of the railroad for 
the use of their property accounted for $5.41. 
Compared with this, taxes took $6.33. After 
dividends and taxes were paid, $3.38 was left 
out of the original $100. The $3.38 left over 
was available for enlarging and improving the 


property. 


The Illinois Central System welcomes pub- 
lic knowledge of the facts about its business. 
It wants the public to know that the money 
collected for transportation is wisely and eco- 
nomically expended in the production and im- 
provement of service. 


Constructive criticism and suggestions are 
invited. 


\ 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, April 1, 1927. 
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PORT or SEATTLE 


Shortest, Most Direct Route to the ORIENT 


Rapid Service at Low Rates 


In addition to possessing the necessary physical features 
for a great World Port, the Seattle Port Commission 
appreciates that it must provide a modern and efficient 
system of harbor terminals to develop and maintain 
a large commerce for Seattle. Due to the aggressive 
spirit of the community, the Commission has been able 
to build and equip the public harbor terminals so as to 
render the highest degree of service at the lowest pos- 
sible cost. This wise policy has opened the door of 
opportunity and made Seattle the economic port between 
the United States and the Orient. 


Satisfactory Service at a Minimum Cost 


Served by Four Served by Seventy-One 
Transcontinental Railways Steamship Lines 


ADDRESS 


PORT oF SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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™ SOO LINE 
ann How Well 


it Can Serve You 


——We’” Tran sportation—t« is enchantment 








THE STORY 
OF A UNIQUE 
TRADEMARK 


BACK IN 1883 THE MINNE- 
APOLIS, SAULT STE. MARIE 
AND ATLANTIC RAILROAD 
COMPANY WAS ORGANIZED, 
ITS OBJECT BEING TO PRO- 
VIDE MINNEAPOLIS WITH A 
RAIL LINE VIA SAULT STE. 
MARIE, MICH., TO THE ATLAN- 
TIC COAST. THIS NEW LINE 
FORMED A DIRECT ROUTE TO 
EUROPE FOR MINNEAPOLIS 
FLOUR. 

THE MINNEAPOLIS AND PA- 
CIFIC RAILWAY WAS BUILT A 
SHORT TIME LATER AND THE 
TWOLINES WERECONSOLIDAT- 
ED. THE SYSTEM THEN BE- 
CAME KNOWN AS THE MINNE- 
APOLIS, ST. PAUL &SAULT STE. 
MARIE RAILWAY. 

CHARACTERISTIC OF THE 
TENDENCY OF THE AMERICAN 
PEOPLE TO TAKEGROSS-CUTS 
THE RAILWAY ALMOST IMME- 
DIATELY WAS NICKNAMED 
THE “SOO.” SAULT STE. MARIE 
HAVING BEEN THE OBJECTIVE 
OF THE FIRST LINE BUILT AND 
THE POINT WHERE IT CON- 
NECTS WITH THE CANADIAN 
PACIFIC RAILWAY, THROUGH 
CANADA TO THE ATLANTIC 
SEABOARD. 

SAULT STE. MARIE, MICH., 
WAS FIRST SETTLED BY WHITE 
PEOPLE, BY COMMAND OF THE 
FRENCH CROWN, IN 1750. THE 
FRENCH GAVE THE PLACE ITS 
NAME. “SAULT” MEANS ALEAP 


’ OR FALL; “STE.” IS THE FEMI- 


NINE ABBREVIATION FOR 
SAINT. TRANSLATED INTO 
ENGLISH, THE NAME IS “THE 
LEAP OF ST. MARY'S.” 


TOOT, 


Boston, Mass., 40 — St. 
Buffalo, N. Y., 409-410 
Chicago, Ill., Scandard Trust Bldg. 
Chippewa Falls, Wis. 

Cincinnati, O. , 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bidg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 430 Merch. Bank Bldg. 
Kansas City, Mo., 738 Railway Ex. Bldg. 


uois Bldg. 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. St. Louis, Mo.. 2050 Railway Exch. Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 

Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- 


Omaha, Neb., 725-26 W. O. W. Bldg. 

Passaic, N. J. 250 Bloomfield Ave. 

Philadelphia, Pa., Cross Bldg., Locust St. at 15th. 
Pittsburgh, Pa., 2041 Oliver Bldg. 


in the word. Vistas 
flash of open fields, of forest glades, of mountain 
slopes, of broad rivers and shining lakes. 


HE needs of millions to be served with 

dispatch, with safety and with courtesy. For 
nearly fifty years the great Northwest has grown 
and flourished only as its transportation facilities 
have blazed the trail, and the Soo Line has played 
its part. Broad acres have been made to feed a 
hungry world, steel to house the needs of 
industry has been carried to growing Cities, 
products of the forest have been transported to 
a thousand markets. Steam has made our modern 
civilization possible. : 


THE SOO LINE 


pete the great Northwest over 4500 
miles of its own lines. ITS FAST FREIGHT 


SERVICE between all points in the EAST and 
SOUTH and NORTHWEST, WESTERN 
CANADA and NORTH PACIFIC COAST 
is YOUR MAGIC CARPET. 


AGREEABLE PERSONALIZED SERVICE HAS MADE THE’ 
SOO LINE JUSTLY POPULAR WITH ITS PATRONS. 
COURTEOUS, CHEERFUL ATTENTION. 


AGENCIES 
Portland, Ore., 3rd and Pine Sts. 


id 
St. Paul, Minn., 1112 Merchants Nat'l Bank Bldg 
San Francisco, Cal., 5 Market St. 


. , Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nar'l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint with Duluth, Missabe and Northern Ry. 
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KEYSTONE WAREHOUSE 
OF BUFFALO,N. Y. 
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BOSTON 
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The Chain of Tidewater Terminals 
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Allied Inland Warehouses 























BOSTON 
BOSTON TIDEWATER TERMINAL, Ine. 
J. M. Heffman, V. P. & Gen’l Mgr. 
666 Summer 8t., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 










ATLANTIC TIDEWATER TERMINAL 


G. W. Green, V. P. & Gen’l . 
17 State St., New = 


Two modern fireproof double-decked piers. 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklya— | 
within free lighterage limits, affording shipments via | 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less | 
stevedoring costs. No lighter or barge detentions— | 






















PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 








BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca Hamburg Streets 


Buffalo, N. Y. 
W. J. Bishop, General Supt. 










C. L. shipments. Low | 
Liberal advances on stored goods. /{ 
















NORFOLK _ 


NORFOLK TIDEWATER 


PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 


10 Chestnut St., Philadelphia ; 
Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available—Lowest insurance | 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity—Tracks extend entire length all 3 
piers —25 acre yard adjacent to piers for 
storage and distribution of lumber. 





















Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space——- Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and _ classification 
yards have over 4,000-car capacity—Every 
modern device for rapid and economical 
handling, all classes of cargo—Forty 
acres open storage space for lumber, metals 























° e The above means great money saving to you. Read carefully—then direct 
S h ipp ers: your freight to be delivered to these splendid terminals, and warehouses. 


All structures are concrete and steel, completely — rotected, affording greatest safety 
and security with lowest possible insurance rates. Our gle Unit Policy of pe era. Be sm under a 
management speci in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to v and shippers alike. Our service costs no more—why pay as much for less? 

Write or telephone the ee nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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“DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway............. Pennsylvania........... 
Canadian National Railways.......... |v Rouses Point, N. Y. Lehigh Valley .......... ja Wilkes-Barre Pa. 
Quebes, Montreal & Souther sae a atte ‘“ on tea 
ton Seok 59h wexd chee via Mechanicville, :  eiidides os sa — 
Boston & Albany................... ia Albany, N.Y. © = Lackawanna........... vi Binghamton, N. Y. 














DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 












aanerre H Colket, Milk Agent, 3380 OT hee oe cee 500 
Cc. F. P Beck py Eastern Freight Agent, ae Main oe nai = 
oo ne rm . PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
D & H Building W. H. Chase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1108-10 Finance Building, 
———————— 7s onGH $ South Penn Square 
BOSTON, MASS.—Telephone Liberty 4106-4107 as Haas, Genacal “Aast, Feolekt Department 
F. i. Wh r ond oe Petia’ t, Vis-sie Bessemer Building , 
@ Cham Commerce ng 
BUFFALO, N. Y-_Telophone Beneca 883 eS 4) eee Travaling Coal Agent, 
Jas. Pen Tg ET ny Freight Department, PLATTSBURG, N. Y.—Telephone 698 
ener as x ae Wabash 8994 - 4 1 ee vane 
H. Clark, General Accs Freight Dept., SCRANTON 
1101-62 Webster Building, ae » a . neg hone oy 4751 
MONTREAL. | GUE—Telephene Uptown 7424 D & Hi Passenger Station” 
—e none Dae st 8t. ———_ ‘stew West - rs. Stewart, | yore Rey Freight De 
rumm a ine a es t 
NEW YORK, N. Y—Telephone Whitehall § Pieait022" Pierce 'B iene 
© Gi ieas Wookwe neral Agent, Preicht D Devt TRON? J Forsters Biviste Freight 
oolwo! '° . n 
233 Broadway Union Station ams 


W. G. Story, General Freight ye Albany, N. Y. 
N. Hiller, Asst. Gen. t, Albany, N. Y. 
ax 


F. Freight 
Max V. Beckstedt, Asst. Gen. Freche’ Agent, Albany, N a E 
Jas, A. Flanders, ‘Jr. Asst. Gen. Freight Agent, Albany, N. Y. {3 
W. Nyland, Coal Freight Saset Albany, N. Y. 
e E. Rolfe, Assistant General Traffie Manager, Albany, N. Y. 
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® ® Iberia Parish, Home of Tabasco FE Fo ) 
TRAVELER Pepys | from Southern Mexico passes from a rich green, through yellow and orange a | 
. A in the spring of 1866 brought with him a num- to the deep, brilliant red of the mature fruit, a 
a ber of pepper seeds, some of which he pre- gloriously gaudy crop. 
S sented to Edward Mcllhenny of Avery Island, near The crop is then invaded by an army of pickers ® ® 
ma 
om New Iberia, Louisiana. Mr. Mclihenny, like many who gather the pods into baskets, which are trans- nm w 
: g Southerners, being fond of hot condiments, ported to the preserving plants where the peppers a> Ww 
Bm‘s planted these pepper seeds and finding the fruits are carefully sorted, graded and stored, to age and at = 3 
see well flavored, began experiments in an endeavor mellow in brick vaults especially prepared for that m* eR 
° Ze to preserve them in such a form that would re- purpose. Here the stock is aged for three years His wo 
ag Z o tain their strength and flavor, among which was before entering into the manufacture of sauce. No ay = 
& T a sauce which has a pronounced delectable taste. labor saving machinery is employed in the manu- BRO 
=| 3 This success induced Mr. MclIlhenny to plant more facture, Tabasco sauce being strictly hand-made a o ° 
pas peppers the next year and it was in the winter of and every detail guarded with the same care that 5+ 
a 8 1867 that the famous “Tabasco Sauce’ made its was used by our grandmothers in their culinary a 
2 ® appearance on the market, the product taking its triumphs. m 
name from the state of Tabasco in Mexico from In every civilized country on the globe you 
which it came. will find on tables of the best hotels and pri- 
e . Habits of growth of Tabasco do not differ ma- vate families this delightfully piquant condiment. @ ® 
a & terially from those of other strains of peppers, the Tabasco is the only pepper known that does not n Mm 
ss seeds being started in cold frames and transplanted irritate the mucous lining of the stomach. It can 09 FF oo 
< to the open ground when danger of frost is past be used in perfect safety where cayenne, black a = 
ne é and set in rows two feet apart. Tabasco plants pepper and many of the powdered spices would >) an 
Cex attain a height of about three feet at maturity be harmful. The crop, which is confined wholly Fast 
Zz oS and begin to bloom when half grown. First come to a small section of the Gulf Coast country of 25 =o 
3c. the little white flowers —* their heads, as Louisiana, has grown from the original importa- dime 
E 25 young girls (of old) were wont to do in the pres- tion of a few seeds to several thousand acres. 2 @m 
oS ence of strangers. As the flower fades, the little Iberia Parish (county), Louisiana, is the home of s 
@ ® pepper pushes forth, and growing toward maturity, Tabasco Pepper. mn 
For information F 
* Write, telegraph or "phone @ @ 
2 ® “General Agent, Southern Pacific Lines’’ ® . a 
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